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CHAIRMAN WATSON 
In opposing Senator James E. Watson, of Indiana, 
for the chairmanship of the Senate interstate commerce 
committee, Senator Norris, of Nebraska, said that, if 
the railroads “had raked the country from ocean to ocean 
and from Gulf to Lakes, they could not have found a 


man who would suit them any better than the Senator 
from Indiana will.” 


We call Senator Norris’s attention to the fact that 
Senator Watson was recorded as having voted for Sena- 
tor Gooding’s long-and-short-haul amendment to the inde- 
pendent offices appropriation bill. The railroads strenu- 
ously opposed such legislation. 

We call Senator Norris’s attention to the fact that 
Senator Watson, in the debate in the Senate on the 
Robinson amendment making illegal the collection of a 
surcharge on travel in parlor and sleeping cars, spoke in 
favor of the amendment and voted for it. In that con- 


nection the following from the debate on that amendment 
is interesting : 


Senator Howell—In view of the action of the Interstate 
Commerce Commission in saying that, under the premises laid 
down by Congress, it cannot cancel the Pullman surcharge, 
does the Senator say, then, that Congress ought to proceed to 
do it by direct legislation? 

Senator Watson.—Proceed to do what? 

Senator Howell——To cancel the Pullman surcharge. 

Senator Watson.—Yes; I am in favor of reducing the Pull- 
man surcharge rate. I take it that surcharge is an anomaly in 
the rate structure. 

Senator Howell—Why does not the Interstate Commerce 
Commission do it? 

Senator Watson.—I can not answer that. 

Senator Howell.—They have refused to do it. 

enator Watson.—The majority believe in reducing it at 
least one-half. - 


Senator Howell.—They could do it tomorrow if they saw 
fit to do so. 


Senator Watson.—They have already said they are in fa- 
vor of reducing it one-half. Why they do not say the other 
half I do not know. 

In the decision of the Commission in the surcharge 


case, Chairman Aitchison and Commissioner Esch, con- 


curring in the majority opinion, said they would willing- 
ly join in a finding reducing the surcharge one-half, but, 
obviously, they were not able to bring a majority of the 
members of the Commission to the same conclusion. 

We call Senator Norris’s attention to the fact that 
the railroads vigorously opposed removal of the sur- 
charge by direct action of Congress. 

We also call Senator Norris’s attention to the fact 
that, January 24, 1923, a Washington newspaper printed 
a picture of Senator Watson, of Indiana, and A. M. Loeb, 
president of the National Council of Traveling Salesmen’s 
Associations, holding a report purporting to be the de- 
cision of the Commission in the interchangeable mileage 
book case, with the following explanation: 

Mileage book privilege restored. An announcement of the 
Interstate Commerce Commission of a 20 per cent reduction on 
2,500 mileage books is received by Senator James Watson, of 


Indiana, author of the law, and A. M. Loeb,.president of the 
National Council of Traveling Salesmen’s Associations. 


It was several days later that the decision of the 
Commission was issued to the public. The railroads op- 
posed the sale of mileage books at reduced rates. 

The record may or may not reflect credit on Senator 
Watson, with respect to his attitude toward transporta- 
tion problems, but it could hardly be expected to com- 
mend him to the carriers as a friend. Perhaps Senator 
Norris has some inside information as to what may be 
expected of Senator Watson in the future. 


COMMISSION APPOINTMENTS 

President Coolidge has settled the matter of filling 
the vacancy on the Interstate Commerce Commission, 
caused by the resignation of Mark W. Potter, by giving 
a recess appointment to Thomas F. Woodlock, of New 
York, though he had twice sent the appointment to the 
Senate without obtaining confirmation from that body. 
The appointment is good only until the Senate again 
meets and has opportunity to confirm or reject and, if 
the appointment is not confirmed, Mr. Woodlock may 
find that he has received no compensation for the work 
he has done in recess. 

His appointment did not come to the point of formal 
discussion in Senate session,~but there was objection to 
it in the Senate, partly because of Mr. Woodlock’s con- 
nection with “Wall Street,” but more especially because 
southern Democrats felt that recognition should be given 
to the South by appointing a man from that territory. 
President Coolidge did seek to placate that feeling and is 
said to have offered the place to a man from South Caro- 
lina, who evidently did not want it. There was mention 
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also of George B. McGinty, secretary of the Commission, 
who hails from Georgia and is a Democrat, but we do not 
know what consideration, if any, President Coolidge gave 
to his name. 

We hold no brief for Mr. McGinty nor for any other 
individual. Neither are we opposed to the appointment 
of Mr. Woodlock. He is highly recommended—by Mr. 
Potter, among others, we understand—and a man who 
understands railroad finance, as he is supposed to under- 
stand it, is needed on the Commission. He wiil, of 
course, have to prove himself, as would any other ap- 
pointee whose qualifications were not generally known. 
But we do wish that the President could have been 
brought to see the advantage of appointing some one 
who has been identified with the work of the Commis- 
sion. He need not have confined himself to a considera- 
tion of Mr. McGinty. There are others on the staff of 
the Commission who could fill the place with credit. For 
instance, the name of Examiner W. A. Disque was pro- 
posed to the President, we understand. And, if the idea 
had appealed to him, he could easily have had compiled 
a list of men in the Commission work, any one of whom 
would have made a good commissioner. 

Such an appointment would be satisfactory in more 
than one respect. In the first place, it would assure the 
service of a man who, even if he might not be more able, 
generally speaking, than someone else chosen, would be, 
probably, just as able, and who would have knowledge, 
already accumulated, of the subjects with which the 
Commission deals and of-the routine of its procedure. 
But more important than that, perhaps, would be the 
effect of such an appointment on the morale of the Com- 
mission’s staff. It would be stimulating for the mem- 
bers of the staff to know that there was a possibility— 
even a probability—of promotion on account of good 
service and ability. As it is, it is almost hopeless for one 
of these officials—in other government departments as 
well as in the Commission’s office—to hope for promotion 
to the top, no matter how great his knowledge, how faith- 
ful his service, or how broad his vision. He must be con- 
tent to work under a less able and less deserving man be- 
cause someone with a “pull” has whispered in the ear of 
the President. 

We do not know whether it has ever been done—we 
do not believe it has—but we do not see why it would 
not be in order for the chairman of the Commission, 
when there is a vacancy, to go to the President and sug- 
gest to him that it might well be filled from the Commis- 
sion’s ranks, and to give the President a list of names 
from which to choose. No one could be more interested 
in having an efficient Commission than the members of 
the Commission themselves, and we know of no method 
more likely to assure an efficient Commission. Of course, 
the President ought voluntarily to consult the Commis- 
sion in such matters, but that is not the custom. If he 
does not do it we see no impropriety and great advantage 
in the Commission going to the front itself. 


TRIUMPH FOR CO-OPERATION 
The settlement of the Western Trunk Line class rate 
matter, described elsewhere in this issue, is a triumph 
for co-operation in transportation. At first, the railroad 
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traffic men were disposed to be arbitrary and they acted, 
not only contrary to the wishes of shippers, but without 
giving the shippers enough opportunity to present their 
views in the conference method that had been adpoted. 
But an appeal by the shippers to the railroad executives, 
quoting to these executives their own views as to co- 
operation, brought about reconsideration and the car- 
riers withdrew the objectionable tariffs. Then arbitra- 
tion was resorted to, Mr. Hardie, director of traffic for 
the Commission, acting as a sort of unofficial arbitrator. 
His recommendations were unanimously adopted at a 
meeting of about three hundred shippers affected, and the 
railroads also signified acceptance. Thus is a difficult 
situation adjusted without resort to litigation and a 
splended precedent set for co-operative effort in the fu- 
ture. The shippers are to be congratulated on the firm 
stand they took and the carriers for their readiness to 
listen to reason and to take the same medicine they were 
prescribing for others. 


WOODLOCK APPOINTED 


The Traffic World Washington Bureau 


President Coolidge March 25 signed a commission giving 
Thomas F. Woodlock, of New York, a recess appointment to the 
Commission. 

Mr. Woodlock was expected in Washington momentarily to 
take the oath of office as a commissioner, as he was quoted in 
New York to the effect that he would accept the recess appoint- 
ment given him by President Coolidge. Under this appointment 
he will serve without pay pending the final disposition of his 
case by the Senate. If the nomination, when submitted again 
to the Senate, by the President, should be rejected, it is re- 
garded as probable that Congress would pass a special act 
authorizing payment of his salary at the rate of $12,000 a year 
for the period of time served by him as a commissioner. That 
course of action has been followed in similar cases heretofore. 

In view of the fact that the Senate twice ignored the nomina- 
tion of Mr. Woodlock, taking no action on it, it was generally 
believed in Washington, when the President made the recess ap- 
pointment, that the chances were that the Senate would reject 
Mr. Woodlock when it reconvened. Southern senators will op- 
pose confirmation. Members of the “radical” or “insurgent” bloc 
in the Senate will oppose confirmation because Mr. Woodlock, 
in their view, is “tainted” with “Wall Street.” A combination 
of southern senators and the radicals or insurgents could make 
the administration senators helpless in the matter of obtaining 
confirmation. That was demonstrated in the case of Charles 
Beecher Warren, the President’s first choice for Attorney Gen- 
eral of the United States, to fill the vacancy caused by the 
elevation of former Attorney General Stone to the Supreme 
Court of the United States. Some think that the Woodlock 
recess appointment will cause almost as much trouble in the 
Senate as did the action of the President in sending back the 
name of Mr. Warren after the Senate had rejected the nomina- 
tion. The Senate has not yet rejected Mr. Woodlock. It simply 
ignored the nomination each time the President sent it in. 

In some quarters it is held that senators may change their 
attitude toward Mr. Coolidge’s selection after they have heard 
from their constituents as to the Warren case. This belief is 
based on the idea that the country generally is standing back of 
Mr. Coolidge rather than the Senate and that the President’s 
selection should be approved by the Senate. However, if the 
Democrats stand by their southern colleagues in their demand 
for the appointment of someone from the South, and the radicals 
or insurgents join the Democrats, it is believed Mr. Woodlock 
will stand little chance of being confirmed. 

President Coolidge, who was thought for a time to have been 
“wavering” with respect to the appointment of Mr. Woodlock, 
has been impressed with the argument that the vacancy caused 
by the resignation of Mr. Potter should be filled by someone with 
knowledge of the intricacies of railroad finance, so that the 
Commission would have the benefit of such knowledge in super- 
vising the issuance of railroad securities and the financial trans- 
actions involved in railroad mergers under the transportation 
act. When Mr. Woodlock was first nominated, the President 
was represented as feeling the Mr. Woodlock was one of the best 
qualified men in the country on the subject of railroad financial 
matters. 

The President had reached no determination with respect 
to filling the vacancy on the Commission late March 20, it was 
said by a spokesman for him. It was revealed officially that 
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the President had offered the place.to a South Carolinian but 
that the latter had declined because his personal affairs pre- 
vented him from entering the public service. It was said that 
the President was sympathetic with those who believed that 
someone from the South should be appointed to the Commission, 
and that he had, therefore, offered the place to the South Caro- 
linian, who was the only one in the southeast familiar with the 
intricacies of railroad finance that the President had been able 
to find. It was said that the President felt that the vacancy 
should be filled with someone having knowledge of railroad 
financial matters rather than one familiar with the problem of 
rate-making. The person to whom the place was offered was 
not revealed at the White House, but one rumor was that it 
was Richard S. Whaley, formerly a Democratic member of the 
House from South Carolina, and, until recently, chairman of 
the Rent Commission of the District of Columbia. Another 
rumor was that it was former Senator Dial, of South Carolina, 
identified with banking and manufacturing interests of his state. 


VAN SWERINGEN MERGER 


The Traffic World New York Bureau 


The railroad merger planned by the Van Sweringen inter- 
ests, of Cleveland, assumed a tangible aspect this week when 
stockholders of the Erie Railroad Company formally approved 
the lease by which that railroad will enter the consolidation. 
The lease of the Erie to the New York, Chicago & St. Louis 
Railroad Company was ratified by 1,224,994 shares of all classes 
of stock for the lease, with only 1,935 against. 

Special meetings ‘of stockholders will be held in the next 
ten days for approval of leases of the other properties for the 
merger. The other four companies to be included in the con- 
solidation arm the New York, Chicago & St. Louis, the Pere 
Marquette, the Chesapeake & Ohio, and the Hocking Valley. 

At the Erie stockholders’ meeting there was opposition 
to the lease on behalf of minority shareholders by Clarence H. 
Venner and other owners of stock. 

Under the terms of the agreement, an exchange of securi- 
ties is provided by which holders of the first and second pre- 
ferred stocks of the Erie will receive 50 per cent of their 
holdings in preferred stock of the new Nickel Plate holding 
company, with dividends of 6 per cent per annum to be paid 
thereon, and holders of Erie common stock will receive 40 
per cent in common stock of the new Nickel Plate company. 
Cash will be offered to Erie stockholders who do not agree 
to make this exchange, the cash being paid at a price based 
on market values. The Nickel Plate will pay an annual rental 
to the Erie company for those who reject both the exchange 
and the cash offer. The rental will be based on the dividend 
return which the undeposited Erie stock would receive if ex- 
changed for Nickel Plate shares. 

Opposition has developed also among shareholders of the 
Chesapeake & Ohio and the Hocking Valley. Some Virginia 
shareholders of these two companies have started an action 
at Richmond, in the chancery court, for an injunction to pre- 
vent the holding of the stockholders’ meeting to authorize the 
lease. These opposition stockholders insist that the properties 
have been undervalued in the merger arrangement and that the 
dividend return to be given to the holders of Chesapeake & 
Ohio, who accept Nickel Plate shares, is not adequate. 

A New York committee, headed by H. S. Bird, will oppose 
the lease on similar grounds at a hearing to be held before 
the Commission beginning April 15. The American Short Line 
Railroad Association will also argue before the Commission 
that approval of the merger ought not to be given unless pro- 
vision is made for the smaller lines. Several of the members 
of the association want their properties included in the merger. 





Washington, D. C.—The Commission has issued an order 
permitting Albert I. Stiles, in behalf of preferred and common 
stockholders and holders of convertible bonds of the Chesapeake 
& Ohio Railway Company, to intervene in the Nickel Plate 
merger case. In his petition of intervention Mr. Stiles set forth 
objections to the terms and conditions under which the Nickel 
Plate would acquire control of the Chesapeake & Ohio. 

The State Corporation Commission of Virginia has advised 
the Commission that it approves the application of the Nickel 
Plate. The Kentucky Railroad Commission has advised the 
Commission that it approves the application and has recom- 
mended that it be speedily approved. These commissions said 
they did not desire a hearing on the application. 


N. KE. GATEWAYS CASE 


The Traffic World Washington Bureau 


A motion to dismiss No. 16721, Central of New Jersey vs. 
New York, New Haven and Hartford et al.. has been made by 
the Lehigh and Hudson and others on the ground that the 
complaint has not named all the parties that should be made 
respondents. To that A. H. Elder, attorney for the Central 
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of New Jersey, has filed an answer asserting that the New 
Haven and its subsidiary are the only necessary parties because 
none of the issues raised by the proceeding, to force the open. 
ing of the routes via Jersey City and New York so that the 
Central of New Jersey may have the longest possible haul, 
affect the “rights” of either the Lehigh and Hudson or the 
Lehigh and New England. He said that the only interest they 
might have in the matter accrued to them as receivers of ben- 
efits arising from violations of the act; and that, therefore, 
even if those carriers should undertake to intervene, the peti- 
tioner would insist that they had no legal interest in the pro- 
ceedings and that their petition or petitions of intervention 
should be dismissed. 


The motion to dismiss suggested that the Lehigh Valley and 
the Pennyslvania had an interest in the matter but that they 
were not parties, and that the complaint, therefore, should 
be dismissed for want of parties. Continuing Mr. Elder said: 


That in any event, the respondents herein, in answer to the 
charge that they are violating the provisions of the Interstate Com- 
merce Act, cannot with propriety set up as a defense or dilatory 
pleading any alleged interest of said other carriers. The respondents 
alone are responsible for these violations of law. 

That your petitioner understands and expects to prove that there 
are ample facilities and capacity via the Jersey City-Harlem River 
route for the handling of the interchange traffic of your petitioner, as 
well as_of said The Pennsylvania Railroad Company and the said 
Lehigh Valley Railroad Company; that this petitioner has understood 
and assumed that The Pennsylvania Railroad Company and the 
Lehigh Valley Railroad Company have no immediate interest and 
will have no interest in this proceeding unless the respondents admit, 
or the evidence discloses, that said The New York, New Haven & 
Hartford Railroad Company is discriminating in favor of said carriers 
and against your petitioner; 


hat, for the above reasons, your petitioner states that, so far 
as at present appears, said The Pennsylvania Railroad Company and 
the said Lehigh Valley Railroad Company are not necessary parties 
to this proceeding, but that if said carriers, as the Commission's 
Rules of Practice permit, desire to intervene, this petitioner will have 
no objection to such intervention. That in the absence of such in- 
tervening petition by either said The Pennsylvania Railroad Company 
or the said Lehigh Valley Railroad Company, or both, the respondents 
are without warrent to set up as a defense or dilatory pleading the 
rights or interests which these other carriers might assert. 


NEW HAVEN MILEAGE 


The Trafic World Washington Bureau 


Arrangements have been made for a conference in Wash- 
ington, April 1, between representatives of the New Haven and 
shippers on the question raised by New Haven I. C. C. 2797, the 
official list of freight stations and mileage distances on that road. 
The tariff was to have become operative March 25, but, with 
a view to having the subject talked over by the carrier and 
shippers who had protested, arrangements were made to pPost- 
pone the effective date of the tariff for thirty days. 


The tariff raises the question whether the New Haven shall 
be permitted to change its distances from what they have been 
listed in its I. C. C. Nos. F1820 and F2575, the two publications 
which now carry the list of stations and the mileage distances. 
Shippers who have made representations to the Commissions 
think there should be no change. 

Abandonment of parts of the New Haven, authorized by the 
Commission, are said to have thrown out of line the distances 
shown in the distance tariff of that road. A desire to have a 
tariff showing the actual number of miles between each station 
is said to have caused the publication of the consolidated station 
list and distances. The present distance tariff shows distances 
from point to point. It is said to have been made inaccurate 
by the abandonment of parts of the New Haven so that where, 
when the old distance tariff was published only one junction 
point was involved, abandonment may have made it necessary 
for the road to send a carload of freight through two or more 


junctions over a longer distance, to get from one point to 
another. 


In the new tariff, the one on which the conference is to be 
held, distances to each junction point are shown so that the 
total distance fo be covered, in going from A to D via B and C, 
the two last mentioned as junction points, may be accurately 
calculated. It is suspected, among those who have no direct 
interest in the matter, that the New Haven desires to obtain 
the benefit of its true mileage in all instances in which the 
Commission has or may order rates to be based on distance. In 
such cases, were the present distance tariff to be allowed to 
remain in effect, the New Haven would be penalized, in the 
new rates, in all instances in which the abandonment of any 
part of its lines had resulted in increasing the point to point 
distance, via the railroad. Naturally, it is suspected, shippers 
would like to have the existing distance tariff continued and 
obtain the rates based on a mileage that is no longer possible. 


CHANGE IN DOCKET 


Argument in No. 15799, the Triad Corporation vs. C. of Ga. 


Ry. et al., assigned for March 24, at Washington, D. C., was 
canceled. 
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Current Topics 
in Washington 


The Hoch-Smith Muddle.—Were the matter not potentially 
so serious, the situation created by the adoption of the Hoch- 
Smith resolution would call for a prolonged guffaw. At least 
that is the way many of those who have watched developments 
feel about it. The law was intended, it is believed, to make 
the farmers and live stock men feel that Congresg had done 
something for them because their professional friends had con- 
vinced some farmers that freight rates constituted the pebble 
in the heel of the shoe. But, before the farmer could get to 
the Commission with his bill of particulars to show the con- 
dition of his industry, the lake cargo coal men rushed in with 
cries for help. If the coal industry is to have relief, it is sug- 
gested, there may be none left for the farmer, for relief means 
taking revenues from the railroads. Inasmuch as the railroads, 
with a larger investment than they had eight years ago, have 
never had as large a net income as they .had just before the 
United States entered the war; relief means taking something 
from them. That is to say, they have never had as many dol- 
lars, regardless of the rate of return. It is always possible 
that a reduction in freight rates will increase the volume of 
business. A reduction will do that if the rate has been so 
high as to prevent the free movement of tonnage. But, it is 
suggested that, inasmuch as freight rates have not gone up 
as much as the prices of commodities, by a fair margin in favor 
of rates, the chances are that it would be an extremely difficult 
task to find a large tonnage commodity on which the rate was 
out of proportion to prices. Always, of course, there are par- 
ticular situations where there are maladjustments, but they do 
not involve much revenue. They are the kind that are being 
corrected by the Commission every day and the Hoch-Smith 
resolution does not affect them. The fact of the matter is that 
a belief igs being built up that, when the analysis of that thing 
is completed, it will be found that it makes little change in 
the law as it has been on the books for years. It declares the 
true policy in rate making to be that the conditions “which 
at any given time prevail in our several industries, should be 
considered in so far as it is legally possible to do so, to the end 
that commodities may freely move.” The reports of the Com- 
mission contain thousands of pages in which the Commission 
has reproduced the gist of testimony and arguments made by 
complainants and by the railroads to show the conditions in 
particular industries, including the transportation industry. 
Whether it considered the testimony in so far as it was legally 
possible to do so is something that cannot be proved or dis- 
proved. Courts could not overturn the decision of the Com- 
mission on the ground that it had given too much or too little 
consideration to testimony. The chances are that, if they could 
be called on to say anything on the subject, they would say 
that the Commission had considered conditions in an industry. 
They would draw that conclusion from the fact that the record 
showed testimony about the distressing condition of this, that, 
or the other industry, notwithstanding the Commission’s re- 
peated declarations that rates could not be made on commer- 
cial considerations. The Hoch-Smith resolution may constitute 
a repeal of the part of the law built up by the Commission’s 
declarations about abstinence from the making of rates because 
a complainant was “hard up,” unless it be deemed that the words, 
“in so far as it is legally possible to do so,” be deemed a limi- 
tation on the mandate to consider the conditions of an indus- 
try. The Hoch-Smith thing seems, however, to determine one 
thing—namely, that there is now a depression in agriculture 
and, therefore, that the Commission should “effect, with the 
least practicable delay, such lawful changes in the rate structure 
* * * ag will promote the freedom of movement * * * of 
the products of agriculture affected by the depression, includ- 
ing live stock, at the lowest possible lawful rates.” The pre- 
sumption in law is that the rates now in effect are lawful. 
Then, it hag been asked, what does the Hoch-Smith resolution 
require that is not already required by the law, other than the 
taking of a lot of testimony as to conditions in various indus- 
tries? That is what the coal people in the distant fields, in- 
volved in the lake cargo coal case, have asked the Commission 
to do in respect to their part of the coal industry. The winners 
in that case, it has been suggested, are also entitled to offer 
similar testimony to show that they are entitled to the relief 
recommended by Examiners Gerry and Kephart. 





Hawaiian Tariff Interpretation Case.—In far-off Hawaii a 
shipper and a railroad are in a dispute about the meaning of 
a tariff. It may be suggested that that is not news—that it is 
not necessary to go to the islands to find anything like that. 
But it is news just the same. The railroad insists that the 
shipper owes it only $1 a ton for services rendered, while the 
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shipper insists that it owes $2 a ton. The parties are the 
Standard Oil Company and the Ahutkini Terminal & Railway 
Company, Lihue, T. H. The Standard receives petroleum prod- 
ucts at that point, shipped from California. As the owner of 
a wharf, the carrier offers to deliver freight, in a prescribed 
‘area, over its wharf at $1 a ton. It also provides that, where 
its railroad is employed, the charge shall be ten cents a hun- 
dred pounds, or two cents a cubic foot. The Standard’s plant 
is 400 feet from the wharf, by air line or highway. Via the 
railroad, it is 2,000 feet from the wharf. The railroad company, 
probably for its convenience, loads the Standard’s freight into 
cars and sends it around the long way rather than truck it. In 
the correspondence between S. C. Casad, traffic manager for 
the Standard, at San Francisco, and A. Engelhard, superintend- 
ent of the railroad, the former has insisted that, under the 
tariff, the charge is $2 a ton, while Mr. Engelhard has insisted 
that the charge is only half that. They have agreed to submit 
the proposition to the Commission for an informal ruling. The 
incident, seemingly so against the laws of nature, it is be- 
lieved, shows the determination of big shippers never to be 
caught in a situation where they can be accused of accepting 
rebates. The Standard is not the only one that refuses to accept 
the interpretation of a railroad agent where there is the pos- 
sibility of someone making a charge of that kind. Other big 
shippers insist on paying the higher rate in a case like that 
and then having the controversy settled by the Commission. 
If the Commission rules with them and they think the charge 
is too high they demand reparation. In that way, if ever any 
question is raised, there will be a record to show that the big 
shipper did his part to have the tariff properly interpreted and 
thus make it impossible for damagogic judges to assess ridicu- 
lous fines for offenses that were never committed. 





The Sodom and Gemorrah Rule.—All men in public life, 
claiming Michigan as their home are, so far as Washington is 
concerned, more or less under suspicion. Truman Newberry, 
former Secretary of the Navy, had to get out of the Senate 
because his family admitted having spent much money to obtain 
the senatorial nomination for him. Then Edwin Denby had to 
resign as Secretary of the Navy because the coalition in the 
Senate came to the conclusion that what he had done in sign- 
ing the Teapot Dome and Elk Hills naval reserve leases was 
illegal. Now to Charles Beecher Warren is denied confirmation 
because, among other things, he consorted with the so-called 
sugar trust (the courts have never said it was a trust) 
in the organization of sugar companies in such way as not 
to offend the anti-trust laws, or something like that. Sen- 
ator Couzens, also of Detroit, is now accused of playing 
with a confiding public, trying to make it believe the treasury 
has lost millions, if not hundreds of millions, because the as- 
sessments against big corporation, made by the income tax 
bureau, were settled for much less than the sums alleged to 
be due. He ig also accused of having a grouch against Secre- 
tary Mellon. Apparently, the secretary’s subordinates have re- 
taliated by laying an assessment of $10,000,000 against Couzens, 
alleging that that is the sum he owes because the Ford stock 
he sold to the Fords was not valued high enough. The chances 
are not more than one in a thousand that Couzens owes any- 
thing like that sum. The treasury, when it wants to stop the 
running of the statute of limitations forbidding it to examine 
the income tax return of any man after the lapse of four years, 
asks him to waive that statute. If he refuses, the treasury 
keeps the matter alive by assessing a tax against him. It is 
just as easy to say ten millions as some nominal sum. When 
the Couzens assessment is cut down to $10,000 or altogether 
wiped out because there was no real ground for making it, other 
than to set aside the statute until such time as the return 
could be subjected to minute scrutiny, Senator Couzens will 
be able to add the sum cut off from his assessment to the 
amount “lost” by the government. Of course, if anyone should 
be so unkind as to make the point that the money was never 
owed, the point might be believed by some. But, usually, folks 
like to believe the successful ones of earth are crooked. But 
if Michigan keeps on proving Michigan people are bad, it may 
be necessary for an avenging power to suggest, as in the case 
of the cities mentioned, that Michigan’s salvation will depend 
on finding even one good man in the state. 





Government Encourages Gum Chewing.—It may not be good 
taste for one to chew gum in public, but the government is 
not going to discourage the sale of gum for that or any other 
reason. The Department of Commerce has just completed a 
survey of markets for American confectionery. Among its dis- 
coveries is that gum-chewing in England is seasonal, as the 
drinking of Tom and Jerry used to be in this country, for in- 
stance. Good, earnest chewing begins in January and, as the 
days begin to lengthen, the chewing muscles begin’ to 
strengthen. Another discovery by the surveyors is that the 
Portuguese seem to prefer hard candies, while the Swedes, the 
100 per cent Nordics, according to the discovery of a popular 
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writer, like American chocolates and caramels. The French and 
Belgians like to select the candies they desire to have put into 
ornamental boxes. The Latvians, one of the fifty-seven varie- 
ties of self-determining peoples brought to the surface by the 
war, want their candies put into plain cardboard boxes. The 
department has also discovered that advertising pays. It sug- 
gests and emphasizes the value of advertising to bring American 
confectionery into popularity. It is prepared to make sugges- 
tions as to the best methods to use in coaxing the varous knds 
of currency from the pockets of Europeans who may not be 
persuaded to pay ther debts to us, but may be induced to be- 
lieve that they cannot be happy without our chewing gum. 
That gum costs, in the British isles, about twice what the home- 
made commands in the insular markets. The American gums, 
however, according to the department, have no trouble to meet 
the competition of the “Made In England” kind. I 





Who Is a Democrat?—By giving Thomas F. Woodlock a 
recess appointment, President Coolidge laid. the foundation for 
the asking of two questions. The first is, “Who is a Demo- 
crat?” and the second, “Can a recess appointment be given to 
an office that fell vacant while the Senate was in session?” 
Neither is new, except to those who have grown up in the last 
eight or ten years. Mr. Woodlock did not vote for John W. 
Davis. He voted for Calvin Coolidge. Also, in 1916, he voted 
for Charles Evans Hughes. Last year he voted for Governor 
Smith of New York. Mr. Woodlock was named to fill the va- 
cancy created by the resignation of Mark W. Potter, now one 
of the receivers for the St. Paul. Potter is a Democrat. The 
law does not require the appointment of a Democrat. It sim- 
ply says that not more than six of the commissioners shall be 
of the same party. There are six avowed Republicans on the 
Commission. Commissioner Eastman is classed as an inde- 
pendent, though the late Senator Lodge expressed approval when 
he was asked if the Eastman appointment would be satisfac- 
tory to him. Bitter partisans among the Democrats are inclined 
to call him a Republican, while bitter Republicans say he is a 
Democrat, or an abettor of Democrats. The unwritten law, 
prior to 1896, was that, in bi-partisan bodies, only two parties 
should have recognition. That is why the Potter vacancy has 
generally been referred to as an office to which some Democrat 
was entitled. Under that unwritten law, the quetsion as to 
who or what is a Democrat has been raised. Prior to 1896, the 
partisanship of men appointed to office was usually unquestioned. 
That is to say, only the faithful followers of a given party were 
recognized in the distribution of offices. President McKinley, 
desirous of recognizing the services to him of the anti-Bryan 
Democrats, gave offices to which the minority was entitled to 
McKinley or Buckner Democrats. In nearly every campaign 
since then there has been a factional fight in each of the major 
parties and the winner has felt constrained to give recognition 
to the faction of the enemy that gave him aid and comfort in 
his campaign. However, the tendency, in the last two or three 
years, has been toward stricter regard for the partisanship of 
an appointee. Democratic senators may hold it against Wood- 
lock next winter in the event his name is sent to the Senate 
for confirmation that he has not been regular. As to the sec- 
ond question, there are arguments for and against the proposi- 
tion that a vacancy existing while the Senate is in session, 
cannot be filled by recess appointment, because it did not 
“happen” in the recess of the Senate, but was the result of 
inaction, by either the appointing or the confirming +?" * 


REVENUE FREIGHT LOADING 


Revenue freight loading fell off slightly the week ended 
March 14, the total number of cars having been 924,-149 as com- 
pared with 930,009 cars the preceding week, and 916,762 and 
904,116 cars in the corresponding periods of 1924 and 1923, re- 
spectively, according to the car service division of the American 
Railway Association. 

As compared with the preceding week, there were decreases 
in the loading of grain and grain products, live stock, coal and 
coke, and increases in the loading of forest products, ore, mer- 
chandise, L. C. L., and miscellaneous freight. The loading con- 
tinued to exceed that for corresponding periods of previous 
years. 

Loading by districts the week ended March 14 and for the 
corresponding period of 1924 was as follows: 


Eastern district: Grain and grain products, 7,549 and 7,854; live 
stock, 2,472 and 3,092; coal, 39,244 and 45,943; coke, 2,669 and 3,235; 
forest products, 6,549 and 7,061; ore, 1,859 and 1,660; merchandise, L. 
Cc. L., 73,345 and 69,330; miscellaneous, 85,910 and 86,093; total, 1925, 
219,597; 1924, 224,268; 1923, 225,622. 

Allegheny district: Grain and grain products, 3,080 and 2,678; 
live stock, 1,957 and 2,544; coal, 41,870 and 48,111; coke, 6,144 and 
7,270; forest products, 3,739 and 3,455; ore, 3,717 and 3,415;; merchan- 
dise, L. C. 1, 54,208 and 62,505: miscellaneous, 77,791 and 74,019; 
total, 1925, 192,506; 1924, 193,997; 1923, 201,839. 

Pocahontas district: Grain and grain products, 195 and 227; live 
stock, 77 and 66; coal, 27,511 and 26,051; coke, 517 and 393; forest 
products, 1,895 and 1,407; ore, 114 and 115; merchandise, L. C. L, 
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7,274 and 6,781; miscellaneous, 4,533 and 4,177; total, 1925, 42,116; 
1924, 39,217; 1923, 35,544. 

Southern district: Grain and grain products, 3,349 and 3,841; live 
stock, 1,943 and 1,833; coal, 18,845 and 22,850; coke, 1,143 and 1,039; 
forest products, 25,443 and 22,955; ore, 1,644 and 1,377; merchandise 
L. C. L., 41,548 and 40,441; miscellaneous, 62,900 and 50,132; total, 1925, 
156,715; 1924, 144,468; 1923, 145,542. 

Northwestern district: Grain and grain products, 8,744 and 11,500; 
live stock, 8,185 and 10,401; coal, 5,803 and 6,453; coke, 1,779 and 1,279; 
forest products, 24,079 and 27,074; ore, 769 and 863; merchandise, L. 

. L., 29,931 and 30,123; miscellaneous, 33,509 and 32,646; total, 1925, 
112,799; 1924, 120,339; 1923, 110,859. 

Central Western district: Grain and ain products, 9,817 and 
11,452; live stock, 10,680 and 11,616; coal, 12,186 and 15,849; coke, 321 
and 309; forest products, 10,707 and 9,951; ore, 3,511 and 3,002; mer- 
chandise, L. C. L., 37,472 and 36,579; miscellaneous, 49,030 and 45,708; 
total, 1925, 133,724: 1924, 134,466; 1923, 130,228. 

Southwestern district: Grain and grain products, 4,311 and 4,994; 
live stock, 2,179 and 1,965; coal, 3,646 and 5,256; coke, 174 and 150; 
forest products, 9,567 and 7,845; ore, 554 and 469; merchandise, L. C. 
L., 15,711 and 15,362; miscellaneous, 30,550 and 23,966; total, 1925, 
66,692; 1924, 60,007; 1928, 54,482. 

Total, all roads: Grain and grain products, 37,045 and 42,546; 
live stock, 27,493 and 31,517; coal, 149,105 and 170,513; coke, 12,747 
and 13,675; forest products, 81,979 and 79,748; ore, 12,068 and 10,901; 
merchandise, L. C. L., 259,489 and 251,121; miscellaneous 344,223 and 
316,741; total, 1925, 924,149; 1924, 916,762; 1923, 904,116. 


Loading of revenue freight this year compared with the 
two previous yearg follow: 


1925 1924 1923 
Five weeks in January ........ 4,450,993 4,294,270 4,239,379 
Four weeks in February ........ 3,619,326 3,631,819 3,414,809 
WeGk Of BEATER TER ...ccccesces 930,009 929,381 905,344 
Week of March 14th ...... 00. 924,149 916,762 904,116 
TUE . Se cawoaabensewewueeoienen 9,924,477 9,772,232 9,463,648 


DISAPPROVES ABANDONMENT 


An application of the Detroit & Mackinac Railway Company 
for authority to abandon its Lincoln branch extending from its 
main line at Lincoln Junction, Iosco county, to Lincoln, Alcona 
county, Mich., a distance of approximately 14 miles, has been 
denied by the Commission on the ground that public convenience 
and necessity was not shown to permit abandonment of the line. 

Protest against abandonment was made by the Alcona 
County Board of Supervisors, the township boards of Alcona 
county, and by the common council of Lincoln. Petitions signed 
by about 700 persons and numerous letters protesting against 
abandonment were filed. 

The Lincoln branch was constructed in 1885 by the Detroit, 
Bay City & Alpena Railroad Company as a part of its main line. 
That company was reorganized in 1895 as the Detroit & Mack- 
inac Railway Company. In 1901 the applicant constructed a cut- 
off approximately 23 miles in length from Lincoln Junction to 
Black River along the shore of Lake Huron east of the Lincoln 
branch, and that part of the main line between Lincoln and Black 
River was dismantled shortly thereafter. The line between Lin- 
coln Junction and Lincoln has since been operated as the Lin- 
coln branch. It serves a territory largely devoted to agriculture. 

Operating deficits were given as $18,262 for 1919; $24,464 for 
1920; $21,649 for 1921; $17,160 for 1922, and $11,774 for 1923. 
The Commission said the record indicated that the operating 
deficits would have been considerably less if the branch had been 
credited with a proper proportion of the revenue received by the 
applicant from its main-line haul on traffic moving to and from 
points on the branch. 

The Commission said the record established a reasonable 
prospect of substantially increased tonnage over the branch in 
the future. It said if the branch were abandoned, the territory 
now served by it would be left without adequate transportation. 





ABANDONMENT OF LINES 

The Grand Rapids & Indiana has applied for authority to 
abandon two branch lines in Michigan from Round Lake Junc- 
tion to Jennings, 3.7 miles in length, and from Veneer Junction 
to Michelson, 16.34 miles in length. 

The Morse Brothers Machinery & Supply Company has ap- 
plied to the Commission for authority to abandon the Saratoga 
and Encampment railway in Carbon county, Wyoming. The 
line extends from Walcott to Encampment, Wyo., and em- 
braces 48 miles of track. The property has been operated at 
a loss and there is no reasonable ground for anticipating an 


increase in earnings or a decrease in operating costs, the ap- 
Plicant said. 


CONSTRUCTION OF LINE 


The Salt Lake & Denver Railroad has applied for authority 
to build a line from Provo, Utah, through the Uintah basin to 
a connection with the Denver & Salt Lake at Craig, Colo., a 
distance of 297 miles. The applicant said the construction of 
the line would provide a route 170 miles shorter than that of 
the Denver & Rio Grande Western between Provo and Denver. 
It referred to an application recently filed by the Denver & 
Salt Lake Western, a subsidiary of the Denver & Salt Lake, 
for approval of a cut-off line between Orestod and Dotsero, 
Colo., and asked the Commission not to grant that application 
because it would tend to interfere with its line. 
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March 28, 1925 


RATE INCREASES FORBIDDEN 


The Commission, in I. and S. 2279, fencing material from 
St. Louis, St. Paul, Peoria and Chicago, to Kansas, mimeo- 
graphed, has found not justified proposed increased rates on 
fencing material, reinforcement steel and related articles, from 
St. Louis and related points north and east thereof, to destina- 
tions in southeastern Kansas. It has directed the cancellation 
of the suspended schedules and discontinued the proceeding. 

By meang of the schedules that have been condemned the 
carriers undertook to correct what was said to be a mistake 
on the part of their publishing agent, by restoring rates in 
effect, prior to May 1, 1924, to many points in group A in south- 
eastern Kansas. They said their intention and their instruc- 
tion were to reduce rates in group A to the basis in northeast- 
ern Oklahoma, where necessary to remove fourth section de- 
partures. Instead of limiting the reductions as the carriers 
said they had instructed their publishing agent, he cut all the 
rates in southeastern Kansas whether they were or were not 
intermediate to northeastern Oklahoma points. The carriers, 
after the tariffs became operative May 1, 1924, said they noticed 
what they regarded as unwarranted disparities, in the new rates, 
against points in groups B, C and D, also in Kansas, and di- 
rected the filing of tariffs in accordance with original instruc- 
tions. 

When the correcting tariffs were filed they were suspended 
pending investigation. The Commission said that the suspended 
schedules, if allowed to become operative, would create fourth 
section long-and-short-haul departures without authority so to 
do. In discussing the case the Commission said: 

The present rate from St. Louis, as a typical point of origin to 
destinations in group A, is 61 cents on all of these commodities. The 
proposed rates to most points to which increases are proposed are 69.5 
cents on fencing material and 73 cents on reinforcement steel. The 
fifth-class rate is 78 cents. According to respondents fifth class is 
the usual basis to Kansas points, except where, as in this instance, 
the rates are depressed by the rates to Oklahoma points. The pro- 
posed rates, as above indicated, are the same as those in effect prior 
to May 1, 1924. Except for the general increases and reductions of 
recent years they are the same as the rates established following the 
so-called Kansas case, State of Kansas vs. A., T. & S. F. Ry. Co., 27 
I. C. C. 673. The rates to the northeast Oklahoma destinations are, on 
the whole, perhaps slightly lower than those established in The Iron 
& Steel cases, 36 I. C. C. 86, with the subsequent general increases 
and reductions, and it is insisted by respondents that they should 
not be regarded as a measure for rates to points in Kansas not 


intermediate over direct routes, and to which higher rates were 
prescribed in the Kansas case. 

Protestants point out that if the scale of rates on bar iron pre- 
scribed in Memphis-Southwestern Investigation, 77 I. ©. C. 473, were 
applied from St. Louis to Wichita, a rate of 53 cents, which is 8 cents 
below the present rate, would result. 


The condemnation of the proposed rates, in this case, is 
without prejudice to such conclusions as the Commission may 
reach in the Consolidated Southwestern Cases, No. 13535 et al., 
where rates from St. Louis and related points, to Oklahoma 
destinations are alleged to be unduly prejudicial compared with 
rates to Kansas points. 


FRUIT IN BASKETS 


The Commission, in a report written by Commissioner Hall, 
in No. 15551, J. S. Kloeber et al. vs. Northern Pacific et al., 
found the rates on peaches, pears and plums, in baskets, in car- 
loads; and the rates on apples in bulk or in baskets, from points 
in the Yakima valley to interstate destinations, unreasonable to 
the extent they are or may exceed the rates on the fruits men- 
tioned, in boxes; at a minimum of 26,000 pounds on peaches, 
pears and plums and 30,000 on apples. It ordered the carriers 
to establish rates on the bases mentioned not later than May 
25, on statutory notice. 

The complaint was that the rates on the fruits mentioned, 
from the Yakima valley, were unreasonable in so far as those 
on peaches, pears and plums were concerned, and, as to rates on 
apples, unduly prejudicial and unduly preferential of competing 
fruit growers in Colorado, Utah and southern Idaho. 

That part of the case relating to the so-called soft fruits 
was easily disposed of. The carriers said that if the minimum 
of 26,000 pounds wag retained they would be willing to make 
the same rate on the soft fruits in baskets as they made on them 
in boxes. 

As to the apples, the carriers made a penalty of fifty per 
cent against those in baskets, although there was no such dis- 
tinction in districts outside of the Yakima valley. Mr. Hall 
said the railroads offered no justification for the difference in 
treatment. Some shippers intervened against the complaint, 
contending that they wanted the lower grades of apples kept 
out of the markets to which boxed fruit was shipped so as to 
maintain the established reputation of the higher grades. Mr. 
Hall said the record was devoted largely to commercial aspects 
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which were, in a certain sense, relevant, but by no means con- 
trolling. 


SWITCHING CASE MODIFIED 


The Commission, in a mimeographed report on I. and S. 
No. 2207, switching at Detroit, upon further consideration, has 
modified its findings in the original report, 95 I. C. C. 21. It 
has now found a charge of $12 per car has been justified for 
switching movements between industries on the Detroit & 
Western and points of interchange between the Wabash and 
other lines and also for dock delivery at River Rouge; and 
that a charge of $16 per car had been justified for movements 
of the same character between industries on the Detroit & 
Western and industries and team tracks on the Wabash. The 
Commission said that no modification of its order was neces- 
sary. 

In the original report, the Commission said, there was little 
evidence concerning the Detroit & Western, a short line which 
had been constructed by a salt company. Under the sus- 
pended tariffs, the Commission said, it was treated as an in- 
tegral part of the Wabash, but that it was not under Union 
Belt Line operation. The Wabash and the Detroit & Western 
filed a petition praying for such modification of the original 
report and order ag would permit them to publish, for joint 
switching movements over their lines, the same charges as 
those approved for similar service performed by the Wabash 
alone. The Michigan commission, the report said, had author- 
ized what the Wabash and Detroit & Western desired by au- 
thorizing increase of charges for joint movements of state 
traffic to the amount previously approved for single line move- 
ments over the Wabash. 


CLAY GRAIN AFTERMATH 


Accepting the finding laid down in Clay Grain vs. A. T. & S. 

F., 78 I. C. C. 589 as controlling, the Commission in No. 14920, 
Julius W. Jockusch et al. vs. Gulf, Colorado & Santa Fe et al., 
mimeographed, has found unreasonable the aggregate of line- 
haul rates and switching charges at Galveston, on export grain, 
from central and western states, and awarded reparation to 
such of the complainants as may establish their right to receive 
it. . 
The complaint alleged the rates were unreasonable to the 
extent of the switching charges exacted for delivery to the 
export elevators and asked for reparation on shipments made 
since May 1, 1921. In the Clay Grain case the Commission 
found that the switching charges should not have been added 
to the line-haul rates. In the Clay Grain case, the allegation 
was that the rates were unreasonable, to the extent indicated, 
on shipments since January 1, 1917. The origin states men- 
tioned in that complaint, the Commission said, were the same 
as those mentioned in the instant case, except that in the in- 
stant case Texas was added: 

Defendants, the Commission said, conceded that the finding 
in the Clay Grain case was controlling in this one and did not 
resist reparation to such complainants as could show they had 
borne the charges assailed. The Commission said: 


Some complainants offered no evidence. On behalf of some others, 
and of certain interveners, the proof consisted only of affidavits, ob- 
jected to by defendants and not received in evidence. The record 
does not establish that these parties paid or bore the charges com- 
plained of. Respecting the other shipments the proof offered as 
to some is subject to criticism in that it consists largely of the con- 
clusions of the witnesses and the facts supporting those conclu- 
sions are only partially disclosed. This situation apparently exists 
only in connection with a comparatively small portion of the ship- 
ments, and the witnesses state that the claims presented are based 
upon a complete examination of the pertinent records. It also ap- 
pears that in some instances the complaining parties were strangers 
to the transportation transactions but it is established that they 
were the real parties in interest. © 

We find that the aggregate charges assailed for the through trans- 
portation service, composed of the line-haul rates plus the switch- 
ing charges at Galveston, on wheat, for export, and other grains 
taking the same rates, were unreasonable to the extent that they 
exceeded the respective line-haul rates exclusive of such switching 
charges; that the Southwest Wheat Growers’, Associated, and the 
complainants hereinabove specifically named, made the shipments 
covered by their complaints; that they paid and bore the charges 
thereon; that on shipments not barred by the statute they have been 
damaged thereby in the amount of the difference between the 
charges paid and those which would have accrued at the rates 
herein found reasonable; and that they are entitled to reparation, 
with interest. The exact amount of reparation due can not be 
determined on this record and these parties should comply with rule 
V of the Rules of Practice. . 

Complainants in their brief of exceptions represent that since 
the hearing defendants have undertaken to handle on our special 
docket various claims similar to those herein considered and that 
as to those claims they have agreed to accept affidavit proof of the 
parties entitled to the reparation. Under these circumstances, parties 
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asserting claims herein other than those found to have paid and 
borne the charges may also file rule V statements, which statements 
should be accompanied with appropriate proof in the form of affidavits 
disclosing that the shipments were made as alleged, also the status 
of such complainants, and that they paid and bore the switching 
charges assailed. No finding is here made as to such claims. If 
defendants object to proof in the form of affidavits they may re- 
quest a further hearing with respect to the subject matter thereof. 


SHORT LINE RELIEF GIVEN ; 


In a report on I. and S. No. 1900, the naval stores case, on 
further hearing, written by Commissioner Meyer, mimeographed, 
the Commission has modified its original report, 87 I. C. C. 740 
and its supplemental report, 89 I. C. C. 634, so as to afford 
relief to the Alabama, Tennessee & Northern, a road 186 miles 
long, in the measure given to short lines, as to local rates on 
naval stores, and fourth section relief, by means of fourth 
section order No. 9109. Specifically the report authorizes the 
railroad mentioned to maintain on naval stores to destinations 
covered by the original report rates reflecting the same arbitra- 
ries over the trunk line basis as authorized from the short lines 
described in that report; also relief from the fourth section on 
that kind of traffic to the extent of authorizing maintenance 
over that line, of the trunk-line basis from Calvert, and higher 
rates from intermediate local stations. 

In the original report the Commission said that the pro- 
duction of naval stores in the Mississippi valley was largely on 
small lines having a low traffic density, that there was practic- 
ally no movement of naval stores from the gulf ports, where 
turpentine and rosin are concentrated, via the short originating 
lines and that therefere they would not be benefited by the 
increases from the ports, but would be materially affected by 
the reductions proposed from the interior points. For that 
reason the Commission allowed them to charge arbitraries over 
the trunk line junction points, of three cents on rosin and six 
cents on turpentine. The finding, however, did not apply to 
the 186 mile long Alabama, Tennessee & Northern, a road that 
has a traffic density, calling on that part of its line between 
Calvert and Millry, the part on which the naval stores originate, 
for one freight train, of less than full tonnage, each way, every 
other day. In disposing of the case the Commission said: 


Shippers opposed to the relief here sought by the A., T. & N 
state that most of the short lines authorized in our original report 
to maintain rates higher than the trunk-line basis operate in_ the 
Jacksonville group; that, as to the four short lines in the New 
Orleans group granted that authority, carload shipments of naval 
stores are made from only one station on one of those lines; and 
that producers on the seven remaining short lines in the New Or- 
leans —_s— continue to enjoy the trunk-line basis, whereas the 
a, TT. °'& . seeks to impose upon producers at its local stations 
rates differentially higher. They refer to the admission of the A., 
T. & N. that ‘we receive fairly remunerative earnings for our 
hauls, on this competitive traffic’ from Calvert. 

The line of the A., T. & N. is in the direction of the move- 
ment from Calvert to these destinations. Its financial condition is 
such that it can ill afford either to abandon the revenues from di- 
visions on any traffic it may originate at Calvert, or to sustain the 
loss in revenues which would result if it met the trunk-line basis 
and maintained no higher rates from intermedatie points. It has 
shown that it is entitled to both the higher level of rates granted 
in our original report to other short lines similarly situated, and to 
fourth section relief in order that it may participate in this traffic 
from Calvert. 

We find that reasonable rates on naval stores for the future 
from points on the A., T. & N. to destinations to which rates were 
prescribed in our original report and points related thereto will be 
rates which do not exceed the corresponding rates contemporaneously 
in effect from junction points of that line with the trunk lines by 
more than 3 cents on rosin and 6 cents on turpentine. We further 
find that the A., T. & N. is entitled to relief from the operation 
of the fourth section of the act on this traffic to the extent of per- 
mitting it to establish, maintain and apply over its line the trunk- 
line basis of rates from Calvert, and from intermediate local points 


on its line the higher level of rates herein found reasonable sub- 
ject to the lowest combinations as maxima. 


OIL RATES TO BE REVISED 


A downward revision of rates on petroleum and its products 
from Oklahoma points to destinations in Indiana, has been or- 
dered, not later than May 25, in No. 14087, Indiana State Cham- 
ber of Commerce vs. Atchison, Topeka & Santa Fe, et al., mime- 
ographed, written by Commissioner Cox. 

The Commission found that the rates assailed, from Tulsa 
and group points, to destinations in Indiana are, and for the fu- 
ture will bé, unreasonable to the extent they exceed or may 
exceed rates of 42 cents on gasoline and other so-called refined 
oils and 35.5 cents on fuel oil and other products now taking the 
same rates to destinations in Indiana on and west of the line of 
the Pennsylvania extending through Crown Point, Logansport 
and Anderson, Ind., and the line of the Big Four, thence to 
Louisville, Ky., and 45.5 cents, and 39 cents respectively, to 
points in Indiana east of the territory so described. 

“The findings herein made will, if strictly adhered to, have 
the effect of dividing Indiana into two destination groups,” said 
Commissioner Cox. “We see no reason why defendants may not, 
if they so desire, establish smaller groups or grade the rates 
somewhat with regard to distance, observing the rates pre- 
scribed as maxima. 


“The establishment of the foregoing rates and bases of rates 
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to Indiana will afford the receivers in that state such relief as 
may be accorded at this time; and the case will be held open 
pending the disposition of the cases above referred to (those in- 
volving rates from the mid-continent field to Western Trunk 
Line destinations) for such further action, at that time, as may 
seem appropriate. Our findings in this report are without pre- 
judice to any different conclusion which may hereafter be 
reached upon this or any other record.” 

Commissioner Campbell, concurring, said he felt the majority 
had not given the complainant the full relief to which it was 
entitled on this record. He said the rates to destinations in 
western Indiana should not exceed those contemporaneously 
maintained to Chicago, and to points in eastern Indiana should 
not exceed by more than 3% cents those to Chicago. 

Commissioner Lewis, also concurring, said he accepted the 
finding and order as merely interlocutory in character. He said 
the Commission’s present action did not produce that equality 
between localities and persons east and west of the Illinois-In- 
diana state line, which was the essence of the complaint. It was, 
he said, however, recognition of the existence of such unjustifi- 
able conditions as to demand that relief which it was practically 
possible to give at this time. Therefore, he said, while the find- 
ing theoretically was unsatisfactory, as a practical matter, it de- 
manded his support. He said the investigation of rates from the 
southwest to Western Trunk Line territory was so comprehen- 
sive and of such complicated character as to make it reasonably 
certain that considerable time would be necessary for its dispo- 
sition. The order entered now, he said, was avowedly a measure 
of immediate relief without prejudice to future revision to equit- 
able relationships; and likewise the Commission was left entirely 
free to proceed on the more comprehensive record it would have 
before it in the final adjustments covering a wide territory in- 
cluding both Indiana and Illinois. 

Dissenting, Commissioner McManamy said the fundamental 
issue was the relationship in the rate to Indiana and the rates to 
Illinois. In his opinion, he said, the finding of unreasonableness 
was not justified on this record and in no way disposed of the 
real issue. Neither did it give to Indiana points the substantial 
relief to which they were clearly entitled, he said. The recitals 
in the report, he said, clearly showed that the existing wide dif: 
ferences between the rates in Indiana and Illinois were not war- 
ranted and resulted in an adjustment that was highly prejudicial 
to Indiana. 

“In fact,” said Mr. McManamy, “the majority recognizes the 
existence of this improper relationship, but postpones its removal 
until some contemplated general revision to take place in the 
future. I am convinced that we should require the establishment 
of joint rates to Indiana which should be the same for substan- 
tially equal distances as the rates to the territory west of the 
Tllinois-Indiana line.” 

The complainant assailed the rates from points in Kansas, 
Missouri, Oklahoma, Arkansas, Lousiana and Texas to destina- 
tions in Indiana as unjust, unreasonable, unjustly discriminatory, 
and unduly prejudicial, in comparison with rates from the same 
territory to destinations in Illinois, Wisconsin, Missouri, Kansas, 
Nebraska, Iowa, and Minnesota. 

The Public Service Commission of Indiana, the Corporation 
Commission of Oklahoma, the Terre Haute Chamber of Com- 
merce, the Miller Petroleum Company, and the White Eagle Oil 
refining Company, the Commission said, intervened in support of 
the complaint. The last two mentioned operate refineries in 
Kansas and Texas. The Roxana Petroleum Company, the India- 
homa Refining Company, and the Sinclair Refining Company, 
operating refineries at Roxana, East St. Louis, and East Chicago, 
respectively, also intervened. 

Crude oil, the Commission said, was forced to the refinery of 
the Sinclair company, from points in the mid-continent fields, 
through the pipe lines of the Sinclair Pipe Line Company, the 
latter a distinct corporate entity. The average pipe line rate 
from southern Oklahoma and northern Texas to East Chicago,. 
Commissioner Cox said, was stated to have been 17.7 cents in 
1922. The present rate on refined oil from Chicago to Indian- 
apolis is 22.5 cents. The average pipe line rate and the re- 
fined oil line rate to Indianapolis aggregate 9.8 cents less than 
the rate on refined oil from Tulsa, Okla., to the Indiana capital. 

The Sinclair company, the Commission said, did not oppose 
a reduction in the rate -to Indianapolis, if that difference of 9.8 
cents were preserved. The Roxana and the Indiahoma com- 
panies, the report said, submitted no evidence because, in their 
view, that submitted by the other parties would be sufficient, and 
because they were principally interested in the questions more 
directly before the Commission in Petroleum and Petroleum 
Products, 78 I. C. C., 162, which embraced formal complaints of 
the Roxana and Indiahoma and two other formal complaints, as 
well as I. and S. No. 1663, all of which were pending at the 
time of the hearing in the instant case. That case was decided 


against refiners on the east bank of the Mississippi and adjoin- 
ing territory. Many of the matters germane to the present case 
were considered in that proceeding, the Commission said. 
Commissioner Cox said the differences in the rates to Indi- 
ana and Illinois were shown in high relief by a comparison to 
ten points immediately west and immediately east of the divid- 
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ing line between the two territories: Rates of 36 cents on re- 
fined and 29.5 cents on fuel oil applicable from Tulsa to Chicago, 
ne said, also applied to Lawrenceville, Paris and Danville, IIl., 
Sloan, Handy, Kentland, Schneider, Hartsdale, Griffith and Gary, 
Ind., to which the distances from Tulsa ranged from 565 to 711 
miles. Immediately east of those points were Vincennes, Terre 
Haute, Attica, West Lebanon, Oxford, Kentland, Shelby, Crown 
Point, Valparaiso, and La Porte, Ind., to which the distances 
from Tulsa ranged from 575 to 761 miles. From Tulsa to the last 
mentioned points the average rates were 43.9 cents on refined 
and 37.6 on fuel oil, or from 5.5 to 10.5 cents higher than the 
rates to the points west of the dividing line. 

In recent years, Mr. Cox said, greater general increases had 
been made in the rates from the mid-continent field and related 
territories to Indiana than to points west of the Illinois-Indiana 
state line, due to the method of making rates and the varying 
percentage increases, For example, he said, the average increase 
to Indiana destinations on fuel oil since June 24, 1918, had been 
14.1 cents or 49 per cent, and on refined oil 16.7 cents or 46 per 
cent, while to the Illinois destinations the increases had been 7.9 
and 10.7 cents or 33 and 40 per cent. 

He said the record was persuasive that the separate factors 
of the rates for local application were reasonable, but, he said, 
the complainant contended that a different set of principles had 
to govern in determining the reasonableness of the through rate 
from one to another territory and that it was not sufficient to 
show that the separate factors were reasonable in the territories 
in which they applied. 

The railroads contended that in no event should the basis of 
making rates by combination be disturbed. The Commission said 
that it had frequently said that each community was entitled to 
reasonable rates by whatever name they might be known and 
that carriers might not, through the medium of special adjust- 
ments to particular territories, establish restricted rate areas. 

He said it was not until June 25, 1921, that the rates from 
the mid-continent field to Chicago were restricted to routes west 
of the Illinois-Indiana line; lack of specific routing in the tariff 
theretofore having made the Chicago rates applicable intermedi- 
ately to points in Indiana, although in some instances, by cir- 
cuitous routes. Mr. Cox said that, without weighing this cir- 
cumstance, it served to indicate that the central territory car- 
riers operating in Illinois and also in Indiana, participating in 
joint rates from the mid-continent field to points in Illinois, had 
to provide restrictive routing to prevent the same joint rates 
from being applicable over their lines or routes to points in In- 
diana. The railroads contended, Mr. Cox said, that the establish- 
ment of rates to Indiana on the bases obtaining through Illinois 
and Wisconsin would result directly and indirectly in a heavy 
reduction in their revenues on traffic to central territory esti- 
mated at not less than $5,000,000 annually. 


N. & W. VEGETABLE RATES 


A finding of unreasonableness in the past and an award of 
reparation have been made in No. 1584, Amicon Fruit Company 
vs. Norfolk & Western, mimeographed, as to rates on apples, in 
carloads, from Charles Town, W. Va., to Williamson, W. Va., over 
an interstate route, on kale, in carloads and less than carloads, 
from Norfolk, Va., and on potatoes and cabbage, in carloads, 
from Norfolk and Suffolk, to Williamson. 

The complaint alleged that the rates on the commodities 
mentioned, between June 20, 1922, and January 15, 1924, were 
and are unreasonable, unduly prejudicial and violative of the 
long-and-short -haul provision of the fourth section. The entire 
movement was local to the Norfolk & Western. The part of the 
prayer relating to rates for the future, the report said, had been 
satisfied by reductions made on July 15 and September 25, 1924. 
The apple rate was cut from 56.5 to 43.5; potatoes and cabbage 
from 56.5 to 40.5; kale, carloads, from 66 to 48 cents and less- 
than carloads, from 142 to 106.5 cents per 100 pounds. 

Explanation of how the local rates for application in the 

mountainous part of West Virginia were made did not convince 
the Commission that they were, as contended, depressed or lower 
than they reasonably might have been. It found the rates im- 
a unreasonable to the extent they exceeded those now in 
effect. 
__ In fourth section order No. 9107, the Commission denied re- 
lief to maintain rates on the commodities involved, to Kenova, 
W. Va., Ashland, Ky., and Portsmouth, O., lower than those 
maintained to Williamson, and other intermediate points. 


. The report also covers three sub-numbers, each Same vs. 
ame. 


RATES ON WOODPULP 


In a report on No. 14358, West Virginia Pulp and Paper 
Company vs. Southern et al., opinion 10213, 96 I. C. C. 244-56, 
written by Commissioner Esch, the Commission hag found in- 
terstate rates on pulpwood, from points in Virginia, the Caro- 
linas, Tennessee and Georgia, to Covington, Va., unreasonable 
and unduly prejudicial to the complainant and unduly pref- 
erential of woodpulp and paper manufacturers at Coleman, Big 
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Island and Hopewell, Va., Canton, N. C., Kingsport, Tenn., and 
Bristol, Va. The decision, where it involves hauls over two or 
more lines, is the same as that of the Virginia commission 
on state traffic, The federal and state commissions held a joint 
hearing and the former followed the report of the state com- 
mission and not that of its own examiner. A scale to be used 
for joint line hauls, subject to combinations, and make lower 
by use of individual line scales, was prescribed, and the car- 
riers have ninety days to put the new adjustment into effect, 
without an order requiring them to do so. The scale begins 
with six cents for forty miles and less and ends with 16.5 cents 
for 550 miles, with one cent added for joint line hauls. 


SUSPENDED TARIFFS 


In I. and S. No. 2368, the Commission has suspended from 
March 20 until July 18, schedules published in supplement No. 
44 to Boyd’s I. C. C. No. A-1343. The suspended schedules pro- 
pose to amend the intermediate points rule in connection with 
rates on cement between various Western Trunk Line points so 
that it would not be applicable where specific rates on the same 
commodity to the intermediate point are published in some 
other tariff. 

In I. and S. No. 2370 the Commission has suspended from 
March 20 and April 25 until July 18, schedules published in 
supplements Nos. 9, 12, and 13 to Boyd’s I. C. C. No. A-1511. 
The suspended schedules propose to cancel commodity rates on 
alcoholic liquors (other than denatured or wood alcohol) be- 
tween Peoria, Ill., and various points in Illinois and Wisconsin, 
when moving in connection with the Chicago & Northwestern, 
and would result in the application of higher class rates in lieu 
thereof. The following applicable on non-beverage alcohol is 
illustrative: 


From Peoria, Ill., to Chicago, Ill., present, 1744; proposed, 33, 
fourth class rate. From Peoria, Ill., to Milwaukee, Wis., present, 
22%; proposed, 38, fourth class rate. 


In I. and S. No. 2369, the Commission has suspended from 
March 20 until July 18, schedules as published in Gilbert’s 
I. C. C. Nos. 146 and 147. The suspended schedules propose 
to increase class rates from Virginia Cities and related points 
to points in West Virginia. The following is illustrative: 


From Lynchburg, bay to a cone -_ Elkins, W. V. 


Classes— 1 
rai 75 51.5 44 36.5 80.5 60 


tay, rer 107.5 94.5 : 
Proposed ...ccceee 115.5 100.5 79 54.5 46 38.5 85.5 63 


In I. and S. No. 2371, the Commission has suspended from 
March 25 until July 23, schedules as published in supplement 
No. 12 to Glenn’s I. C. C. No. A-471. The suspended schedules 
propose to revise the rates on lumber and other forest products, 
carloads, from Suffolk and Franklin, Va., and adjacent points in 
Virginia and North Carolina to Washington, D. C., Baltimore, Md., 
and related points, in purported compliance with the Commis- 
sion’s order in Docket No. 13449, which results generally in in- 
creases. The following is illustrative: 


From Suffolk, Va. 
To— Present Proposed 
Washington (B. & O., R. F. & P. or Sou.), D. C..... 17 


25 
Washington (Penn. B:B.), D.. Cicccccvccccccccvsscsove 17 22.5 
Baltimore (B. & O. or Penn.), Ma....ccccccccccccvovece 17 18 
Baltimore (W. Md. Ry.), Md...cccccccccccccccccccecs 17 25 


In I. and S. No. 2372 the Commission has suspended from 
March 25 until July 23 schedules published in Norfolk & West- 
ern I. C. C. No. 7855 and supplement No. 2 thereto. The sus- 
pended schedules propose to cancel commodity rates and routes 
on lumber from various points in North Carolina, Virginia and 
West Virginia to destinations in trunk line and New England 
territories and points in Canada, applicable via Kenova, W. Va., 
or Scioto Valley Division junctions and would result in the 
application of higher combination rates via such cancelled routes. 


COMMISSION ORDERS 


The Green Bay & Western Railroad Company, Kewaunee, 
Green Bay & Western Railroad Company and Ahnapee & West- 
ern Railway Company have been permitted to intervene in 
the proceeding in No. 16826, the Ann Arbor R. R. Co. et al. vs 
B. & O. R. et al. 

The Commission’s orders of February 6, 1923, in No. 9702, 
Memphis-Southwestern Investigation, subsequently modified so 
as to become effective April 25, 1925, have been further modi- 
fied as to the commodities not yet revised so as to become 
effective October 25, 1925. 

The Lumber Traffic Association has been permitted to inter- 
vene in No. 14960, Freehold Lumber Company vs. C. & O. Ry. 
et al. 

The Missouri Portland Cement Company has been permitted 
to intervene in No. 16536, Lehigh Portland Cement Company 
et al. vs. Big Fork & International Falls Ry. et al. 

The General Chemical Company has been authorized to in- 
tervene in No. 16655, the Grasselli Chemical Company vs. A. 
G. S. R. R. et al. 

The Commission has denied the request for postponement 
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of the effective date of its order in No. 15924, Grasselli Powder 
Company vs. A. C. & Y. Ry. et al. 

The Commission has further extended to June 30, 1925, the 
time within which the Rio Grande City Railway. Company may 
commence the construction of its line of railroad authorized 
by the Commission in Finance No. 3510, in re construction 
of line by Rio Grande City Ry. Co. 

The Charleston Traffic Bureau has been authorized to inter- 
vene in No. 16572, Weatherford, Crump & Company vs. Aber- 
deen & Rockfish R. R. et al. 

The Louisville Board of Trade and Louisville Live Stock 
Exchange have been permitted to intervene in No. 16726, the 
Chicago Live Stock Exchange et al. vs. A. B. & A. Ry. et al. 

The American Vinegar Manufacturing Company, the O. L. 
Gregory Vinegar Company, Texas Candy Club, Swift & Company, 
Armour and Company, Certain-teed Products Corporation, Traf- 
fic Bureau of Mid-West Confectioners’ Association, the Philip 
Carey Company and the Chatfield Manufacturing Company have 
each been authorized by the Commission to intervene in the 
proceedings in No. 13535 (and consolidated cases), Corporation 
Commission of Oklahoma vs. Aberdeen & Rockfish R. R. et al. 

The Commission has modified its order in No. 14313 (and 
Sub-Nos. 1 and 2), Certain-teed Products Corporation et al. vs. 
Ark. & La. Mo. Ry. et al., so as to make it become effective 
on June 1 instead of on May 1. The Commission’s order of 
January 12, 1925, in No. 13898, Philip Carey Company et al. vs. 
Santa Fe et al., has likewise been modified so as to become 
effective June 1, instead of on May 1. 

The Commission hag denied the Bureau of Valuation’s peti- 
tion to reopen Val. Dkt. No. 166, In re Boston Terminal Com- 
pany, for the taking: of additional testimony. 


NEW MEXICO LINE REJECTED 


The Commission, through Division 4, which igs composed 
of Commissioners Meyer, Aitchison and Eastman, has found 
that public convenience and necessity have not been shown to 
require the construction by the Colorado, Columbus & Mexican 
Railroad Company of a line of railroad in McKinley and San 
Juan counties of New Mexico. 

The applicant asked for authority to build a 139-mile line 
from a connection with the Santa Fe at Gallup to Farmington. 
The Commission pointed out that it had denied authority to 
the applicant to construct a railroad extending from a point 
on the line between the United States and Mexico, near Co- 
lumbus, N. M., to Farmington. The route of the line now pro- 
posed, it said, was substantially the same as the northern part 
of the route contemplated in the former proceeding. 


The Commission said the purpose of the line was to pro- 
vide a southern outlet for the San Juan basin in northwestern 
New Mexico which the applicant represented was rich in nat- 
ural resources and agricultural lands. The Commission said 
the evidence was that the country between Farmington and 
Gallup wags an arid and almost uninhabited region in which 
no agriculture was possible except by irrigation and in which 
but little live stock was raised. It said the testimony was 
that no traffic of importance could be developed between Gal- 
lup and the San Juan valley. lt said no estimate of operating 
revenues and expenses had been made, that the record did not 
warrant the conclusion that the proposed line could sustain 
itself, and that the record did not indicate that the project 


had been planned competently or that it would be financed 
soundly. 


FINANCE APPLICATIONS 


The Minneapolis, St. Paul & Sault Ste. Marie has applied 
to the Commission for authority to execute an agreement and 
lease of certain railroad equipment, and to cause to be issued 
and sold $400,000 of its equipment trust certificates. The ap- 
plicant proposes to acquire, at a cost of about $574,875, 250 
service type ore cars. 

The Pittsburgh, Cincinnati, Chicago & St. Louis has applied 
for authority to issue $26,000,000 of general mortgage 5 per cent 
gold bonds and the Pennsylvania has applied for authority to 
guarantee them. These bonds were recently offered for sale by 
Kuhn, Loeb & Co., subject to the approval of the Commission. 
The purpose of the issue is to provide funds to pay the govern- 
ment for capital expenditures made in the period of federal con- 
trol, to repay money heretofore borrowed for the purpose of 
making similar payments to the government, to pay the Penn- 
sylvania for expenditures made by it on the property of the 
company, and to retire maturing obligations. 

The Central Pacific has asked for authority to issue $2,600,- 
000 of preferred stock to exchange for a like amount of Southern 
Pacific bonds, the proceeds of which will be used for capital 
purposes. The Southern Pacific has asked for authority to issue 
the same amount of per cent bonds to be delivered to the Cen- 
tral Pacific in exchange for the preferred stock. 

The Kentucky & Indiana Terminal Railroad has applied for 
authority to issue 607,924 of first mortgage bonds to reimburse 
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its treasury for expenditures. It also applied for authority nom- 
inally to issue $500,000 of first mortgage gold bonds. 

The Midland Valley Railroad of Pennsylvania has applied 
for authority to issue $136,000 of 5 per cent first mortgage 
gold bonds to reimburse the applicant in part for the sum 
of $194,299 expended for additions and betterments from cur- 
rent income from January 1, 1924, to December 31, 1924. The 
company said the bonds would be sold at not less than 75 per 
cent of their face value and accrued interest and that, pending 
such sale, they might be pledged as security for short-term 
loans. 


UNCONTESTED FINANCE CASES 


The Cincinnati, Indianapolis & Western has been author- 
ized to issue $702,000 of first mortgage 5 per cent bonds and 
to sell them at not less than 75 per cent of par and accrued 
interest, or to pledge them as security for short-term notes. 


REIMBURSEMENT OF DEFICITS 


The Commission has certified to the Secretary of the Treas- 
ury that $487,116.31 is due the Butte, Anaconda & Pacific Rail- 
way Company in reimbursement of its deficit under section 
204 of the transportation act. 

The Commission has certified to the Secretary of the Treas- 
ury that $65,305.15 is payable to the Wyandotte Terminal Rail- 
road Company of Michigan under section 204 of the transporta- 
tion act. The total found due was $92,794.93, the difference 
having been paid in advance of final determination of the 
amount due. 


GIVING PUBLISHERS TIME 


With a view to giving newspaper publishers time to make a 
better case than they have been able to make, the Commission, 
at the request of the carriers, has authorized the Pennsylvania, 
Baltimore & Ohio, Reading and Baltimore, Chesapeake & 
Atlantic, on short notice, to postpone the effective date of their 
tariffs, increasing rates on newspapers carried in passenger 
baggage service, from thirty to fifty cents per 100 pounds, from 
April 1 to May 1. Protests, asking for suspension, were made 
by Baltimore newspapers. 

Postponement of the effective day will enable the publishers 
to collect data upon which to make a more complete case than 
they were able to present in their request for suspension. They 
alleged that the increase in rates would cause an increase in 
their expenses of approximately $25,000 a year. The publishers 
asserted that the railroads, when the carriers were trying to 
build up suburban communities, they transported the daily news- 
papers without charge, and did other things to encourage the 
development of the suburbs. “In fact, the publishers said, 
“everything was provided which would take people to the open 
spaces.” Continuing, they said: “Not only have many of these 
inducements been withdrawn, but slowly and surely the rail- 
roads have increased transportation charges, until now it is 
proposed to add an additional tax to the only commodity that 
remains cheap to the public, namely, the daily newspaper.” 


TO ELIMINATE AN ANTIQUE 


As a result of triangular correspondence by the Commis- 
sion, protesting shippers organizations, and the New Haven, 
the latter has agreed, in a supplement now under preparation, 
to eliminate from its I. C. C. No. 2795, clauses limiting the liabil- 
ity of the carrier, in loss and damage claims, the like of which 
the Commission long ago ordered the carriers to eliminate from 
their bills of lading. The clauses are admittedly in violation of 
the Cummins amendment to the twentieth section of the inter- 
state commerce law. 

Attention was directed to the obnoxious language by W. H. 
Chandler, of Merchants’ Association of New York; W. H. Day, 
of the Boston Chamber of Commerce; J. E. Veasey of the Brook- 
lyn Chamber of Commerce and F. W. Hunt of the New England 
Traffic League. They asked for the suspension of the tariff. 
It was not suspended but allowed to go in for the reasons, 
among others, that the tariff is a reissue of an older one that 
contains the language in conflict with the law, and that W. L. 
Sheffield, the New Haven’s publishing agent has agreed to 
eliminate the language by means of the supplement now in 
preparation. The language was brought forward from the old 
issue, because, it was asserted, the desire was to put forward 
something that would not be protested so that it could be sup- 
plemented under the rules of the Commission. Mr. Sheffield 
admitted that the language, an antique in the tariff, was without 
backing of the law and could not be enforced. He said he was 
willing to cancel it in the next supplement. 


PETITION FOR REHEARING 
The complainant in No. 14402, Oklahoma Millers’ Associa- 
tion vs. A. & V. Ry. et al., has asked the Commission to re- 
open the proceeding for rehearing or oral argument. 
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RATES ON BRICK 


Examiner C. M. Bardwell, in No. 14617, Acme Brick Com- 
pany et al. vs. Alabama and Mississippi et al., and the cases 
joined with it for hearing, has recommended a finding of un- 
reasonableness and undue prejudice as to interstate rates from 
and to points in Texas, Arkansas, Oklahoma and Kansas, to 
points in Louisiana and southern Missouri and Memphis, Tenn., 
and unjust discrimination against interstate commerce on the 
part of state-made rates. He recommended the removal of the 
undue prejudice and unjust discrimination by the making of 
state and interstate rates in accordance. with a scale recom- 
mended by him, without the issuance of a thirteenth section 
order, if possible, abstinence from such an order being ad- 
vised so as to avoid rigidity in the rate structure that would 
be caused by such an order. He also recommended a measure 
of fourth section relief. The scale recommended by him begins 
with 4.5 cents for five miles and under, and ends with 29 cents 
for one thousand. It allows one cent for joint line hauls up to 
five hundred miles and provides eighty per cent of full rates on 
common brick for distances of 150 miles and-*less. 

In a special notice issued in connection with the Bardwell 
report, the Commission said it had allowed additional time for 
filing exceptions. Exceptions may be filed on or before May 15 
and replies on or before June 5. Oral argument is set for June 
10 and 11. 


METAL BEDS AND SPRINGS 


In a proposed report on No. 16074, Crescent Bed Company 
vs. Alabama & Vicksburg et al., Examiner William J. Koebel 
said the Commission should find the rates on metal beds, in 
carloads, from New Orleans to southern territory not unduly 
prejudicial; those to the Mississippi Valley territory and the 
southeast unreasonable. He suggested a basis for making rea- 
sonable rates. He said the Commission should find rates on 
helical springs, in carloads, from Chicago and Waukegan, IIl., to 
New Orleans, not unreasonable or unduly prejudicial. 

The complaint alleged that the rates and minimum weights 
on metal beds, from New Orleans to southern territory and to 
Arkansas, were unreasonable, unduly prejudicial, and unduly 
preferential of Atlanta, Chicago, and Kenosha, Wis.; and that 
the rates and minimum weights on helical springs, in carloads, 
from Chicago and Waukegan, to New Orleans, were unreason- 
able and unduly prejudicial to shippers and receivers of such 
springs and unduly preferential of shippers of metal beds from 
Chicago, Waukegan and Kenosha to New Orleans. The term 
metal beds, the examiner said, embraced bedsteads of metal, 
wire mattresses and cots, spring beds and metallic couch frames. 
Helical springs, he said, were those coils, with a hook at each 
end arranged at each end of an assembled bed spring. The 
examiner said the case should be disposed of as follows: 


1. The Commission should find that the present rates on metal 
beds, in carloads, from New Orleans to southern territory are not 


shown to be unduly prejudicial, but that the rates to the Mississippi ° 


Valley and the Southeast are, and for the future will be unreasonable 
on minimum of 12,000 pounds subject to Rule 34 of southern classi- 
fication to the extent that they exceed the scale of distance rates pre- 
scribed for single and joint-line hauls in Memphis-Southwestern 
Investigation table 15, 77 I. C. C. at page 595; and on minimum of 
30,000 pounds to the extent that they exceed for singleline hauls rates 
reflecting 75 per cent of the rates for like distances under table 15, 
disposing of fractions in the usual manner, and for joint-line hauls 
rates so computed plus 3 cents for distances to and including 250 
miles, over 250 miles to and including 400 miles, 2 cents, and over 400 
miles to and including 500 miles, 1 cent. Short-line distances should 
be used in the application of the distance scales. Defendants should 
be permitted to continue the existing destination groups or basing 
points, using the average distances to such groups or base points. 

_2.. The Commission should further find that the rates assailed on 
helical springs are not unreasonable or unduly prejudicial. 


COTTON PIECE GOODS 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 15967, Traffic Bureau-Chamber of Commerce (Lynchburg, 
Va.) vs. Merchants’ & Miners’ Transportation Co. et al., on a 
finding that the rate on cotton fabrics and cotton piece goods, 
in the original piece, any quantity, from mill points in Maine, 
New Hampshire, Massachusetts, Rhode Island and Connecticut, 
to Lynchburg, Va., are not unreasonable or otherwise unlawful. 
pe report also covers a sub-number, Same vs. Boston & Maine 
et al, 

The complaints covered a commodity rate of 66.5 cents im- 
posed on 334 shipments, made between July 11, 1922, and May 
9, 1923. They alleged it was unreasonable, unjustly discrimi- 
natory and unduly prejudicial and preferential to the extent it 
exceeded the fourth class rate of 53.5 cents contemporaneously 
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in effect and subsequently made applicable from and to the 
same points. The Commission was asked to award reparation. 

Cotton piece goods, in Southern Classification, Shanafelt 
said, are rated fourth class, any-quantity. The contemporaneous 
joint fourth class rate, governed by Southern Classification, in 
effect over the rail-water-and-rail or the rail-and-water routes 
of the defendants, was 53.5 cents to Lynchburg from all the 
origin points, except Biddeford and Saco, Me., prior to January 
15, 1923. Effective May 17, 1923, the joint fourth class rate 
became applicable to Lynchburg from all the origin points, by 
the cancellation of the higher commodity rate of 66.5 cents. 

Other than pointing out the rate situation, partially, Shan- 
afelt said the complainant introduced no evidence to support 
any of the allegations of the complaints. On that point, and in 
disposing of the case, Shanafelt said: 


Other than to partially point out the rate situation above de- 
scribed, complainant introduced no evidence to support any of the 
allegations of the complaints. It places no reliance upon the sub- 
sequent reduction of the rate assailed. Its complaints are based 
solely upon the fact that the commodity rate charged was higher than 
the class rate that otherwise would have applied. Complainant ap- 
pears to be of the view that the decisions of the commission are to 
the effect that every commodity rate in excess of the rate applicable 
to the class from which the commodity is withdrawn is unreasonable 
to that extent, or that at least the mere proof of such a situation 
raises a presumption of unreasonableness which becomes conclusive 
when not overcome by the defendant carriers. Complainant cites 
certain cases in which the commission found commodity rates un- 
reasonable to the extent that they exceeded the corresponding class 
rates. The complainants in those cases introduced other evidence 
of unreasonableness. So also has the commission said that such rate 
adjustments are anomalous and require much to justify them, but 
this does not mean that the burden of proof shifts to defendants upon 
proof by complainants of the rate situation, for the commission has 
never said that proof of that character was prima facie evidence of 
the unreasonableness of commodity rates. On the contrary, it has 
consistently pointed out that commodity rates are not necessarily 
unreasonable because they exceed the corresponding class rates unless 
such class rates are fixed at the highest reasonable level, and that a 
finding of unreasonableness can not be predicated solely upon the fact 
pr commodity rates exceed the class rates that would otherwise 
apply. 

Defendants trace the history of the commodity rate assailed and 
show that since 1903 it has been higher than the contemporaneous 
fourth class rate. The same adjustment is also shown in the rates 
over the all-rail routes from and to the same points since 1920, and 
defendants assert that it existed for a much longer period because 
the rates over their rail-water-and-rail or water-and-rail routes have 
been the same for many years as those maintained by the all-rail 
lines. They say that the rate over their routes was reduced on May 
17, 1923, to meet competition of the all-rail lines, but complainant 
attributes the reduction to the fact that a short time prior thereto it 
filed a number of informal complaints with the commission attacking 
the situation. The records of the commission show that no action has 
been taken on those complaints because complainant failed to correct 
them in the manner indicated by the eommission at the time of filing, 
over two years ago. 


OIL RATES COMPLAINT 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 15966, Canadian Oil Companies, Ltd., vs. Louisville & Nash- 
ville et al. on a finding that the proportional rates assessed on 
numerous shipments of crude oil, from Beattyville, Ky., to Cin- 
cinnati, for beyond, via Toledo to Petrolia, Ont., are not unrea- 
sonable, unjustly discriminatory, or unduly prejudicial. The 
complaint alleged the rates, between May 16, 1922, and Novem- 
ber 23, 1923, were unreasonable, unjustly discriminatory and 
unduly prejudicial to the extent they exceeded 11 cents, between 
August 19, 1922, and January 5, 1923, and 12 cents prior and 
subsequent to that period, the rates named being the contem- 
poraneously applicable proportionals on refined oils from Pryse 
and Norco, Ky., to Cincinnati, for beyond. Reparation only was 
sought, 

The contention of the complainant was that, normally, crude 
oil took as low or lower rates than refined oil. In this case 
the rates ranged from 12.5 to 14 cents, while the rates on re- 
fined oils from four points within the group ranged from 11 to 
12 cents. 

The Louisville & Nashville, in defense of the rates, said it 
was its policy to give the oil refineries at Norco and Pryse such 
competitive rates on refined oil as would enable them to ship 
in competition with a refinery at Lexington, Ky., served by the 
Chesapeake & Ohio. That carrier gave rates to the. Lexington 
refinery to Buffalo-Pittsburgh territory and eastern cities which 
were served by northern lines, as to enable it is reach those 
markets. : 

Gaddess said the complainant offered no evidence to show 
that the proportional rates were unreasonable per se or that it 
marketed its refined oil at the points in the east and north to 
which the refineries at Norco and Pryse sent their refined prod- 
ucts. He said it was evident that the complaint was filed be- 
cause of the reduced proportionals on refined oil and that there 
was no evidence to show that they caused the complainants’ 
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refinery, at Petrolia, to lose the sale of any crude oil or to lose 
any profit; and also that there was no such condition of com- 
petition between the refineries at the local stations on the L. & 
N. and the refinery at Lexington which affected the measure 
of the rate on crude from Beattyville to Cincinnati. 


SUGAR TO OKLAHOMA . 


Rateg on sugar, from New Orleans and group points and 
from Sugarland, Tex., to destinations in Oklahoma, scattered 
throughout the state, somewhat higher than those which would 
result from the application of the scale prescribed in the 
Memphis-Southwestern Investigation, known as the No. 9702 
scale, have been recommended by Examiner Harris Fleming, 
in a report on No. 14781, Oklahoma Traffic Association et al va. 
Alabama Southern et al and three sub-numbers grouped there- 
with, namely, Same vs. Same; Hale-Halsell Company vs. Ala- 
bama Great Southern; and Merchants and Manufacturers Traf- 
fic Bureau et al. vs. Alabama Great Southern et al. The report 
also covers fourth section applications which serve as founda- 
tions for rates not in compliance with that section of the law. 

As stated by the examiner the complaints alleged the rates 
on sugar from New Orleans and points in Louisiana taking New 
Orleans rates, which means the whole cane producing area, or 
rates basing thereon, from Sugarland, Tex., and producing points 
in Kansas, Colorado, Nebraska, Idaho and Utah to 78 specified 
points in Oklahoma, were and are unreasonable and in violation 
of the fourth section. Many interventions asking for similar 
relief were filed. Many of the interveners were Oklahoma 
shippers, manufacturers using sugar and wholesale grocers. 
The Sugarland Industries, refining sugar at Sugarland, Tex., 
under the name Imperial Sugar Company, assailed rates as 
unreasonable and in violation of the fourth section to particular 
points in Oklahoma. Interventions were filed by commercial 
organizations at New Orleans, Tulsa, Kansas City and other 
points on the Missouri river, and the American Sugar Refining 
Co., on behalf of its refineries at New Orleans and along the 
Atlantic coasf. 

The object of the complainants was to obtain rates based 
on the No. 9702 scale. That scale runs for 800 miles. The 
complainants proposed to extend it to 1,000 miles by adding one 
cent for each twenty-five miles to 1,000 and one cent for each 
fifty miles thereafter, the rates from the Pacific coast to be 
held at maxima. They also proposed an allowance of twenty 
miles for Mississippi river crossings. 

Fleming made a report in which he reviewed the conten- 
tions of the parties at length as well as the various cases in 
which rates on sugar were involved, including the disturbance 
caused in 1918 when the Railroad Administration added 22 
cents to the rates from New Orleans so as to restore, in part, 
at least, the relationship that had been broken by the five and 
fifteen per cent cases in Official Classification territory, those 
increases being allowed on the rates established, in 1910, after 
the carriers had engaged in a disastrous rate was in an effort 
to establish a proper relationship in the two governing rates, 
namely the rate from New York to Chicago and the rate from 
New Orleans to Chicago. 

A large part of the discussion was also on the various 
efforts that have been made by shippers to get an extension 

of the No. 9702 scale to territory west of the rails of the Kansas 

City Southern. The carriers resisted that effort, contending 
that, although the transportation conditions east and west of 
that railroad were about the same, other conditions west of 
it were not such as to allow the extension of the depressing in- 
fluence of the rates made by the lines west of the Mississippi 
to meet the rates of the lines east, the latter to meet river and 
and coastwise water competition. 

The examiner made his recommendation in this case in ac- 
cordance with the recommendation of the attorney examiner in 
No. 13535, Corporation Commission of Oklahoma vs. Aberdeen 
& Rockfish and a number of related cases. He called atten- 
tion to the fact that this complaint was originally joined with 
that one, in which a proposed report had been filed. He said 
that that case was the practical equivalent of a rehearing on 
most of the matters that were presented in Memphis-South- 
western Investigation, 77 I. C. C. 473. In No. 13535, after 
reviewing the contentions made against a westward exten- 
sion of the No. 9702 scale he said “it thus appears that the 
Kansas City Southern naturally became the western limit of 
the fabric rates built around the rates of the eastside lines 
in the Mississippi valley, that the rates to the Mississippi 
valley points and to Arkansas and Louisiana have been de- 
pressed has been repeatedly recognized.” 

Examiner Fleming said the record in this case, on the 
issue of the westward extension of the No. 9702 scale fully war- 
ranted the declaration made by the attorney examiner in the 
Oklahoma Corporation Commission case. Fleming indicated the 
extent of the fourth section relief that should be granted. In 
disposing of the main issues he said: 


Although the 9702 commodity rate scales were in terms prescribed 
as reasonable, it was made clear in the report that they were mainly 
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for the purpose of securing a proper adjustment in the territory there 
involved and represented merely a leveling process applied to the 
then-existing heterogeneous mass of depressed rates. It was _ speci- 
fically stated that the conclusion reached was without prejudice to 
the decision in No. 13535 and other proceedings involving the same 
or related adjustments. In the report of the attorney-examiner in 
No. 13535, a scale of class rates is proposed for application in the 
southwest and the conclusion is reached that at least on some com- 
modities, the 9702 scale is “too low for general application as rea- 
sonable maxima throughout the southwest.’’ Referring to the class 
scale prescribed it is stated: ; 

“The establishment of rates on the above prescribed scale, which 
provides substantial reductions on classes 4 to E, inclusive, should 
automatically eliminate many commodity rates and carload ex- 
ceptions to the classification that are on higher bases. Many that 
are not automatically eliminated, whether sporadic or general, in 
their application, can well be and should be eliminated, for the rea- 
son that the class rates, though higher, will be low enough to move 
traffic. * * *” 

On various enumerated commodities the classification basis is 
proposed as a reasonable basis while on other enumerated articles, 
commodity rates are suggested, based on specified class rates under 
_ — prescribed, such suggested bases ranging from class 3 to 
class E. 

The record in the instant case does not justify a condemnation 
of the adjustment heretofore maintained though it warrants the 
conclusion that for the future, the disparity between the 9702 scale 
and the present rates assailed from New Orleans and Sugarland can 
not be sanctioned; that these rates should be somewhat higher than 
the level of that scale; and that to the destination points involved, 
a proper basis is found in the class B scale suggested in the pro- 
posed report in No. 13535, subject, howéver, to the application of 
the scale to the approximate weighted average distance from the 
origin points in the Louisiana group in lieu of its application to the 
exact distances from the individual points, and subject also to a 
carload minimum weight of 36,000 pounds. This scale, is so far 
as here pertinent, is reproducd in appendix A. In connection with 
the scale, fourth section relief similar to that authorized in No. 
13535 should be granted and the same methods of determining dis- 
tances there provided should be applied. As pointed out in that 
proceeding, the rates in the southwest are particularly inharmon- 
ious and while the present proceeding beings in issue the level of 
the rates from Louisiana and Texas wroducing points to only a 
iimited portion of the southwest, similar rates to other sections of that 
territory, when warranted, may be built up, using the basis here 
prescribed as a standard. 

From what has been said above it is patent that any readjust- 
ment resulting from this proceeding is in the nature of a general 
readjustment, largely influenced by the fourth section situation and 
the need of a greater uniformity in the rates in this territory. Com- 
plainants now rely essentially upon the alleged violation of section 
1 but the real nature of the proceeding is emphasized by the fact 
that it originally was also based on the alleged violation of sections 
2 and 3 and was embraced in No. 13535. 

The commission should find that for the future, the rates assailed 
from New Orleans, from New Orleans group points, and from 
Sugarland, will be unreasonable to the extent hereinabove indicated, 
but that no basis is afforded for a finding that the rates from and 
to these points were unreasonable in the past or that other rates 
herein assailed were, or for the future will be, unreasonable. 


The scale recommended by him is as follows: 


Distance Rate Distance Rate 
80 miles and over 360 miles 48c 5 miles and over 600 miles 63c 
400 miles and over 380 miles 49c 650 miles and over 625 miles 65c 
420 miles and over 400 miles 5ic 675 miles and over 650 miles 66c 
440 miles and over 420 miles 52c 700 miles and over 675 miles 67c 
460 miles and over 440 miles 53c 725 miles and over 700 miles 68c 
480 miles and over 460 miles 54c 750 miles and over 725 miles 70c 
500 miles and over 480 miles 56c 775 miles and over 750 miles 7lc 
520 miles and over 500 miles 57c 800 miles and over 775 miles 72c 
540 miles and over 520 miles 58c 825 miles and over 800 miles 73c 
560 miles and over 540 miles 60c 850 miles and over 825 miles 74c 
580 miles and over 560 miles 6lc 875 miles and over 850 miles 75c 
600 miles and over 580 miles 62c 900 miles and over 875 miles T6c 





PHILADELPHIA LOADING CHARGES 


Examiner Frederick M. Dolan has recommended the dis- 
missal of No. 16047, Commercial Traffic Managers of Phila- 
delphia vs. Baltimore & Ohio et al., on a finding that the 
charge of 50 cents per ton for loading and unloading at Phila- 
delphia, export, import and intercoastal traffic on which the 
carload rate is less than 9 cents per 100 pounds, or $1.80 per 
ton, is not unreasonable, unjustly discriminatory, or unduly 
prejudicial. He said the Commission should also find that 
where the defendants collected the loading and unloading 
charges but did not perform that service, nor pay for the per- 
—— thereof, they should refund the amounts thus col- 
ected. 

The complaint alleged that the charge was violative of the 
first three sections of the act. Reparation and reasonable rates 
and charges for the future were sought. The complaint, Dolan 
said, grew out of various changes made by the defendants in 
their tariffs covering rules and regulations for the absorption 
of charges for loading and unloading carload freight at Phila- 
dephia. Notwithstanding protests, he said, the changed rules 
and regulations were permitted to become operative May 19, 
1924, and on later dates, in so far as they applied to export, 
import and intercoastal carload traffic. Prior to that date, the 
examiner said, the railroads absorbed such charges on export 
and import traffic, upon which the rail rate to and from Phila- 
delphia was not less than 5 cents per 100 pounds, or $1 per 
gross or net ton. On outbound intercoastal traffic, he said, the 
ocean carriers absorbed the handling charges at the port, while 
on inbound traffic the handling charges were in addition to 
the rail rate. A change in the arrangements at Philadelphia, 
the report said, was sought principally because of the fact 
that at Baltimore, charges for loading and unloading, not only 
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export and import freight, but also intercoastal carload freight, 
was borne by the rail carriers serving that port when the 
rail rate was not less than 9 cents, or $1.80 per ton, gross or 
net. At New York free lighterage, without any limitation as 
to rail rates, was accorded on export, import and intercoastal 
freight but the railroad said that the rail rates wnder which 
carload freight moved in that service was in no instance less 
than 9 cents. 

In conclusion Examiner Dolan said the revision of handling 
charges was to place Philadelphia on a parity with Baltimore, 
and a substantial parity with New York. At the present time, 
he said, traffic might move through the ports menioned under 
substantially similar terms with the result that the port situa- 
tion was in harmony, in so far as the loading and unloading 
charges were concerned. The existing arrangements, he said, 
would undoubtedly substantially increase the tonnage moving 
through Philadelphia, if, indeed, they had not already had 
that result, and shippers and receivers at interior points would 
have the benefit of the use of the port on practically the same 
terms as were in effect at Baltimore. 


RATES ON WOODPULP 

Examiner John T. Money has recommended an award of 
reparation and a reasonable rate for the future in a proposed 
report in No. 16098, United Paperboard Company vs. Green- 
wich & Johnsonville et al., on a finding that a rate of 35.5 
cents on wet woodpulp from Thomson, N. Y., to Whippany, 
N. J., was and is unreasonable to the extent that it exceeded 
28.5 cents prior to June 1, 1922, and 25.5 cents since that time. 


FOURTH SECTION REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Attorney-Examiner W. B. Hunter, 
in No. 15850, Colgate & Co. vs. Pennsylvania et al., as to 
rates and charges thereunder, on soap, soap powder, cleansing 
and scouring compounds, in less than carloads, from Jersey 
City, N. J., to destinations in Kentucky and Tennessee. He 
said they ‘should be found unreasonable to the extent they 
exceeded the aggregate of intermediates. The complaint 
alleged that the class rates, in carloads and less than carloads 
from Jersey city to destinations in Kentucky, Tennessee and 
Georgia, Cairo, Ill., and Evansville, Ind., were and are un- 
reasonable, and in many instances, in violation of the inter- 
mediates clause of the fourth section. 

The examiner said it was not necessary to consider, in this 
case, the reasonableness of the class rates apart from the con- 
tentions under the fourth section, because the question of the 
reasonableness of the class rates was under consideration in 
No. 13494, Southern Class Rate Investigation. 


RETURNED EMPTY CONTAINER RATES 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner P. F. Gault, in No. 15519, West- 
ern Paper Makers’ Chemical Co. vs. Ann Arbor et al., as to the 
carload rate and minimum weight on returned empty steel 
shipping drums, 16 gauge or heavier, from sixty-six points in 
Central territory, to Kalamazoo, Mich. Gault gaid the Com- 
mission should find unreasonable the fifth class rates and 18,000 
minimum to the exfent they exceed fifth class and 16,000 mini- 
mum and award reparation. He said the less-than-carload rate 
should be found not unreasonable. The complaint argued the 
empty drums, used in forwarding rosin size and other chem- 
cals used by paper makers, should be given a rate of 80 per 
cent of sixth and one-half of fourth in less-than-carloads. It 
alleged the fifth and third class rates were unreasonable in 
comparison with rates on other containers, unjustly discrimi- 
natory and unduly prejudicial. The complainant, the exam- 
iner said, contended that the drums, like tank cars, were in- 
strumentalities of transportation, and that, on a basis of com- 
putation of earnings on rosin size in tank cars as compared 
with size in drums, including the return movement of the 
empty tank cars and empty drums, urged that the proposed 
rates of 80 per cent of sixth class were justified. So far as 
had been ascertained, the examiner said, the Commission had 
not based rates on containers upon a theory of that character. 


NEWSPRINT RATE CASE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner F. W. McM. Woodrow, in 
No. 16031, Oklahoma Publishing Company vs. Atchison, Topeka 
& Santa Fe et al., as to a rate of 57.5 cents on four carloads of 
imported newsprint paper shipped from Houston, Tex., to Okla- 
homa, Okla., April 25, 1923. Woodrow said the Commission 
should find it unreasonable to the extent it exceeded a rate of 
46.5 cents and in violation of the fourth section in that it ex- 
ceeded a rate of 45.5 cents applicable to Kansas City, a more 
distant point. Rule 77 was in the tariff, but so limited that the 


lower rate would be established on one day’s notice “over the ° 


short route.” The route used was not the short one and Wood- 
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row said the rule could not be used. He said that in the Minne- 
sota & Ontario Paper case, 66 I. C. C., 571, the Commission pre- 
scribed 95 per cent of the rate on newsprint for application to 
roofing paper. The rate on that kind of paper in the Memphis- 
Southwestern case, 77 I. C. C., 473, for the distance, he said, was 
44 cents and that, he said, would be 95 per cent of a rate of 46.5 
cents. He said the Commission should find that the rate of 57.5 
cents was unreasonable to the extent it exceeded 46.5 cents and 
award reparation to that basis. 


MIXED VEGETABLE RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John T. Money, in No. 
16150, August Ammon vs. Southern Pacific et al., as to a com- 
modity rate of $1.665 on a mixed carload of beets, carrots, tur- 
nips and cabbage, from San Fernando, Calif., to St. Paul, Minn., 
shipped in May, 1921. The complaint alleged it was unrea- 
sonable to the extent it exceeded $1.255. That was the rate 
to St. Paul from practically every producing territory in the 
United States to St. Paul, except from the Pacific coast. The 
examiner said the Commission should hold the rate unreason- 
able to the extent it exceeded $1.255 and award reparation. 


OVERCHARGE REPARATION 


A finding of overcharge and an award of reparation meow 
been recommended by Examiner C. W. Griffin in 14004, Lehigh 
Portland Cement Co. vs. Director-General. The report also 
covers four sub-numbers, each Same vs. Same. The complaint 
alleged that the rates on nine carloads of cement, shipped 
from Chapman and West Coplay, and Fordwick, Va., to Day- 
tona, Cocoanut Grove, Key West and St. Augustine, Fla., be- 
tween July 31, 1918, and February 6, 1919, were unjust, unrea- 
sonable and unduly prejudicial. The examiner said the issue 
in the case was identical with that presented in Acme Cement 
Plaster Co. vs. Director-General, 81 I. C. C. 298. He said the 
Commission should find the applicable rates were those deter- 
mined by adding to the through combinations in effect June 24, 
1918, an increase of two cents, as provided in Washburn’s I. C. 
C. 267 and award reparation to that basis. 


SLIGO RULE APPLICABLE 


In a proposed report on No. 15964, Hardwick Stove Co. et 
al. vs. Southern Railway et al., Examiner John T. Money said 
the Commission should find rates on molding sand, imposed 
on thirty-one carloads, shipped since September 29, 1922, from 
Rockport and Sandale, Ind., to Cleveland, Tenn., in excess of 
those applicable and award reparation. 

No joint rates were in effect. Combinations of $3.18 per 
net ton to April 17, 1923, and $3.15 after that day were col- 
lected. Money said the legally applicable rates were $2.88 be- 
fore the day mentioned and $2.85 thereafter, arrived at by the 
application of the combination rule carried in 1, ©. C.. Me. 0.8.1 
in accordance with the ruling of the Commission in Sligo Iron 
Store Co. case, 62 I. C. C. 648, and 73 I. C. C. 551. 

The rule was carried in the tariffs of the carriers south 
of the Ohio. The railroads contended that, in order to apply 
the combination rule, it was necessary each tariff naming the 
factors of a combination to refer to the tariff containing the 
construction of combinations rule. Money said that the con- 
tentions in this case were identical with those made in the 
Sligo case and that there was no merit in them. He said the 
Commission should award reparation against the carriers south 
of the river, which he named, they being the Southern and@ its 
subsidiaries, or affiliated lines. 


RATE ON OLD REFRIGERATORS 


An award of reparation has been recommended by Examiner 
Bronson Jewell in a proposed report on No. 15804, Florence 
Chamber of Commerce vs. Norfolk Southern et al., on a finding 
that the rate applicable on five carloads of second-hand refrige- 
rators over route specified by shipper from Camp Dix (Wrights- 
town), N. J., to Sheffield, Ala., was not unreasonable nor in vio- 
lation of the fourth section but that the shipments were mis- 
routed. The complainant alleged in behalf of the King Stove & 
Range Company that the rate of $1.36 charged was unreasonable 
and in violation of the fourth section to the extent that it ex- 
ceeded $1.22. The examiner found that a rate of $1.315 should 
have been charged. 


NASHVILLE IRON RATES 

In a proposed report on No. 15286, Traffic Bureau of Nash- 
ville vs. Louisville & Nashville et al., Examiner R. N. Trezise 
said the Commission should find the rate on iron and steel 
articles, in carloads, from Birmingham, Ala., to Nashville, Tenn., 
not unreasonable but unduly prejudicial to the advantage of 
Knoxville and Chattanooga. He said the Commission should 
find the rate on the like articles, in less than carloads, from 
Birmingham to Nashville not unreasonable or unduly prejudicial. 
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Violation of the first and third sections was alleged. In con- 
clusion Trezise said: 


It is recommended that the commission should find that the rates 
assailed are not unreasonable or unduly prejudicial, except the car- 
load rate of 26 cents which should be found unduly prejudicial to 
Nashville to the advantage of Chattanooga and Knoxville to the ex- 
tent that it exceeds 3 cents per 100 pounds more than the contem- 
poraneous rate on like traffic from Birmingham to Chattanooga and 
4 cents less than from Birmingham to Knoxville. These differentials 
are based upon the relationship of rates which the defendants con- 
cede should be established between the points mentioned. This find- 
ing should not be construed as approving the reasonableness of the 
rates which defendants suggest for application from Birmingham to 
Chattanooga of 23 cents and to Knoxville of 30 cents, and is without 
prejudice to the conclusions that may be announced in Docket No. 
oe - the consistent adjustment of rates in consequence of those 
conclusions. 


RESHIPPING GRAIN RATES 


Examiner F. W. McM. Woodrow, has recommended the dis- 
missal of No. 15292, Traffic Bureau of Nashville vs. Louisville & 
Nashville et al., on a finding that reshipping and local rates on 
grain and grain products, in carloads, from Ohio and Mississippi 
River crossings to Nashville are not unreasonable or unduly pre- 
judicial. The complaint alleged they were unreasonable since 
April 1, 1922, and unduly prejudicial to the extent the rates from 
St. Louis and Ohio river crossings to Nashville exceeded and 
exceed the respective local and reshipping rates from the re- 
spective river crossings to Memphis. 

The examiner said the rates structure on grain and grain 
products throughout the southeast was now before the Commis- 
sion in No. 13494, Southern Class Rate Investigation and that 
with the exception of the question of reparation on the ship 
ments of grain to Nashville, the decision therein would deter- 
mine the issues in this case. He said the finding recommended 
by him should be without prejudice to the conclusion that might 
be reached in the general class rate case. 


RATES ON EMPTY PACKAGES 


Dismissal of the complaint in No. 16231, Theodore Hamm 
Brewing Company vs. Director-General, as agent, C. R. I. & P. et 
al., has been recommended by Examiner Morris H. Konigsberg 
on a proposed finding that rates on returned empty beverage 
packages, in carloads, from Little Rock and Fort Smith, Ark., to 
St. Paul, Minn., were not unreasonable or otherwise unlawful. 
Reparation was sought to the basis of subsequently established 
rates, the shipments involved having moved in 1918. 


WHEAT CASE DISMISSAL 


Examiner John T. Money has recommended the dismissal 
of No. 15175, Moore-Lawless Grain Company, R. C. Moore, re- 
ceiver, vs. Missouri Pacific, and Director-General, on a finding 
that charges assessed on wheat from Kansas City, to various 
interstate destinations, accorded transit at Leavenworth, Kar., 
Sweet Springs and Marshall, Mo., were not unreasonable un- 
justly discriminatory or unduly prejudicial, but that the ship- 
ment accorded transit at Sweet Springs was overcharged. He 
said the Commission should find charges assessed on wheat 
from St. Joseph, Mo., to Cannon Falls and Lake City, Minn., 
accorded transit at Leavenworth, were not unreasonable, un- 
justly discriminatory or unduly prejudicial. Refund of the 
overcharge should be directed and the complaint dismissed, 
he said. The report also covers two sub-numbers, Same vs. 


Missouri Pacific et al.. and Same vs. Missouri Pacific, Director- 
General, et al. 


PLOW IRON RATES 


A finding of undue prejudice and an order to remove it 
have been recommended by Examiner F. W. McM. Woodrow, in 
No. 16263, Massey Gin & Machine Works, Inc., vs. Central of 
Georgia, as to rates charged on plow irons, parts and castings, 
in less than carloads, from Macon, Ga., to points in Alabama. 
Woodrow said the rates should be found not unreasonable, but 
unduly prejudicial and in violation of the long-and-short clause 
of the fourth section. He said the rates should be found 
unduly prejudicial from Macon to Alabama points, to the ex- 
tent that they exceeded, exceed or may exceed the rates on 
plow irons, less than carloads, in effect from Atlanta to the 
respective points. The fourth section disregard arose from 
the fact that the rates from Macon were lower to Troy, Ala., 
than the respective rates from Atlanta. 


MISSISSIPP! LUMBER RATES 


An order of dismissal has been recommended by Attorney- 
Examiner F. C. Hillyer, in No. 16115, Northeast Mississippi 
Traffic Bureau vs. Alabama & Vicksburg et al., on a finding 
that rates on lumber from Tishomingo, Belmont and Golden, 
Miss., and from Red Bay and Vina, Ala. to St. Louis, are 
neither unreasonable nor unduly prejudicial. He said the 
Commission should find unreasonable rates on like traffic from 


the same points of origin to Buffalo-Pittsburgh territory, to” 


the extent they exceeded the aggregate of intermediates and 
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the present rates. He said the present rates should be found 
neither to be unreasonable nor unduly prejudicial and that rep- 
aration should be denied. The complaint alleged that the rates 
on lumber from the five towns mentioned to St. Louis, to Buf- 
falo and to Pittsburgh and to points taking same rates, were 
and are tnjust, unreasonable, unduly prejudicial and to the 
Buffalo-Pittsburgh territory were in excess of the aggregate 
of the intermediate rates in violation of the fourth section. 


BULL-WHEEL ARM RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Harris Fleming in No. 
15513, Marion Machine, Foundry & Supply Company vs. Cisco 
& Northeastern et al. as to rates on bull-wheel arms, cants 
and pins, in carloads, from Tulsa, Okla., to Breckenridge, Tex. 
The examiner said the rates should be found unreasonable to the 
extent they exceeded those on common lumber. The ship- 
ments in question, numbering ten, were made in 1922 and 1923. 
The report also covers a sub-number, Same vs. Chicago, Rock 
Island & Gulf et al. 


COTTONSEED RATES 

Examiner Morris H. Konigsberg, in a report on No. 15863, 
Russell-Heckle Seed Company vs. Missouri Pacific et al., said 
the Commission should find rates charged on two carloads of 
cottonseed, shipped in March and April, 1922, from Clarksville, 
Tex., to Memphis, Tenn., unreasonable to the extent they ex- 
ceeded the aggregate of the contemporaneous intermediate rates 
and award reparation. 


CEREAL BEVERAGE CASE 


Examiner Myron Witters has advised the Commission to 
dismiss No. 15805, Emporia Wholesale Coffee Company et al. vs. 
Atchison, Topeka & Santa Fe et al., on a finding that rates on 
cereal beverages, in carloads, between April 3 and September 11, 
1922, from Milwaukee, Wis., to Emporia, Kan., were not unrea- 
sonable or unduly prejudicial. He said there was not sufficient 
evidence in addition to the showing of a subsequent reduction to 
establish the unreasonableness of the rates under attack. He 
found some overcharges which he said the Commission should 
direct to be refunded. 


WHEAT CASE DISMISSED 


Examiner David P. Copenhafer has recommended the dis- 
missal of No. 16261, Fuller Grain Company vs. Beaumont, Sour 
Lake & Western et al., on a finding that the rate applicable on 
shipments of wheat from Minneapolis to Kansas City, thence to 
Galveston, for export, was unreasonable to the extent that it 
exceeded the one at which the charges were collected. The ex- 
aminer said the Commission should authorize the waiving of the 
outstanding undercharges and dismiss the complaint. The ship- 
ments were made in 1921 and less than the applicable rate was 
assessed. The railroads undertook to collect the outstanding 
undercharges when the complaint was brought, but no testimony 
was submitted by them. 





MODIFICATION RECOMMENDED 


In a report on No. 12821, Utah Fuel Company vs. Director- 
General, on further hearing, Examiner Bronson Jewell has rec- 
ommended a modification of the findings in the original report, 
80 I. C. C., 229, that switching charges for the movement of slack 
coal at Sunnyside, Utah, in the period of federal control, were 
unreasonable and that reparation should be awarded. The find- 
ing in the original report was that intra-plant switching charges 
averaging $6.69 per car for the movement of 7,123 carloads of 
slack coal between June 25 and November 19, 1918, from the 
complainant’s coal mine tipple to its slack coal storage bins, at 
Sunnyside, were unreasonable to the extent they exceeded $2.50 
per car and awarded reparation. Upon petition of the Director- 
General the case was reopened for further hearing. Complain- 
ant, Jewell said, offered no additional evidence. The examiner 
said that the Commission now should find the switching charges 
assailed were unreasonable to the extent they exceeded $3 per 
car and that the complainant was entitled to reparation to the 
basis of $3 instead of $2.50 per car. 


CARBON FLOUR RATING 
In a report on No. 15508, French Battery & Carbon Com- 
pany vs. Chicago & North Western, et al., Examiner C. W. 
Griffin has recommended a finding of unreasonableness as to 
the fourth class rating and rates on carbon flour, in carloads, 
from Kaulmont, Pa., to Madison, Wis. He said the Commission 
should find the rating and rates were, are and for the future 
will be unreasonable to the extent they exceeded, exceed or 
may exceed sixth class rating and rates, subject to a minimum 
of 50,000 pounds. The complaint alleged the fourth-class 
rating and rates in Official Classification territory were and are 
unreasonable to the extent they exceeded or exceed sixth-class 
rating and rates. It asked for reparation and the establishment 

of reasonable rating and rates for the future. 
In a previous case, French Battery & Carbon Co. vs. C. & 
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N. W., 80 I. C. C. 34, the examiner said the Commission found 
the fourth-class rating was applicable on carload shipments from 
Kaulmont, Pa., to Madison and that they were not unreasonable. 
He said the report in that case showed the evidence introduced 
by the complainant was directed primarily to the question of 
the application of the proper rating. That respecting the al- 
leged unreasonableness of the fourth class rates, the report said, 
was too vague to warrant a finding that the rates assailed were 
or are excessive. In the present record, Griffin said, the com- 
plainant had directed its evidence to the question of the reason- 
ableness of the applicable rating and rates. 


EXAMINER RECOMMENDS DISMISSAL 


Attorney-Examiner F. C. Hillyer has recommended the dis- 
missal of No. 16034, H. F. Stanley Lumber Company vs. Alabama 
& Vicksburg et al., on a finding that rates on lumber, in carloads, 
from Knoxo and Kokomo, Miss., to points in Illinois, Indiana, 
Michigan, Kentucky, Ohio and Missouri, are not unreasonable. 
He made this recommendation on the authority of Swift Lumber 
Company vs. F. & G. R. R. Co., 61 I. C. C., 485, which decision 
of the Commission was tested in the courts in U. S. vs. Illinois 
Central, 263 U. S. 515. The examiner said the complainant re- 
lied entirely upon the contention that the Commission in the 
Swift case found the rates under attack unreasonable. The ex- 
aminer said the Commission held directly to the contrary of that. 


NOVEL DEMURRAGE CLAIM 


An unusual complaint relating to the average agreement un- 
der the national demurrage code has been recommended for dis- 
missal by Examiner Harris Fleming, the complaint being No. 
16201, Acme Coal Company vs. Cleveland, Cincinnati, Chicago & 
St. Louis, on a finding that the demurrage charges, amounting to 
$16, assessed on six carloads of coal at Indianapolis, in Decem- 
ber, 1922, and January and February, 1923, are not unreasonable. 
The complainants are Richard H. Stout and Will L. Thompson, 
doing business under the name of Acme Coal Company. They 
are retail coal dealers. 

In their complaint they alleged that by reason of the failure 
of the Big Four’s demurrage tariff to provide a reasonable time 
for acceptance or non-acceptance of shippers’ applications for 
the assessment of demurrage charges on the average plan in 
lieu of straight demurrage, unreasonable demurrage charges were 
assessed in December, 1922, and January and February, 1923. 
The charges were assessed on the straight demurrage plan. 
Payment was refused. The railroad sued and recovered judg- 
ment, including costs, for $44.76. An appeal is pending. Alleg- 
ing that they had “further been compelled to expend other sums 
as costs and fees in connection with suit brought by defendants,” 
complainants asked reparation in the sum of $100. No prayer 
for the future, Fleming said, had been included in the complaint. 

Tht complainants, in October, 1922, according to the exam- 
iner, made application to be placed under the average agreement 
plan. Mleming said that as the result of an investigation the 
defendant’s treasurer was not satisfied as to complainants’ finan- 
cial condition and complainants were requested to furnish a 
statement of their assets and liabilities. That information, he 
said, was later supplied. The Big Four testified that as the 
facts then in its possession did not justify its officials approving 
the agreement, complainants, in December, 1922, were called 
upon to execute an indemnity bond, with approved security, with 
which request the railroad witness said they had not complied. 
In February, according to the report, the complainants made 
another application to be placed on the average plan. 

Fleming said that due to what was stated by the defendant 
to have been an error of its local agent, complainants were ren- 
dered average agreement demurrage statements for December, 
1922, and the first three months of 1923. According to the com- 
plainants, that agent, shortly after the filing of the first appli- 
cation, also verbally notified the firm that it had been placed on 
the average plan. As a result, said Fleming, the complainants 
took the position, in the civil action, that the charges, inasmuch 
as they were assessed as straight demurrage, were in violation 
of the contract between the parties. The examiner said that that 
argument was also advanced in this proceeding. 


It was to be noted, said the examiner, that there was no 
showing that if the average agreement had been in operation 
there would have been no demurrage or that the charges would 
have been less than those assessed. Nor, said he, was there any 
explanation as to why a second application was filed in Febru- 
ary, 1923. Continuing and disposing of the matter, he said: 


However, it is sufficient to say that if the average plan was in 
operation between the parties during this period, the charges as- 
sessed were straight overcharges; that the issue as to that matter, 
now before the Indiana courts, is not here before the Commission; 
and that the only issue which will be here considered is whether the 
provisions of the tariff were unreasonable. 

he tariff provisions assailed are the same as those of the uni- 
form demurrage code. That code has been in effect for many years 
and apparently this is the first complaint before the Commission in 
which these provisions have been assailed. There is no claim that 
in refusing to approve the average agreement plan with complain- 
ants, defendant acted arbitrarily or abused a discretion accorded it 
under the tariff. Complainants contend that the “rule should pro- 
vide for definite acceptance or non-acceptance in writing within a 
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period not to exceed thirty days from time of application,’ but it 
is clear that if such a rule had been in. effect, it would merely have 
expedited rejection of the application and denied complainants the 
further opportunity accorded of establishing their rights to be placed 
on the average plan. The argument is made that “it is reasonable 
to assume that had the complainant had reason to believe that he 
was not on the average agreement plan, he would have been able to 
unload all of his cars within the free time under the other plan 
* * *,” but this record affords no basis for a finding that complain- 
ants were subjected to damage by reason of the tariff provisions. 
The Commission should find that the tariff provisions assailed are 


not shown to have been unreasonable and the complaint should be 
dismissed. 


CONTROL OF GULF AND SHIP ISLAND 


In a proposed report in Finance Docket No. 4572, Exam- 
iner H. C. Davis has recommended a finding that the acquisi- 
tion by the Illinois Central Railroad Company, through the 
Mississippi Valley Company, of control of the Gulf & Ship 
Island Railroad Company, by purchase of capital stock will be 
in the public interest. 

The Mississippi Valley is not an operating carrier and its 
capital stock igs owned by the Illinois Central. Under a con- 
tract made November 17, 1924, the Mississippi Valley agrees 
to purchase, subject to certain existing contracts, the entire 
outstanding capital stock of the Gulf Company, held by Grace 
Jones Stewart, for $5,000,000 in notes, payable on or before 
November 17,.1925, with interest at 4% per cent. The railroad 
of the Gulf Company extends from a connection with the Illinois 
Central at Jackson, Miss., in a southeasterly direction to Gulf- 
port, Miss., with a semi-circular branch line extending from a 
connection with the main line at Mendenhall, through Colum- 
bia and other towns, to a connection with the main line at 
Maxie, and another branch extending in a general easterly 
direction from Saratoga to Laurel. The total operated main 
and branch line mileage is approximately 307 miles. The re- 
port said the Commission’s tentative valuation of the property 
owned and used by the Gulf company for common carrier 
purposes, as of June 30, 1916, was $9,036,032. As of August 
31, 1924, the general balance sheet of the Gulf company showed 
investment in road and equipment of $15,621,215. 

The examiner said that over 51 per cent of the traffic for 
the year 1924 consisted of products of forests originating on 
its own lines. Other commodities handled in considerable vol- 
ume were gravel, acid phosphate and potash. Seven hundred 
carloads of vegetables originated on the Gulf company’s lines 
and moved to market in the central west. The examiner 
said the carrier originated more tonnage than it delivered. He 
said it appeared that the proposed acquisition of control would 
result in expedited service and establish close relations be- 
tween the Illinois Central and the Gulf company, and that the 
project appeared to have the united support of the business 
interests in the territory served and that the record indicated 
an almost unanimous opinion that the granting of the authority 
requested would materially aid in the development of the Gulf 
coast. 

The Fernwood, Columbia & Gulf Railroad Company, which 
intervened at the hearing, owns and operates a line known as 
the Columbia line, from Columbia, Miss., located on the semi- 
circular branch of the Gulf company, to a connection with the 
Illinois Central at Fernwood, a distance of approximately 44 
miles. The Fernwood company, the examiner said, had been 
able to pay its taxes and interest, but no dividends. It claimed 
that it was dependent upon the Illinois Central for solicitation 
of business and protection of routings, and upon its connec- 
tions, in large measure, for support and maintenance, although 
it served a territory which would be deprived of adequate rail- 
road facilities if its line should be abandoned. The Fernwood 
company said that if control of the Gulf company were ac- 
quired by the applicant, the Columbia line would form a con- 
nection between the two Illinois Central lines and that, unless 
it was taken over, or otherwise provided for in the proposed 
acquisition, it would be completely bottled up and would have 
to be abandoned within a short time. Discussing the question 


raised by the attitude of the Fernwood company, the examiner 
said: 


The applicants do not propose in this proceeding to acquire the 
physical properties of the Gulf company. Apparently the request of 
the Fernwood company that provision be made in the order requiring 
the applicants to take over its line can not be properly considered 
in this proceeding. The question whether the Illinois Central can 
be compelled to short-haul itself, or whether the use of all Illinois 
Central and Gulf company lines to the detriment of the Columbia 
line is permissible need not be considered in connection with this 
application. The Fernwood company has made no showing indicat- 
ing that shippers will not avail themselves of their right to route 
their traffic over the shorter routes. 


EXAMINERS RECOMMEND DENIAL 


Attorney-Examiner C. E. Boles and Engineer-Examiner E. 
Gray, in finance docket No. 4187 have recommended a finding 
that public convenience and necessity do not require and will 
not require the construction of a proposed extension of a line, by 
the Chicago, Rock Island & Pacific, from its terminus at Billings, 
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Okla., to Owens, Okla., or the construction of a new line from 
Owens to Ponca City. 

The report also covers finance docket No. 4271, by the same 
company, for a new line from Owens to Ponca City. The two 
lines would constitute a continuous line approximately 28.4 miles 
long, forming an extension of the Billings branch, the latter a 
line twenty-six miles long, connecting with the applicant’s main 
line at Enid. The examiners said the two projects were consid- 
ered as a single project at the hearing. They said the project 
was divided merely for application purposes, in the hope, they 
said, of the Rock Island obtaining, without opposition, a certifi- 
cate covering that part between Owens and Billings. They said 
there was no direct statement that the Rock Island would not 
build that part covered by the first application if denied au- 
thority to build the rest, but that the testimony seemed to indi- 
cate that it would probably not do so. 

They said there was no town or village at Owens and none 
immediately on the route between the termini. Ponca City, they 
said, was an important oil refining center on the Santa Fe. The 
Oklahoma corporation commission held the hearing. The Santa 
Fe appeared in opposition, while the cities of Enid and Billings 
appeared in favor. Ponca City, Enid and Billings also petitioned 
for the grant of the certificate. Tonkawa filed an intervening 
petition in opposition to both applications but indicated it wanted 
the line built through it, if permitted. The Oklahoma commis- 
sion recommended grant of the certificates. 

The Santa Fe contended that the existing transportation 
facilities were adequate to serve Ponca City and the territory 
between Billings and Ponca City; that the proposed extension 
would create no new business but would merely divert traffic 
from it, thus depriving it of revenue it would otherwise receive, 
to the extent of preventing it from earning a fair return on its 
investment and perpetuating the evils which the transportation 
act was designed to end. 


The examiners said there was no contention that the exist- 
ing rail facilities were physically inadequate to serve Ponca City. 
The Santa Fe claimed that the proposed extension would put 
Enid into close competition with Ponca City at the expense of 
the latter and that it would have a disastrous effect on the busi- 
ness of Tonkawa, injure Blackwell and thus disrupt established 
trade centers. : 


“The main object of the new construction is to secure part 
of the traffic of Ponca City,” said the examiners. Continuing, 
they said: 


Most of the traffic which the applicant expects to handle over 
the new line would be diverted from the Santa Fe. Very little of it 
would be created by the proposed extension or would be hauled a 
materially shorter distance to a given destination than by existing 
lines. Most of it would be carried over longer distances to reach 
the same destinations, but without any compensating economies in 
actual cost of transportation, so far as is shown. Some would reach 
new destinations, displacing similar traffic from other sources with 
little difference to the consuming public. The local rail facilities at 
Ponca City are physically adequate and can be enlarged when neces- 
sary. There is no claim that the facilities of the Santa Fe are in- 
sufficient to handle over its lines the present or prospective traffic, 
and its service is admitted to be good. The needs of a city of 15,000 
people for competitive service may deserve serious consideration; 
but to give primary weight to that is not consistent with the present 
policy with respect to railroad consolidation or with the general 
purpose of the law under which authority to construct the proposed 
extension is sought. The main reasons urged in favor of the project 
would lead to an almost unlimited multiplication of rail lines. The 
necessity for constructing that part of the proposed extension from 
Billings to Owens is not shown. It does not appear that the Alcorn 
oil field, which this part of the extension is intended primarily to 
oes, has been developed far enough to warrant the proposed con- 
struction. 

Upon the facts of record the commission should find that the 
public convenience and .necessity do not require and will not require 
the construction of the proposed extension of the applicant’s line of 
railroad from its present terminus at Billings, Noble county, to 
Owens, Kay county, Okla., or the construction of the new line of 
railroad from Owens to Ponca City, Kay County, Okla., as described 
herein and in the applications. An order should be entered denying 
the application. 


CAMBRIA & INDIANA CASE 


The Trafic World Washington Bureau 


Replying to the petition of the Pennsylvania Railroad Com- 
pany for rehearing in the finance case in which the Commission 
authorized the Cambria & Indiana Railroad Company to extend 
its line in Cambria county, Pennsylvania, to serve a new bitu- 
minous coal mine, the Cambria & Indiana said that the rehear- 
ing was requested solely on the grounds that the bituminous 
coal industry was over-developed, and that therefor there could 
be no showing of public necessity. This issue was before the 
Commission in the original hearing, it added. Continuing, the 
Cambria & Indiana said: 

' 


The protestant’s position having been so stated and defined, the 
Commission, upon a consideration of its own powers and jurisdiction, 
and upon its own declaration of its limitations, is without authority 
to correct it. So recently as December 23, 1924, in its report in the 
proceeding ‘In Re Rules Governing Ratings of Coal Mines, Other 
than Anthracite, and Distribution of Cars to Such Mines,”’ No. 13896, 
reported in 95 I. C. C. at page —, the Commission said: 

“The advocates of the commercial factor basis have said that 
the bituminous coal industry during its period of growth has been 
guilty of numerous economic offenses, and that we are the only 
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agency that can reform it, and that upon us is the responsibility 
to reform the industry. 

“But we have been given no regulatory jurisdiction with respect 
to the coal industry, and owe no duty to it other than to enforce, 
as to carriers within our jurisdiction, the provisions of the inter- 
state commerce act, which requires adequate service, and prohibit 
unjust discrimination and undue preference as between shippers. 
Whether the coal industry may need reform was not in issue before 
us; the record is silent upon the question and it is not within our 
province to comment upon or determine it in this proceeding. Many 
considerations urged upon us with great vigor, properly should be 
addressed to Congress, if at all.” 

It is thus seen that, sufficient otherwise appearing in the record 
supporting the Division’s conclusion, and saving any merit which 
may be found in the second reason, the protestant has not averred 
anything entitling it to a rehearing, because, if such rehearing be 
granted, the only matter to be presented which is expected to pro- 
duce a contrary result, is one heretofore fully presented, and over 
which the Commission has refused to assume jurisdiction. 


The second reason referred to was with reference to the 
location of the coal to large consuming markets. The Cam- 
bria & Indiana denied that mines already developed which were 
producing the quality of coal in question were working irregu- 
larly and that the output therefrom could be largely increased 
if the increased volume of coal could be disposed of. 





RATES ON GRAIN 


Rates on grain from C. F. A. points to the destinations of 
Aurora, Garretsville and Mantua, O., are attacked in I. and S. 
2353 heard before Examiner Disque at Chicago, March 20. 

C. C. Plummer, for the Pennsylvania, explained that the 
destination points in Ohio, on the line of the Pennsylvania, were 
arranged in groups and that the three points involved had been 
changed from the Cleveland to the Youngstown group by the 
publication of Pennsylvania Supplement 4 to I. C. C. F 1803, 
now under suspension. He explained the reason for the change 
by saying that, some time ago, Newton Falls, Ohio, had asked 
to be changed from the Cleveland to the Youngstown group— 
that is, the Newton Steel Company had asked to have the 
change made. When the carrier made the change, it was 
found that there existed a fourth section violation with respect 
to Levitsburg. That point was then changed to the Youngs- 
town group and then it was noticed that violations were in 
effect with respect to the three points involved in the present 
proceeding. He said that by placing Aurora, Garretsville and 
Mantua in the Youngstown group, he considered an equitable 
adjustment had been made. 

S. H. Benson, for the Chicago Board of Trade, entered tes- 
timony to the effect that rates from Chicago to the points of 
destination involved were sufficiently compensatory without 
changing the grouping—that, in fact, they were too high. He 
said the protest on the part of the Board of Trade was partly 
based on the fact that the increases were not published from 
competing markets such as Milwaukee, St. Louis, Decatur, 
Peoria, and Mississippi River crossings. 

He introduced a number of exhibits of rates and rate com- 
parisons, tending to show that the rates to the groups involved 
were high compared with western rates. It was his opinion 
that the western carriers, being the originating lines, ought to 
get more for their haul of the grain than they do. 


SAND AND GRAVEL RATES 


» A continuation of the joint hearing of the I. C. C. and the 
Illinois commission, begun at Indianapolis, with regard to in- 
creases in the rates on sand, gravel and crushed stone, moving 
between points in Indiana and Illinois, published in tariffs under 
suspension in I. and S. 2306 and 2307, started March 26, before 
representatives of the Indiana and Illinois commissions and 
Examiner Disque at Chicago. 

C. C. Plummer, special agent for the Pennsylvania, com- 
pleted testimony begun at Indianapolis, saying that rates had 
been published that were increases from Kenneth, Ind., to 
Gilman, IIl., and, as a part of a general revision, it was neces- 
sary, by reason of the fourth section, to publish the increases 
beyond Gilman. He said a clerical error in the tariff made 
the rate higher than it should be and said the carriers were 
prepared to adjust the rate to a proper basis or to let the rate 
now in effect remain as it was. 

J. J. Clark, assistant general freight agent, C. & E. I., W. J. 
Keller, assistant general freight agent, New York Central, and 
F. H. Law, assistant general freight agent, Illinois. Central, 
entered testimony relating to the published advances so far as 
they concerned the roads represented. They entered exhibits 
tending to show by comparison, either with rates in the imme- 
diate vicinity or on the same commodity elsewhere, that the 
increases were just and reasonable. 


RAILROADS AND RATE INVESTIGATION 


Railroad counsel and traffic officials were to meet in Wash- 
ington March 27 to formulate the course the railroads will take 
with respect to the general rate structure investigation. The 
position of the railroads with respect to the intent of the reso- 
lution and the method of procedure under it may be determined 
and later submitted to the Commission. 
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WESTERN TRUNK LINE RATES 


An agreement has been reached by all parties in the matter 
of Western Trunk Line Class rates. 

The steering committee of shippers of the middle west at 
the general shippers’ meeting, at the La Salle Hotel, Chicago, 
March 25, presented a unanimous report consisting of the his- 
tory of the committee’s efforts to get together with the roads, 
since its appointment, January 9, and the recommendations 
with regard to a.temporary adjustment from Indiana to the 
Twin Cities and to the Missouri River, made by W. V. Hardie, 
director of traffic of the Commission. Mr. Hardie’s report, with 
certain modifications, had the unanimous support of the steer- 
ing committee. It was agreed by the carriers and shippers, 
when they asked Mr. Hardie to sit in their conferences as a 
friendly arbitrator, to abide, as far as possible, by any recom- 
mendations he would make, not as a representative of the Com- 
mission, but ag a friend of both parties. 

Mr. Hardie’s recommendations contemplated a prompt dis- 
position of the formal cases on file with the Commission, in- 
cluding the Indiana cases and I. and S. 2319, and immediate 
action, by co-operation between the carriers and shippers, 
toward a consistent revision of rates for permanent application 
within Western Trunk Line territory and between Western 
Trunk Line territory and adjacent territories. His recommenda- 
tions, in detail, were as follows: 


Twin Cities Adjustment 
(a) Between Chicago and Twin Cities, 98 cents first class (pres- 
ent Chicago group to be substantially maintained). 
(b) Class per cents to be: 
1 2 3 4 5 A B Cc D E 


100 8 70 50 35 40 325 28 22.5 20 
which are the Illinois X per cents on all classes except third, where 
70 per cent has been used instead of 67 per cent. (These per cents 
are hereinafter termed compromise per cents.) 

(c) First class rates from Indiana to the Twin Cities to be based 
over the 98-cent rate from Chicago in accordance with the differentials 
in the Commission’s decision, other classes to be made on the com- 
promise per cents. 

(d) Springfield, St. Louis, Centralia, Cairo, and other Illinois 
groups to be based on first class with relation to Indiana and Chicago 
in accordance with the Commission’s decision, other classes to be con- 
structed on the compromise per cents, 

(e) Present class rates and commodity rates on dairy products, 
Cc. L., to be maintained eastbound Twin Cities and Duluth to Chicago 
and other gateways taking Chicago rate, applicable as proportional 
rates to points east of the Illinois-Indiana State Line to which there 
are no joint through rates on such traffic. 

(f) No changes to be made in the present commodity rates be- 
tween Chicago and Twin Cities, and on commodities named in the 
Commission’s report adjustment to be made to and from Illinois and 
from Indiana in accordance with that report. 

(g) Present class rates northbound and southbound to and from 
Cairo, and class rates northbound from Ohio River Crossings in 
Indiana to the Twin Cities:(where lower than the new local rates as 
per (c) or (ad) ) to be retained as proportional rates on traffic to or 
from points south of the Ohio River from and to which no joint 
through rates are in effect. 


ll. Missouri River Adjustment. 
OMAHA—KANSAS CITY, INCLUSIVE. 

(a) To and from Mississippi River points (local) 92 cent scale, 

subject to oo ny per cents on other classes. 
_ (b) To and from Chicago first class to be made 28 cents over 

Mississippi River, other classes to be on the compromise per cents. 

(c) To and from Peoria first class to be based a differential of 14 
cents over the Mississippi River, other classes to be constructed on 
the compromise per cents, 

SIOUX CITY—SIOUX FALLS, INCLUSIVE. 


(d) To and from St. Louis and East St. Louis (local) and points 
taking St. Louis and East St. Louis rates in Territorial Directory, 
E. B. Boyd’s 1. C. C. A-797: Sioux City, first class $1.20 and Sioux 
Falls, _— class $1.25, other classes to be made using the compromise 
per cents. 

(e) To and from Chicago, Peoria and points which in Territorial 
Directory, E. B. Boyd’s I. C. C. A797, take Chicago rates: Sioux City, 
$120; and Sioux Falls, $1.25, and applying thereto for the other classes 
the compromise per cents. 

(f) To and from Upper Mississippi River Crossings, rates as per 
Exhibits “E’’ and “F’”’ attached. 

KANSAS CITY—SIOUX CITY, INCLUSIVE. 


(g) Westbound Indiana rates first class to be based over Chicago 
or St. Louis as fixed in the Commission’s report, other classes on 
compromise per cents. 

(h) No change on any class in proportional rates eastbound or 
westbound between Mississippi River and Missouri River. 

(i) Present commodity rates between Missouri River on the one 
hand and Mississippi River and Illinois groups on the other to be left 
undisturbed, rates on the commodities named in the Commission's 
— from Indiana to be made differentially in accordance with that 
report. 

(j) Present class rates to be retained as commodity rates on a 
restricted list of commodities to be submitted by Missouri River 
interests to carriers, it being understood that if no agreement is 
reached, both carriers and shippers agree to abide by Mr. Hardie’s 
arbitration as to the commodities upon which such adjustment should 


be made. 
lll. GENERAL, 


_ (a) Changes to be made in one factor through rates to or from 
points west of Missouri River or Twin Cities only as follows: 
1. To be reduced to not exceed lowest combinations; 
2. To be increased sufficiently to clear any rates established 
under I or II. 
(b) Changes to be made in rates from points in Ohio and Michigan 
to Twin Cities, and Missouri River, etc., only as follows: 
1. To be reduced to not exceed lowest combinations; 
2. To be increased only sufficiently to clear rates established 
under I, II or III (c); 
3. To be reduced to not exceed Indiana rates established 
under I, II or III (ec), except that when carriers feel that they 
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would prefer to go out of traffic rather than so reduce intermediate 

Michigan points, a list of such points and routes which it is 

desired to close should be submitted to interested shippers and 

to undersigned (Mr. Hardie) for comments before such action 
finally determined upon. 

(c) Rates to and from Duluth and points taking same rates to 
be readjusted as follows: 

ates to and from Chicago to be made present differential on 

first class (74% cents) over Twin Cities; to and from other Illinois 

groups same differential first class over Twin Cities to be used 

as on Chicago traffic; rates on other classes to be constructed 
on the compromise per cents, 

Rates from Indiana points on and east of a line through South 

Bend, Logansport, Kokomo, Tipton, Indianapolis, Columbus and 

Louisville to be the same as from the same points to the Twin 

Cities, while from points in Indiana west of said line rates are 

to be graded equitably as between the eastern Indiana rates, on 

the one hand, and the eastern Illinois rates, on the other. 

_ (ad) Rates to and from points in Iowa, Minnesota, Missouri and 
Wisconsin intermediate to Missouri River or Twin Cities to be changed 
only where necessary under Fourth Section. 

(e). No change to be made between Twin Cities and Omaha or 
} sane Missouri River points except as may be necessary under Fourth 

ection. 

(f) Nothing herein to be construed as authorizing any new Fourth 
Section departures or increase of existing departures. 

(g) Carriers and shippers agree to enter at once into negotiations 
leading to a permanent adjustment of the whole situation here 
covered together with points east and west of the territory here 
covered as may be necessary to bring about a comprehensive adjust- 
ment, particularly points in Nebraska, Kansas, the Dakotas, and 
Minnesota; bringing into such negotiations not only the shippers and 
receivers, but such shippers as may _ be interested in the broader 
readjustment, and further agree to advise the Cimmission not later 
than May 15th of the progress made, the likelihood of final agree- 
ment and apparent further time during which such negotiations should 
continue in hope of reaching agreement. 

(h) All parties agreeing to the adjustment do so solely as a com- 
promise not necessarily satisfactory to them, and reserving all rights 
to advocate any different adjustment in negotiations with carriers or 
shippers or subsequent proceedings before the Commission, and if the 
latter become necessary, everyone agrees not to attempt to use any- 
a agreed to here by anyone else to the prejudice of such party. 

i) As soon as possible after temporary adjustment here outlined 
has been published, carriers to revise Illinois groupings of such points 
as Springfield, and others similarly situated, on traffic to and from 
mae a River points somewhat as suggested by Springfield 
nterests. 

(j) Nothing herein is to be construed a8 interfering with the con- 
sideration of rate changes, whether initiated by shippers or carriers, 


in the customary way, after the terms of this memorandum have 
been carried out. 


The steering committee proposed two general modifications 
of Mr. Hardie’s recommendations and one specific modification 
with respect to the Twin Cities’ adjustment, as follows: 


General Modifications 


First: Revised rates must either apply between Indiana, Illinois 
(including Milwaukee, etc.) and Mississippi River groups, on the one 
hand, and Missouri River, Twin Cities and Duluth groups, on the 
other, or revision must be confined to rates from Indiana, Illinois 
(including Milwaukee, etc.) and Mississippi River groups to Missouri 
River, Twin Cities and Duluth groups. 

Second: Where origin or destination base points are referred to 
it will be understood that the rate revision shall apply to group points 
ordinarily and customarily taking the base point rate and points 
related thereto on an arbitrary or other accepted basis. 


Specific Modifications 
Il. Twin Cities Adjustment 


Correct to read as follows: 

“Present class rates to be maintained eastbound Twin Cities and 
Duluth rate groups to Chicago and other gateways taking Chicago 
rate and to St. Louis, applicable as proportional rates to points to 
which there are no joint through rates on such traffic.” 


The report was unanimously adopted by the more than three 
hundred shippers present. 

J. P. Haynes, chairman of the committee, informed the ship- 
pers what had been done in an endeavor to reach an agreement 
as to a temporary basis of rates since the appointment of the 
committee, Jan. 9. He said eight conferences had been held 
with the carriers’ representatives and that in the beginning, the 
carriers were firm for a rate, from Chicago to the Twin Cities, 
of $1.08 for first class, while the shippers’ representatives held 
out for the present rate or 91% cents. After some time, he said, 
the carriers came down to $1 and the shippers agreed to go to 
95 cents. Beyond that point, the two bodies were unable to 
get anywhere. It was then that Mr. Hardie was asked to sit 
in at the conferences and to make recommendations for the 
temporary basis. Mr. Hardie came and heard both sides, attend- 
ing a two day meeting, Feb. 26 and 27, and, after considering 
the facts, made the recommendations which Mr. Haynes pre- 
sented to the shippers meeting, March 25, and which are on a 
basis of 98 cents for first class, from Chicago to the Twin Cities. 

The recommendations of Mr. Hardie require that the ship- 
pers’ representatives and the carriers’ representatives, follow- 
ing the institution of the temporary basis, get together and work 
to establish a permanent basis for a readjustment of rates in 
western trunk line territory. 

The steering committee, by a unanimous vote of the meeting, 
was empowered to continue ag the permanent representative of 
the shippers and to add to it such members as it might see fit. 
The last provision was made so that when the question arises, 
in negotiations for a permanent readjustment, of how adjacent 
territofy such as Michigan, Indiana, Ohio, Nebraska, and the 
Dakotas would be effected, those states might be represented on 
the committee. The steering committee was also empowered 
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to appoint a financial committee to figure out a plan for financ- 
ing the work, through the assessment of industries in the com- 
munities affected. This was considered necessary, because the 
committee had already spent money out of its own pocket and 
since the arrival at an agreement on a permanent adjustment 
in Western Trunk Line Territory, it was believed, would take at 
least two years, and a heavy expense would be laid on ,the 
members of the committee which, it was pointed out, would be 
unfair for them to pay themselves. 


Hoch-Smith Investigation 


With regard to the Commission’s action on the Hoch-Smith 
resolution, the committee received authority to prepare and pre- 
sent to the Commission a statement of what was being done 
by Western Trunk Line shippers and a request that they have a 
reasonable amount of time to work out their problem in co- 
operation with the carriers before the Commission begins its 
investigation of the rate structure in this territory. 


Thanks for Traffic World 


It was unanimously voted, on motion of Murray N. Billings, 
that the secretary write a letter to the editor of The Traffic 
World expressing the shippers’ appreciation of the manner in 
which that publication had handled the matter of the western 
class rates’ adjustment, both editorially and in its news columns. 


Carriers Go Along 


Chairman E. B. Boyd, of the committee representing the 
railroads working in conference with the shippers, said the car- 
riers were following out their agreement to act according to 
the recommendations-of Mr. Hardie and were now at work pre- 
paring the tariffs. 


Mr. Haynes wrote the following letter to C. H. Markham, 
chairman, Western Association of Railway Presidents: 


With further reference to your ‘letter of January 20 in connec- 
tion with the proposed readjustment of class rates within Western 
Trunk Line territory: 

“Tt is gratifying to be able to advise you that the result thus 
far has been entirely satisfactory to the shippers and, we under- 
stand, the carriers as well. 

“At a meeting of approximately three hundred representatives of 
receivers, shippers and commercial organizations from throughout 
Western Trunk Line territory, held at the Hotel La Salle, March 25, 
unanimous approval was given to the recommendations of Mr. Hardie, 
with minor modifications, with respect to the temporary adjustment, 
which we believe will be readily acceptable to both Mr. Hardie and 
the Western carriers. 

“This general meeting, in keeping with Mr. Hardie’s recommen- 
dation, also organized a permanent shippers’ steerjng committee for 
the purpose of entering at once into negotiations ‘with the. carriers, 
looking to a permanent adjustment, and this steering committee 
awaits the further pleasure of the carriers. 

‘It is with pleasure that I am authorized, on behalf of the ship- 
pers’ steering committee and the general conference as well, to ex- 
press to you, and through you to the presidents of the Western 
Trunk Line carriers, their sincere appreciation of the spirit in which 
you have responded to their resolution of January 9. The results 
thus far clearly demonstrate the value of co-operative effort and 
point the way out of one of the most difficult situations ever con- 
fronting the carriers and shippers of the western territory. 


EASTERN CLASS RATES 


The Commission has issued the following notice in No. 
15879, the Eastern Class Rate Investigation: 


The following schedule, which may be deviated from as necessity 
requires, will be adhered to as closely as possible at the next hear- 
ings in the above-entitled proceeding, assigned for March 30, 1925, 
ten o’clock a. m., in the offices of the Interstate Commerce Com- 
mission, Washington, D. C., before Commissioner Eastman: 

1. Presentation of exhibits and statistical data previously re- 
quested and testimony supplementary to prior evidence, March 30. 

New York Harbor grouping and rates, March 30-31. 

38. Rates to and from Buffalo and Pittsburgh and contiguous 
territory, March 31-April 1. 

4. Statement concerning commodity rates, April 1. 

5. Rail-and-water rates, April 1. 

6. Testimony of Messrs. B. Campbell and G. H. Ingalls, April 2. 

7. Rates to and from points on the Maine Central, April 2. 

hy F same to and from the Delaware-Maryland-Virginia peninsula, 
Apr " 
r = © penterumeaes departures on the Western Maryland Railway, 

r ‘ 

“4 10. Rates to and from points on the Lexington and Big Sandy 
divisions of the Chesapeake & Ohio, April 2. 
. Cross-examination of Messrs. W. C. Maxwell, G. H. Ingalls, 
T. C. Powell, B. Campbell and R. N. Collyer, April 3. 

12. Cross-examination of Messrs. Eugene Morris and Samuel 
House, April 4. 

13. Cross-examination of Messrs. E. D. Tullis, E. P. Bates, O. 
S. Lewis and J. P. Dervin, April 6. 

14. Cross-examination of Messrs. H. C. Stauffer, G. F. Butler, 
A. P. Gilbert and W. S. Saunders, April 7. 

15. Cross-examination of Messrs. Donald Wilson, J. R. Mac- 
Ananny, G. M. Wood and F. P. Kinney, April 8. 

i , Cross-examination of Messrs. G. H. Eaton and Lucien Snow, 
pr 4 

17. Cross-examination of Messrs. A. F. Coon, J. B. Swenny, F. 

E. Williamson, W. F. Everding and J. E. Slater, April 10. 


RATE STRUCTURE INVESTIGATION 


The American Mining Congress has requested its affiliated 
state organizations and mining interests generally to prepare 
their cases for submission to the Commission in the rate struc- 
ture investigation. The congress has offered its services to the 
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mining industry as a whole with a view of presenting concrete 
proposals tothe Commission. The congress said it was estimated 
that the mining industry furnished 53 per cent of railroad ton- 
nage and that the industry was vitally affected by railroad rates 
which, it said, in some instances had been considered “exces- 
sively burdensome on raw mining products.” 


HOCH-SMITH PRAYER ANSWER 


The Trafic World Washington Bureay 


As an answer to the invocation under the Hoch-Smith 
resolution for more testimony in No. 15007, Pittsburgh Coal 
Producers’ Association vs. Ashland Coal & Iron et al., and 
related cases, commonly known as the lake cargo coal case, 
August G. Gutheim, in behalf of the complainant in the leading 
case, has filed with the Commission a discussion of the new 
legislation. The complaining association, in that document, 
makes the point that the Hoch-Smith resolution, by its history 
and context, shows that Congress, in declaring the true policy 
of rate making, directed the consideration of the relationship of 
rates as between industries and not as between shippers. The 
further point is made that the lake cargo coal case is one in 
which the relationship of rates, as between shippers is involved. 
It is pointed out that Congress omitted any reference to preju- 
dice as between shippers and that therefore the new legislation 
can not be invoked in a case of this kind. 

The Pittsburgh association, in that answer, suggests that, 
if the Commission is of the opinion that the Hoch-Smith resolu- 
tion could, and should, be applied to this case, then that the 
record in the case is replete with testimony concerning prices 


and the quantity of coal moving from the competing districts.’ 


The Pittsburgh operators suggest that in their testimony they 
told how their trade was stunted, while the operators in the 
more distant fields testified as to how the trade would be 
stunted if the rates were changed. 

A further suggestion in behalf of the Pittsburgh operators 
is that if the Commission deems further hearing to be necessary 
that it be held immediately so that the plan with regard to 
arguments therein can be carried out. The suggestions about 
further hearings, however, are based only on the contingency 
that the Commission is of the opinion that the petitioning more 
distant field operators are entitled to invoke the Hoch-Smith 
resolution, which the Pittsburgh operatofs think they are not 
entitled to do. 


ANOTHER HOCH-SMITH APPEAL 


The Northern West Virginia Coal Operators’ Association, 
complainant in No. 15423, one of the lake cargo coal complain- 
ants, has petitioned for a reopening of the lake cargo coal case, 
with a view to the introduction of testimony made material 
and relevant, according to the declaration of the petition, under 
the conditions enumerated in the Commission’s recent order 
instituting formal docket No. 17000, its Hoch-Smith resolution 
proceeding. 

The petition says there was considerable evidence offered 
by this complainant in the course of the hearing in this case 
which was excluded by the presiding examiner. The petition 
further says that that evidence would now be competent, ma- 
terial and relevant under No. 17000. A further declaration is 
that there is also much other evidence not offered by the com- 
plainant in view of the exclusion to which reference has been 
made and which, complainant believes, must be considered by 
the Commission if it is to adhere to the “true policy in rate 
making” which has been formulated for it by Congress. Con- 
tinuing, the petition says this complainant proposes, in the 


event that further hearing is granted, to show the Commission 
as follows: 


(1) The true conditions which prevail in the coal industry to-day. 

(2) The general and comparative market values of.the various 
classes and kinds of coal over a reasonable period of years. 

(3) That the natural and proper development of the country, as 
a whole, is dependent upon the free and unrestricted movement of 
lake cargo coal to the northwest. 

(4) That the revenues derived from this movement, in the case 
of the carriers —— northern West Virginia, are necessary for the 
— of an adequate system of transportation in that terri- 
ory. 

(5). That the policy followed by the Commission in past years, of 
approving or instituting great groups of origin points of shipment of 
necessaries of life, is particularly applicable to this lake cargo coal 
traffic, and that there is no requirement of law, either statutory or 
constitutional, to prevent the Commission from applying this principle, 
since it will inure to the great benefit of the coalless regions of the 
northwest, which require absolute freedom of flow in this commerce 
because of the immense tonnage which must be transported within 
a restricted period of open navigation. 


AGAINST POLITICAL RATE MAKING 


Joseph F. Abbott, commerce counsel, the American Sugar 
Refining Company, speaking at the annual meeting of the 
Shippers’ Conference of Greater New York, March 17, on 
“Political Rate Making,” said that if government ownership 
were to be avoided, it was necessary to make private owner- 
ship and regulation by impartial quasi-judicial tribunals such 
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as the Commission, a success. He said that might be done by 
permitting the Commission to decide matters coming before 
it solely on the facts and the law and without regard to polit- 
ical expediency or pressure from Congress. 

He contrasted the Commission and Congress with respect 
to the training and fitness of each body to handle transporta- 
tion matters and pointed to the conclusion that Congress is 
untrained technically and has not the technical staff to study 
and analyze railroad and shipping problems. But, in spite of 
these facts, he said, there were certain members of Congress 
who seized every chance to substitute their judgment for that 
of the Commission. 

He called attention to several bills that were, he said, 
the result of attempts at political rate making. First he spoke 
of the Hoch-Smith resolution, and quoted the report of the 
President’s Agricultutral Conference, which said that the Com- 
mission had, as its duty, the advocacy of the shipper’s point 
of view. He said that, if that were true, the Commission, of 
course, could not render an impartial judgment, and more- 
over, if that body were the advocate, the Conference should 
have pointed out the proper body before which the Cemmission 
should argue the shipper’s case. 

He said the bill and the principles underlying it were 
directly in conflict with the spirit and wording of the transpor- 
tation act, which was based on the principle that all rates 
must be reasonable and non-discriminatory and that each 
class of traffic should contribute its share to the operating 
revenues. He said that if rates were reduced for one class of 
commodities, they should be for another, and he questioned the 
liklihood of any reductions on coal or on textiles getting the 
favorable support of Congress. 

He spoke of the bill to abolish the Pullman surcharge and 
of the Butler bill to abolish port differentials and said that, de- 
spite decisions of the Commission supporting the surcharge and 
the port differentials, Congress has attempted to substitute its 
judgment for that of the Commision. 

The Shippers’ Conference elected the following officers for 
1925: Chairman, J. A. C. Jansen, T. M. A. Klipstein & Co., New 
York; Vice Chairman, H. M. Freer, T. M., Fleischmann Co., 
and Secretary-Treasurer, P. W. Moore, T. M., Queensboro 
Chamber of Commerce, Brooklyn. ; 


STATE COMMISSIONERS MEET 
The Traffic World Washington Bureau 


Members of the executive committee and of the committee 
on cooperation between state and federal commissions, of the 
National Association of Railroad and Utilities Commissioners, 
met in Washington, March 25, in the offices of John E. Benton, 
general solicitor of the association, to consider procedure in 
the rate structure investigation under the Hoch-Smith rate 
revision resolution and also the situation resulting from the 
Supreme Court’s decisions holding invalid statutes in Mary- 
land and Washington under which the states sought to regulate 
interstate motor vehicle common carriers. 

President Ainey was authorized to appoint a committee 
to cooperate with the Commission in the rate structure inves- 
tigation, and also a special committee of three lawyers to deal 
with the motor truck regulation problem. It was voted to 
request the legislative committee of the association to present 
to Congress the situation with reference to regulation of inter- 
state motor vehicle common carriers. 

Members of the association at the meeting said a chaotic 
situation had resulted from the decisions of the Supreme Court 
in the motor truck cases and that the situation was particularly 
bad in the eastern states where there were many such common 
carriers now not subject to any regulation. It was the view 
of the commissioners that some regulation was necessary 
and that there must be either a federal bureau created to deal 
with the question or there must be power invested in the state 
commissions by Congress to deal with the matter. Congress 
will be asked by the state commissioners to pursue the latter 
course and give the state commissions authority to regulate 
interstate motor vehicle common carriers. 

Chairman Aitchison, of the Commission, attended the meet- 
ing, as well as Commissioner Eastman, a member of the 
executive committee of the national association. Chairman 
Aitchison submitted the invitation of the Commission to the 
commissioners to cooperate in the rate structure investigation. 
There was some discussion of the question of federal inter- 
ference with state rates but it was concluded, it was under- 
stood, that such matters would be taken up as they arose in 
the course of the investigation by the committee representing 
the state commissions. 

President Ainey appointed the following committee, which 
was suggested by the conference, to cooperate with the Com- 
mission in the rate structure investigation: W. D. E. Ainey, 
of Pennsylvania; Henry G. Wells, of Massachusetts; Sherman 
T. Handy, of Michigan; A. G. Patterson, of Alababma; R. Hud- 
son Burr, of Florida; Frank W. Shealy, of South Carolina; H. G. 
Taylor, of Nebraska; Lewis G. Gettle, of Wisconsin; Frank W. 
Matson, of Minnesota; Frank Milhollan, of North Dakota; 
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Paul A. Walker, of Oklahoma; Dwight N. Lewis, of Iowa; Clar- 
ence E. Gilmore, of Texas; Amos A. Betts, of Arizona, and Har- 
ley W. Brundige, of California. 

It was recommended that a sub-committee be selected from 
the above committee to keep in close touch with the rate struc- 
ture investigation. This sub-committee will be composed of 
President Ainey and Commissioners Taylor and Shealy. 


RAIL-AND-OCEAN CHARGES CASE 


The Supreme Court of the United States, March 23, denied 
a petition for a writ of certiorari in No. 928, William Stevens, 
petitioner, vs. Atchison, Topeka & Santa Fe, addressed to the 
Supreme Court of New York. 
The petitioner sought a review of the judgment of the 
New York court in favor of the railroad for the sum of $2,698.85. 
It said the issue involved in the case was the validity of a 
clause in the through export bills of lading issued in May, 1914, 
by an interstate railway company for the through carriage of 
goods from Texas to Kobe, Japan, via San Francisco. The 
clause in question, which provided that freight, both rail and 
ocean, should be payable only on delivery of the goods in Japan, 
according to the petitioner, was held void, as violating certain 
provisions of the interstate commerce act: Continuing, the 
petitioner said: 


Ww 

_ The case was tried on an agreed statement, the essential facts 
being as follows: In May, 1916, the Japan Cotton Trading Company, 
petitioner’s assignor, shipped from various points in Texas, 500 bales 
of cotton, consigned to Kobe, Japan, via San Francisco. The cotton 
was delivered to the Gulf, Colorado and Santa Fe Railway Company, 
which issued through export bills of lading, in the standard form, 
covering the cotton from points in Texas to Kobe, Japan, at a 
specified through freight rate of $1.85 per 100 pounds. The bill of 
lading named the S. S. ‘“Shinyo Maru II” as the ocean carrier. The 
initial rail carrier signed the bills of lading for itself and ‘‘on behalf 
of carriers severally but not jointly.’’ The bills of lading contained, 
among others, the following provision (the point of origin being differ- 
ent in the various bills of lading): ’ 

“To be carried to the Port (A) of San Francisco, Cal., and 
thence by S. S. Shinyo Maru II to the Port (B) Kobe, Japan (or 
so near thereto as ship may safely get, with liberty to call at 
any usual port of call), and to be there delivered as above con- 
signed or to another carrier on the route to destination if con- 
signed beyond said port (B), upon payment immediately on 
discharge of the property of the freight thereon at the rate from 
Brady, Texas, to Kobe, Japan, of One Hundred Eighty-five 
cents, United States gold currency, per one hundred pounds 
gross weight and advanced charges.”’ 

The cotton was duly transported over the lines of the Gulf, Colo- 
rado & Santa Fe Railway Company, the Panhandle and Santa Fe 
Railway Company,..and the Atchison, Topeka & Santa Fe Railway 
Company (respondent herein) to San Francisco, where the cars con- 
taining the cotton were placed by the respondent on the wharf at 
which the S. S. “Shinyo Maru II’ loaded cargo. While still on the 
cars, the cotton was damaged and partly destroyed by fire of unknown 
origin. Four hundred and eighty of the bales were thereafter tendered 
by the respondent, in their damaged condition, to the Steamship 
Company, which refused to accept them, on the ground that they 
were liable to spontaneous combustion. The respondent thereupon 
tendered the 488 bales to the owner, and demanded payment of freight 
for the inland portion of the transportation. The owners refused to 
accept the cotton, and demanded that it either be transported to 
ultimate destination, or that it be delivered to them at. San Francisco, 
without the payment of any freight charges. As the damaged cotton 
was subject to deterioration, it was sold by consent and without 
prejudice, and the proceeds, less the amount claimed by respondent 
as inland freight, were turned over to the shipper. The present suit 
was brought to determine the ownership of the balance of the pro- 
ceeds ($2,460), which was retained to cover the alleged freight charges 
for transportation from Texas to San Francisco. It was stipulated 
that this balance (now held by an escrow agent) should be turned 
over to the petitioner (the shipper’s assignee) or the respondent, 
according to final judgment herein. 

In the agreed statement of facts it was stipulated that, on page 
166 of the Continental Freight Bureau Westbound Tariff No. 1-O, a 
rate of ninety-five cents per one hundred pounds was named for the 
transportation of baled cotton, in carload lots, from the various Texas 
towns in which the shipments originated, to San Francisco. This is 
the rate which was specified in the bills of lading here involved, as 
the inland portion of the through export rate. 

It was further stipulated that the only published tariff provisions 
(other than that mentioned above), relative to the rate of freight 
charges applicable to either domestic or export shipments of baled 
cotton moving from the Texas points in question to San Francisco, 
were as follows: 

“Except as otherwise provided in Trans-Continental Freight 
Bureau Tariff No. 22-E (I. C. C| No. 1007 of R. H. Countiss, 
Agent), supplements thereto or re-issues thereof, or Trans- 
Continental Freight Bureau Tariff No. 20-E (I. C. C. No. 1008 
d R. Countiss, Agent), supplements thereto and re-issues 

ereof. 

““(A) In the absence of export rates to San Francisco, Cali- 
fornia, shipments destined to and consigned through to points 
in Asia, Philippine Islands, Australia, New Zealand, Fiji Islands, 
or beyond, will take to San Francisco, California, the rates 
named herein to San Francisco, California. 

“(B) Rates as authorized in paragraph (A) will apply to 
shipside at the wharves at San Francisco, California, served by 
the tracks of the terminal rail carriers, parties hereto, as well 
as to the stations of said terminal rail carriers at San Francisco, 
California.”’ 

* * * ~ *” * 

“Any shipment which, in the judgment of the forwarding 
railroad agent, would not, at forced sale, bring the amount of 
bene — charges at destination, must be prepaid or guar- 
anteed.”’ 

The petitioner contended that the through export bills of lading 
constituted contracts for through transportation from the points of 
origin in Texas, to the point of ultimate destination in Japan, under 
which (by the express terms of the bills of lading) no freight was 
payable except on delivery of the cotton at ultimate destination in 
Japan; that as the cotton was not delivered at destination, and as it 
was not voluntarily accepted short of destination, freight pro rata 
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penne Sg on account of the rail transit, is not payable to the rail 
carriers. 

The respondent, while admitting the general rule that freight pro 
rata itineries is not due in the absence of a voluntary acceptance of 
the goods short of destination, contended that to apply this rule 
to a shipment to a non-adjacent foreign country, under through ex- 
port bills of lading, would involve a violation of Section 6 of the Act 
to Regulate Commerce, and Section 1 of the Elkins Act, as amended. 
The respondent accordingly contended that the bill of lading provision, 
making delivery abroad a condition precedent to liability for any 
freight, is void, and that the rail carriers were entitled to full inland 
freight, although the goods were neither forwarded to destination 
abroad, nor voluntarily accepted by the owner, short of destination. 

The Appellate Division sustained the respondent’s contention, and 
in a lengthy opinion held that the bill of lading provisions making de- 
livery abroad a condition precedent to the payment of any freight, 
were void, on the ground that ‘‘no through rate was published or filed 
from said inland points’’ (in Texas) ‘‘to Kobe, Japan,’’ and on the 
ground that no through rate ‘“‘was published which was to be payable, 
as one entire and indivisible amount, only on delivery at Kobe. There- 
fore the initial carrier could not make any such through rate without 
violating the Interstate Commerce Law” (fol. 125). 

On appeal by permission, the judgment of the Appellate Division 
was affirmed, without opinion, by the Court of Appeals, which is the 
Court of last resort in the State of New York. A remittitur was filed 
in the office of the Clerk of the Appellate Division of the Supreme 
Court for the First Department, and on the 9th day of December, 
1924, the said judgment of the Court of Appeals was made the judg- 
ment of the Appellate Division of the Supreme Court. The said order 
of the Appellate Division was duly filed in the office of the Clerk of 
the Supreme Court for New York County, and in accordance with said 
order judgment was entered in the Supreme Court of New York 
a ot in favor of the defendant for the sum of $2,698.85 (fols. 151 
et seq.). 

Your petitioner respectfully submits that the present case is one 
in which it is proper for this Court to issue a writ of certiorari, for 
the following reasons, among others: 

First: Because an important and novel question of interstate and 
foreign commerce is involved. 

Second: Because the questions of law herein have not been 
passed — by this Court. 

Third: Because the Appellate Division and the New York Court 
of Appeals erred fundamentally in holding that a provision in a 
through export bill of lading, which provided for payment of freight 
(both rail and ocean) only on delivery of the goods abroad, was void, 
in that the filed and tp ey tariffs respecting the inland portion of 
the through rate, did not, in terms, provide that the inland portion 
of the through rate should be payable only on delivery of the goods 
at foreign destination. 

fourth: Because the New York Appellate Division and the Court 
of Appeals have laid down a rule in regard to the filing and publica- 
tion of export freight rates, which is at variance with the established 
rule in regard to the filing and publication of domestic interstate 
rates. A domestic interstate rail rate, as filed and published, never 
in terms provides that the freight shall be payable only on the delivery 
of the goods at domestic destination. A filed and published domestic 
interstate rate is subject to the condition (implied by law) that de- 
livery at domestic destination is a condition precedent to the payment 
of any freight. A filed and published export rate should be subject 
to the similar condition (implied by law) that delivery at foreign 
destination is a condition precedent to the payment of —_ freight. 
If specification of the condition is not necessary in the published do- 
mestic rate in order to validate a bill of lading provision setting it 
forth (and it is Admitted that it is not), then specification of the con- 
dition should not be necessary in a published export rate. 

Fifth: Because the decision of the New York Appellate Division 
and the Court of Appeals may operate to invalidate the provision 
now inserted in the uniform export bill of lading, prescribed by the 
Interstate Commerce Commission, to the effect that both raii and 
ocean freight are payable only on delivery at destination abroad. 


INTEREST ON REPARATION 


The Trafic World Washington Bureau 

Attorneys for the Louisville & Nashville, in No. 249, Louis- 
ville & Nashville vs. Sloss Sheffield Steel & Iron Co., to be 
argued in the Supreme Court soon after the middle of next 
month, have adopted, almost without change, the position of the: 
Railroad Administration in respect of interest on awards of 
reparation made by the Commission. Generally stated, that. 
position is that interest cannot be allowed for any period prior 
to the award of reparation because, in its essence, interest is a 
penalty to be paid for failure to pay the principal, when due, 
on a liquidated claim, that is, one in which the amount due 
has been ascertained. The question as to interest is under con- 
sideration by Judge Cliffe of the federal court in Chicago. He 
has had the matter under consideration for months. 

The case is a suit by the iron and steel company for the 
recovery, from the railroad company, of something more than 
$103,000 on account of the unreasonable rates exacted by the 
railroads on shipments of pig iron from the Birmingham district 
to points in Central Freight Association territory, between 
1910 and 1916, final order in which was made by the Commission 
in 1921. The iron company won in the trial court, obtaining judg- 
ment for about $78,000 with interest. The circuit court of 
appeals modified the judgment of the lower court on a finding 
that the trial court, improperly, had excluded from the judg- 
ment reparation on shipments in 1912 and 1913, amounting to 
about $25,000. The circuit court allowed interest upon the inter- 
est included in the original award. The case was brought up by 
writ of error and petition of certiorari. The big interest on 
the part of the Louisville & Nashville, it is believed, the 
opinion being founded upon the amount of attention given to 
the injustice of an award running only against the initial car- 
riers, lies in a judgment by the court that will reduce the prin- 
cipal amount to be paid, if any payment is to be made. The 
question of interest is reserved for discussion just before the 
summing up. The Louisville & Nashville lawyers, in support 
of their proposition pertaining to interest said it was clear that 
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at common law the right to interest rested on the delay or 
default of the debtor in paying the principal sum. They con- 
tended that the Supreme Court of the United States so held in 
construing a provision of section 177 of the Judicial Code say- 
ing that no interest should be allowed on any claim (against 
the government) up to the time of the rendition of judgment 
thereon in the Court of Claims unless upon a contract ex- 
pressly stipulating for the payment of interest. They said that 
while that section was construed in connection with suits in 
the Court of Claims, the Supreme Court, in again passing 
upon the section in United States vs. North American Trading 
Co., 2538 U. S., held that it was founded upon the common 
law rule that interest rested on the delay or default in the 
payment of the principal. In regard to claims against the 
government the Louisville & Nashville lawyers said the court 
also held that delay could not be attributed to the sovereign. 
They contended that while the cases quoted in connection with 
the North American Trading Co. case pertained to claims against 
the government, the court expressly recognized that, even without 
any reference to the question of governmental immunity, there 
was at common law no liability for interest, in the absence of 
delay or default. 

“It was on this ground originally that courts denied interest 
on all unliquidated claims for damages, that is, until the claim 
was liquidated there was no obligation to pay the principal 
sum, and, therefore, the debtor could not be charged with delay 
or default in payment,” said the railroad attorneys quoting 
Bouvier’s Law Dictionary on Unliquidated Damages,” Stephens 
vs. Phoenix Bridge Company, 139 Federal, 248. 

This rule, they added, had been gradually so far modified that 
interest was now allowed by cany courts on unliquidated claims, 
from the time the parties might have liquidated them by mere 
computation based on some generally recognized standard, such 
as market values, quoting Mott vs. Whybrow, 263 Federal, 366. 
The most liberal authority, in that respect, they suggested, was 
shown in Sullivan vs. McMillan, in the supreme court of Florida, 
19 Southern Reporter 340 in which the court said the trend of 
modern authorities was to disregard the dinstinction between 
liquidated and unliquidated claims for damages, and to make 
the right to interest as to both classes of claims date from the 
time it became “the legal duty of the defendant to pay.” 

After discussing the Florida cases at considerable length, 
the Louisville & Nashville lawyers said it was clear that even 
the most liberal authorities did not go so far as to allow interest 
where not only there was no obligation to pay, but where 
payment was forbidden by law. 

“This igs the case with reparation claims, prior to an order 
of the Commission directing payment and definitely fixing the 
amount awarded as reparation,” says the railroad company’s 
brief. “Before such an award, these claims are not only claims 
for unliquidated damages, which are not susceptible of com- 
putation, which cannot be liquidated except by the Commission, 
and ag to which there is no legal duty to pay; but they are 
claims, the payment of which is expressly forbidden by statute, 
and the payment whereof can only be made by criminal viola- 
tion of law.” 


COURT FOLLOWS STATUTE 


The Commission has been advised that Judge Ross, at Los 
Angeles, in equity cause H-44-T, Los Angeles & Salt Lake Rail- 
road Co. vs. United States, defendant, Interstate Commerce 
Commission and Western Union Telegraph Company, inter- 
vening defendants, involving the validity of the Commission’s 
final valuation of the railroad company’s property, has over- 
ruled the objections to the jurisdiction of the court and the 
demurrer and ordered transmittal, to the Commission, of the 
testimony taken by it tending to show that the property of the 
railroad company had a greater value than that named by the 
Commission. 

In doing that the court said it wags following the language 
of the statute saying that when a final valuation was attacked 
the court should transmit to the Commission testimony offered 
to it that had not been submitted to the Commission, to the 
end that the Commission might pass upon the testimony. The 
judge said that the intent of Congress that that should be 
done could not have been more plainly indicated. 


The court also called attention to the fact that the statute 
provided for a court holding open the case and staying pro- 
ceedings while the Commission was considering the additional 
evidence; also that the statute said that if the Commission 
refused or failed to modify its order that then the court should 
render its judgment upon the order of the Commission. 

Transmission of the new evidence to the Commission 
means that additional proceedings must be had in that case, 
although the Commission, before the railroad company went 
to court made its order final upon the testimony before it. 
The railroad company claims property valued at about $70,000,- 
000. The Commission’s final value, as of a day in 1914, was 
less than $50,000,000. 

The Commission did not deny the jurisdiction of the court 
but answered the railroad’s bill on the merits of the case. 


Mar¢ 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Recovery for Lost Goods Limited to Value Declared: 

(Supreme Court, Appellate Term, First Department.) Car- 
rier’s right to have partial loss prorated in accordance with con- 
tract limiting its liability on basis of declared value of property 
is not affected by second Cummins amendment (U. S. Comp. 
st. Ann. Supp. 1923, sec. 8563 et seq.), and recovery was there- 
fore limited to value of lost goods as declared, where there was 
stated ratio of recovery for partial loss or damages.—H. R. Mal- 
lison & Co. vs. Barrett, 207 N. Y. S. 793. 

Full Value of Lost Property Recoverable, Where Value Was 

Stated in Lump Sum: 

(Supreme Court, Appellate Term, First Department.) 
Though carrier’s right to have partial loss prorated in accord- 
ance with terms of contract with shipper limiting its liability 
on basis of declared value of property is not affected by second 
Cummins amendment (U. S. Comp. St. Ann. Supp. 1923, sec. 
8563 et seq.), full value of lost property could be recovered, 
where there was no gtated ratio of recovery, but value was 
stated in lump sum.—H, R. Mallison & Co. vs. Barrett, 207 
N. Y. S. 794. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Transportation Act 1920 Does Not of Itself Release Consignor 
from Liability when Carrier Delivers Freight to Consignee 
Without Payment, or Make Consignor’s Liability Secondary 
to That of Consignee: 

(Supreme Court of Minnesota.) Transportation act 1920, 
prohibiting the delivery of freight at the point of destination 
without the payment of tariff charges, except under such rules 
and regulations as the Interstate Commerce Commission may 
prescribe, does not of itself operate to release the consignor 
from liability when the carrier delivers freight to the consignee 
without payment, or make the consignor’s liability secondary to 
that of the consignee.—Chicago Junction Ry. Co. vs. Duluth Log 
Co., 202 N. W. Rep. 24. 

Generally Consignor Making Contract with Carrier Is Primarily 
Liable for Tariff Charges; that Carrier Delivered Inter- 
state Freight Shipment Without Collecting Tariff Charges 
from Consignee Held Not to Release Consignor from Pri- 
mary Liability for Payment of Charges: 

The general rule is that the consignor, who makes the con- 
tract with the carrier, is primarily liable for tariff charges. The 
question is one of contract to be determined from the facts of 
the case. An interstate shipment was made, with a milling in 
transit privilege, the consignor making the contract with the 
carrier, retaining control, and changing the consignee in the 
course of the transportation. Delivery, as permitted by the 
rule of the Commission, was made by the carrier to the con- 
signee without payment of freight. The bill of lading provided 
that the consignee should pay charges. A finding that the con- 
signor remained liable is sustained.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Agreement Assigning Hire of Vessel Held to Create Obligation 
to Pay Charter Hire: 

(Court of Appeals of New York.) Agreement assigning hire 
of vessel to defendant in consideration of defendant’s agreement 
to pay charter hire in advance, and providing that, if advances 
should exceed money due by charterer, owner would refund it, 
held to create obligation to pay charter hire, and was not mere 
Promise to advance hire, subject to owner’s promise to refund 
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deficiency, if collection from charterer should be found impos- 

sible-—Susquehanna S. S. Co. Inc., vs. A. O. Anderson & Co., 

Inc., 146 N. E. Rep. 381. 

“Equitable Defenses” May Be Set Up in Answer to Action on 
Legal Liability: 

All matters which formerly would have authorized applica- 
tion to Court of Chancery for relief against legal liability, but 
which could not be pleaded in bar at law, are included under 
head of equitable defenses within civil practice act, sec. 262, 
providing that answer may set up defenses and counterclaims 
legal and equitable.—Ibid. 

Facts Entitling to Reformation a Defense; Evidence that Con- 
tract Did Not Express Agreement Held Improperly Excluded, 
Though No Counterclaim for Reformation Pleaded: 

Under civil practice act, sec. 262, facts entitling defendant 
to reformation may be pleaded as defense to action at law 
before court and jury without previously obtaining reformation, 
and it was therefore error to exclude evidence of mistake in 
= though no counterclaim for reformation was pleaded. 
Mistake Not Ground for Traverse, and Unless Sufficient as De- 

fense, May Not Be Ranked as Avoidance: 

Though, under civil practice act, sec. 243, new matter in 
answer is deemed to have been controverted by traverse or 
avoidance, mistake is not ground for traverse, and, unless suffi- 
cient as defense, may not be ranked as avoidance.—lIbid. 
Equitable Defenses Triable by Jury Same as Legal Defenses, 

and Issues May Be Tried Separately: 

Under civil practice act, sec. 422, 424, 425, in absence of 
counterclaim, equitable defenses are triable in same way as 
legal defenses, but, under section 443, subd. 3, court has dis- 
cretion to order one or more issues to be separately tried prior 
to trial of other issues.—Ibid. 

Right to Reformation Not Lost Because Party Seeking Reforma- 
tion Himself Wrote Agreement: 

Right to reformation of agreement is not lost because party 
seeking reformation himself wrote agreement, if writing incom- 
pletely expresses agreement.—lIbid. 

Difficulty in Proving Case for Reformation No Ground for Deny- 
ing Hearing Thereon: 

That defendant may have difficulty in proving case for 
reformation of agreement sued on is no ground for depriving 
him of his day in court.—Ibid. 

To Constitute Waiver There Must Be Intention to Relinquish 
Known Right: 

(Circuit Court of Appeals, Ninth Circuit.) To constitute 
waiver there must be intention to relinquish known right.— 
Oelbermann et al. vs. Toyo Kisen Kabushiki Kaisha, 3 Fed. Rep. 
(2d) 5. 

Carrier, Answering Claim on Merits, Without Setting Up De- 
fense that Claim Was Barred by Limitation in Contract, 
Waives Such Defense: 

Where carrier answers written claim, received after expira- 
tion of time limited in contract, on merits, and makes no de- 
fense on ground of delay in presenting claim, it expresses in- 
tention to waive such defense.—Ibid. 


PREMISE STORAGE CASE 


The Supreme Court of Wisconsin, in James C. Davis, appel- 
lant, vs. The Williams Creamery Company, respondent, by 
affirming the judgment of the state circuit court for Eau 
Claire county, has laid down a new proposition respecting the 
applicability of the national demurrage code rule relating to 
the imposition of storage rates on freight not removed from 
the premises of a carrier’within the time allotted. In affirming 
the lower court, the state supreme court denied recovery by the 
Director General of charges on about 75,000 pounds of ma- 
chinery received at Osseo, Wis., about June 1, 1919, promptly 
unloaded from the cars, and freight bill paid but the machinery 
left on the premises of the railroad, to-wit, on the ground about 
ten feet from the sidetrack, 300 feet from the station and thirty 
or forty feet from a piece of ground leased by the creamery 
company from the railroad company. The machinery was not 
moved from the land of the railroad company until about 
June 16. The Director-General entered suit for the recovery 
of storage charges assessed under the terms of the storage 
tariff covering shipments left on railroad premises after being 
unloaded. 

The trial judge said that if paying the freight, receipting 
for the goods and unloading them from the car constituted de- 
livery, then the freight was certainly no longer freight “received 
for delivery.” Continuing, the trial judge said: “Delivery had 
already been made, and the dominion of the railroad «company 
over, and its responsibility for the safekeeping of the same was 
terminated by such delivery.” 

Justice Owen, the organ of the supreme court for the ren- 
dering of its opinion, said: 

The trial court held that the machinery was not left on the 


railroad company’s premises pursuant to any understanding or agree- 
ment between the parties, and during the time it remained on said 
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land no contractural relation existed between appellant and respond- 
ent either as shipper and carrier, bailor and bailee, storer and ware- 
houseman or otherwise, and that during said time the appellant owned 
to the defendant no duty in reference to said property. This is tanta- 
mount to finding that there was a complete delivery of the freight 
to the respondent. It is not always an easy matter to determine 
whether there has been a delivery of freight to the consignee. This 
does not always depend upon the mere payment of the freight charge, 
or the unloading of the freight from the cars, or upon the signing 
of a receipt by the consignee. As said in Southern Ry. Co. vs. 
Prescott 240 U. S. 632, “Regard must of course be had to the sub- 
stance of the transaction. The question is not one of form but of 
actuality; what will amount to a delivery depends somewhat upon 
the nature of the subject of the delivery, and the circumstances of 
the case what would constitute delivery of heavy chattels would not 
necessarily suffice in cases of lighter articles that may conveniently be 
handed from hand to hand. The intention of the parties is always 
a material consideration.” 

Here the subject of delivery consisted of heavy machinery. It 
could not easily be moved. While it was left on the railway premises, 
it was within thirty or forty feet of the place where it was to be 
permanently installed. It was left there by the consignee of its own 
volition, in the absence of any agreement with the railroad company. 

There is no contention that the railroad company owed any duty 
of safeguarding the machinery, or that it would have been in any 
manner responsible in case of its destruction. Its dominion over and 
its responsibility for the safekeeping of the property had been com- 
pletely terminated. The situation is the same as though the re- 
spondent had placed building material and equipment upon the right- 
of-way of the railroad company awaiting its installation into the build- 
ing it was constructing upon or adjacent to the right-of-way. We 
hold that there was a complete delivery of the freight and that the 
rules relied upon have no application to the situation. To apply them 
to the cricumstances here presented would be to say that the rules 


operate to prescribe penalties for trespasses upon the railroad 
property. 


LUMBER SHIPMENTS 


According to reports from 374 of the more important soft- 
wood lumber mills of the United States received March 26 by 
the National Lumber Manufacturers’ Association, the lumber 
industry was maintaining stability with normal volume. For 
the week ending March 21, as compared with the preceding 
week, practically the same number of mills reported a nominal 
increase in new business and production and a like falling 
off in shipments. As compared with the corresponding week 
a year ago last week shows more new business and a nominal 
decrease in production and shipments. 

The unfilled orders of 254 Southern Pine and West Coast 
mills at the end of last week amounted to 650,378,347 feet, as 
against 654,086,522 feet for 256 mills the previous week. The 
133 identical Southern Pine mills in this group showed unfilled 
orders of 242,100,672 feet last week, as against 248,790,954 feet 
for the week before. For 121 West Coast mills the unfilled 
orders were 408,277,675 feet, as against 405,295,468 feet for 125 
mills a week earlier. 

Altogether the 374 comparably reporting mills had ship- 
ments 92 per cent and orders 94 per cent of actual production. 
For the Southern Pine mills these percentages were, respec- 
tively, 95 and 86; and for the West Coast mills 89 and 103. 

Of the comparably reporting mills, 350 (having a normal 
production for the week of 219,753,577 feet) reported produc- 
tion 104 per cent of normal, shipments 95 per cent, and orders 
99 per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 


ciations for the three weeks indicated: , 


Corresponding Preceding wk. 


Past week week, 1924 1925 (Revised) 
RE ee an are 374 397 372 
I i aalaananenle acca 243,443,301 245,208,018 240,607,228 
DE, CC cncane tes cess eco es 222,829,095 226,749,764 226,335,343 
Orders (new bus.)......... 227,734,501 215,556,345 224,497,772 


The following revised figures compare the lumber move- 


ment for the first twelve weeks of 1925 with the same period 
of 1924: 


Production Shipments Orders 
mt na A 2,699,274,325 2,669,814,563 2,565,709,691 
SEES eas Te ree ee 2,719,144,047  _2,785,177,963 2,783,550,987 
MD MEPECTONBO ic cccccccccces 19,869,722 115,363,400 217,841,296 


The mills of the California White and Sugar Pine Asso- 
ciation make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any 
of the foregoing figures. Nine of these mills reported a cut of 
8,905,000 feet, shipments 8,212,000 feet, and orders 7,792,000 
feet. The reported cut represents 30 per cent of the total of 
the California Pine region. As compared with the preceding 
week, there was an increase in cut of 4,009,000 feet, shipments 
668,000 feet, and new business 1,251,000 feet. 


FRUIT AND VEGETABLE SHIPMENTS 


Total shipments of 19 leading fruits and vegetables in the 
week ended March 21 amounted to 13,162 cars, as compared 
with 12,772 cars the preceding week, according to the weekly 
statement of the Bureau of Agricultural Economics of the De- 
partment of Agriculture. Movement from southern states con- 
tinued to gain and Louisiana strawberries were moving freely. 
The totals from the weekly summary of carlot shipments follow: 
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Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As. 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 





























Total Total 
Mar. Mar. Mar. This Sea- Last Sea- Total 
15-21, 8-14, 16-22, son to son to Last 
1925 1925 1924 Mar. 21 Mar.22 #£4Season 
Summary for Ap- 
ples: 
Western States 224 209 526 39,322 60,085 63,014 
Eastern States 491 576 906 57,411 70,088 75,100 
| er 715 *785 1,432 *96,733 130,173 138,114 
Asparagus: 
eae 55 19 87 91 153 1,235 
Cauliflower: 
eae 79 107 122 *3,835 3,938 428 
Cabbage (Old 
Crop): 
ee 90 250 51 *41,481 36,929 37,014 
Cabbage (New 
Crop): 
WOOL. .wésiewnees 646 648 855 4,126 76,085 *741,481 
Celery (Old Crop): 
rears 86 89 90 *17,848 17,009 17,160 
Celery (New Crop): 
Se 589 442 375 4,184 74,559  *717,848 
Grapefruit: 
a. eee 688 761 565 14,670 13,955 *20,023 
Lemons: 
re re 210 217 235 4,355 4,602 12,615 
Lettuce 
TEE | 6 o/ns0e-0sa:0's 1,215 *850 666 *15,406 14,192 *29,469 
Mixed Citrus Fruits: 
ne 87 125 +e 2,640 se 4,829 
Mixed Vegetables: 
‘ eee 703 747 531 7,328 5,602 *28,758 
Onions (Old Crop): 
ere 93 405 490 *29,822 27,943 29,480 
Onions (New Crop): 
a. ere 16 6 a 22 73,918 
Oranges: 
eer 1,696 1,726 1,873 *37,633 43,829 78,337 
Peppers: 
to rene 25 26 17 334 522 *2,415 
Spinach: 
<a 344 397 248 *5,094 4,506 7,618 
Strawberries: 
| ae 100 31 6 632 459 *18,781 
String Beans: 
ee 33 25 25 806 653 4,999 
Sweet Potatoes: 
ras 219 217 125 *14,460 14,129 14,533 
Tomatoes: 
3 eT Tee 213 *246 471 *1,746 3,256 *26,633 
Potatoes (1925 Crop): 
re 62 34 19 141 740 74,380 
Summary Potatoes: 
(1924 Crop) 
Leading Sec- 
tions, Late 
a eee 4,915 4,546 4,892 143,058 156,004 193,549 
Other Sections, 
Late Crop. 82 72 110 18,191 14,453 15,124 
Early Crop.... 1 1 0 49,584 33,377 33,391 
co ee 4,998 4,619 5,002 *210,833 203,834  *242,064 
Grand Total All 
Commodities 13,162 *12,772 13,285 514,220 *525,684 718,363 





- Includes all delayed and corrected reports received to date. 
j Not included in grand total. 


MOTOR TRANSPORTATION 


“The role of the motor car in the economic development 
of the United States during the last two decades will be told 
in a report to be prepared by a committee of prominent Amer- 
icans for consideration at the third general meeting of the 
International Chamber of Commerce at Brussels, June 21-27,” 
says the American section of the Chamber. 

“The general subject of motor transportation and highway 
development was added to the agenda of the Brussels meeting 
at the solicitation of the American section. In the opinion 
of the American section, the economic and social effects of the 
development of motor transportation in the United States have 
been of such great importance that a representation of the past 
and present American situation would be of great benefit to 
European delegates. 

“Roy D. Chapin, chairman of the board of the Hudson 
Motor Car Company, has been named chairman of the com- 
mittee which will draft the report. The report will deal with 
the importance of the motar car as a transportation unit and 
as an economic factor of first importance. It will endeavor 
to show the important economic result of development of 
motor transportation in the United States through the open- 
ing of new areas of production and consumption, and perfecting 
new methods of distribution. Particular stress will be laid 
upon the use of motor transportation in supplementing the 
existing lines of rail and other transport. The question of 
highway development, on which after all the growth of motor 
transportation depends, will also be covered in the report 
with particular reference to the construction of highways, 
the location of highways and the proper methods of financing 
and maintaining them. The matter of Rules and Regulations’ 
of traffic and taxation of motor vehicles will also be raised 
and the experience of the United States in all these questions 
will be put before the Brussels meeting.” 


f 
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Transit Services and Privileges 


Third of a Series of Twelve Articles on This Subject Written for The Traffic World by G. Lloyd 
Wilson A. B., M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


Fabrication-in-transit is one of the most important of the 
transit privileges accorded the shipping public by the rail car- 
riers. By the terms of the tariffs published by the railroads 
governing this privilege, shipments of iron and steel articles in 
carload lots may be stopped enroute from points of origin to 
ultimate destination, the contents unloaded and subjected to 
further manufacturing processes, and then reshipped in carload 
quantities, in “knocked-down” and unfinished states, to points 
of final destination. The privilege is granted by the carriers to 
meet the special transportation needs of the iron and steel 
industry and the Interstate Commerce Commission has sanc- 
tioned the arrangement as tending to facilitate the regular 
flow of traffic from sources of supply of the raw or semi-raw 
materials to the markets of consumption via the manufactur- 
ing areas. : 

The Commission hag pointed out the distinction that exists 
between the process by which steel for structural purposes 
is manufactured and the subsequent process by which this ma- 
terial is adapted for use in bridges, buildings, and other struc- 
tures. The latter process igs known in commerce as fabrication 
to distinguish it from the other process of manufacturing. 
Manufacturing in the conventional sense includes: 


1. The conversion of iron ore into steel. 

2. The moulding of steel into billets. 

3. The rolling of the billets into structural material, 
shapes, angles, bars, channels, 
articles. 


plates, 
beams and similar semi-finished 


The term, “fabrication,” is applied to the further processes 
that adapt the material for structural use. 

Fabricated jand unfabricated structural {materials move 
throughout the United States at the same carload ratings. This 
parity of rates tends to place the fabricators at the points of 
origin and the rate breaking points on an even basis of com- 
petition with those at the steel consuming markets. The shops 
along the arteries of traffic between the areas of steel produc- 
tion and consumption are admitted on an equal basis of com- 
mercial competition by the establishment of arrangements that 
permit the material to be stopped off enroute at these points 
and then reshipped after being fabricated. 

Iron and steel blast furnaces have grown up throughout the 
country close to or on good transportation routes from the iron 
ore deposits to the great steel consuming markets. Blast 
furnaces and fabricating shows are not always owned by the 
same corporations or under the same management or even 
located at the same points. Since each type of plant, blast 
furnace, rolling mill, and fabricating shops represents a large 
investment in capital, the separation of the furnaces, mills, and 


shops has been facilitated by the establishment of fabrication. 


in transit arrangements. 

The steel mill products in the forms of angles, bars, 
channels, plates, rods and the like, may move over designated 
routes from the mills to the consuming markets, via fabricat- 
ing points where the manufacturing process is continued but 
not completed. The rates charged for such movements are not 
the combinations of the local rates applicable via the fabricating 
points but the through rates from the mills to the markets, 
plus nominal fees to cover switching and incidental services 
at the stop-off points. 

Articles That Are Accorded Fabrication Privilege 


All articles of iron and steel shipped in carload lots do not 
receive the privilege of stop-off in transit for fabrication. The 
tariffs of the carriers are specific on this point. The following 
list of articlés are included in most of the tariffs as being eliz- 
ible: Angles, bars, beams, bolts, rough castings, channels, 
columns, ells, girders, masts, nuts, plates, rivets, rods, tees 
trusses, washers, zees. 

This list is not absolutely uniform throughout the country 
nor have the railroads always accorded transit privileges to 
only these commodities. This list, however, has come to have 
wide spread application. 

Fabricating Processes Allowed 

The articles». enumerated in the carriers’ fabrication in 
transit tariffs may be stopped-off, subject to the rules, regula- 
tions, conditions, and charges prescribed by the tariffs, so that 
any or all of the following manufacturing processes may be 
performed: Bending, bolting, boring, burning, countersinking, 
cutting, drilling, flanging, gagging, painting, planing, punching, 
reaming, riveting, sawing, straightening, tapping, threading, 
welding, shearing. 

Fabrication may be broadly defined as the manufacturing 
of plain iron and steel articles into semi-finished products for 


use in construction work. The joining of several steel beams 
by riveting a plate to the flanges of both beams, for example, 
is fabrication. So, too, is the building up of steel trusses for 
buildings or bridges. The uniting of several iron or steel 
articles into a composite structural member which, in itself, 
is not a completed member is permitted, under the fabricating 
tariffs. If the outbound material from the fabricating shops 
consists of completed parts or of completed articles, no transit 
privilege ig allowed. Such shipments are charged for at the 
legal rates from points of origin to the fabricating points and 
from such points to final destinations. An exception is usually 
made in case of parts that are shipped unassembled or partly 
assembled to be erected into completed structures, such as 
buildings, bridges, or ships. Such structural members are not 
considered as completed parts or as completed articles, for 
further assembling processes must be undergone. 


Fabricating Points 


Usually the fabricating in transit privilege is granted only 
to industries that have direct track connections with the rails 
of the carriers allowing the privilege at the designated fabrica- 
tion stations. For competitive reasons, however, shops and 
mills are located on connecting lines so that the line haul may 
participate in the hauls, even though it does not directly 
directly serve the plants. 

Ordinarily, the privilege is extended only on business that 
moves from origin to destination via fabricating pe@ints that 
are intermediate between such points. Exceptions are made 
to this in order to meet competition, with the result that fabri- 
cation may be performed at many stations that are not directly 
intermediate between the points of original shipment and of 
final destination. 


Territories Included in the Privilege 


The tariffs of the carriers list the local stations and junc- 
tion points on their lines from which iron and steel products 
may originate, the points at which fabrication may be _ per- 
formed, and the stations of final destination to which the semi- 
finished goods may be sent. Usually the points of origin and 
destination are arranged in alphabetically or numerically or- 
dered groups for convenience in tariff-publishing. All indus- 
tries engaged in iron and steel manufacturing do not automatic- 
ally receive the privilege, but only concerns that agree to 
comply with the rules provided in the carrier’s tariffs; to keep 
records and make reports of the tonnage handled under the 
arrangement in a manner satisfactory to the carrier granting 
the privilege, and, those that make affidavits, on request, cer- 
tifying to the accuracy of the records and information furnished 
by them to the railroad company. 

As a rule, fabrication in transit is permitted on joint traffic 
where joint rates are in effect from the points of origin to final 
destination via the junction points of the carrier publishing 
the fabrication tariff. If no such joint rates are in effect, fabri- 
cation is usually allowed on shipments that move over joint 
routes for which combinations of rates are legally filed with 
the Commission or with state regulatory commissions. 

In general, fabrication is allowed: 


1. If the traffic moves from any station specified as a point of 
origin or junction point to any station on a connecting line when the 
junction point is included as a destination station to which shipments 
of fabricated material may move. 

2. When shipments originate on connecting lines reaching the 
line of the carrier publishing the tariff at-any point included in that 
carrier’s tariff as a point of origin or a junction point from which 
shipments are eligible to receive fabrication in transit, provided such 
shipments are forwarded to stations included in the groups of eligible 
destination stations. 

When shipments originate on connecting lines reach the line 
of the carrier publishing the tariff at any recognized junction point 
and are destined to points on connecting lines, provided the shipments 
leave the line of the carrier granting the privilege at any of the junc- 
tions included among the groups of eligible points. 


Billing Directions 


Shippers who wish to take advantage of the privilege of 
stopping off their iron and steel at fabrication points must see 
that the bills of lading covering such shipments bear notations 
that the contents of the cars are to be fabricated at the 
selected points. The tariffs of the carriers provide that each bill 
of lading and railroad waybill must bear the notation: “To be 
Fabricated at—.” 

Similarly, bills of lading covering outbound movements of 
fabricated material from the fabricating points must bear the 
notation: “Accorded fabrication privilege at—.” 

Failure on the part of shippers to attend to the making of 
such notations destroys the obligation of the carriers to stop 
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the cars to have the material fabricated or to adjust claims 
for fabrication-in-transit rates in lieu of combinations of local 
rates. 

The Commission has ruled, in this connection: 

“In making shipments of structural iron and steel, the consignor 
intended to take advantage of the privilege of fabricating the material 
in transit, but failed to note on the bill of lading, as required by the 


tariff, ‘“‘To be Fabricated at As a result of this omis- 
sion higher charges accrued. (+) 


7 


The Commission held that it would not authorize the carrier 
to refund the additional charges resulting from the shipper’s 
own error. 

Time Limits Upon Stop-Off 


Definite time limits are set in the carrier’s tariffs within 
which the fabricating processes must be completed and re- 
shipments made from the fabricating stations. A usual period 
of time is twelve months after the material has been received 
at such points. Within this time, outbound shipments may be 
made and the entire movement from origin to destination 
charged for at the through rates plus the fabrication fees. After 
the expiration of the time limit, the goods are charged for at 
the local rates from points of origin to the points of fabrica- 
tion, and the local rates from the transit points to final 
destinations. 


The Commission ruled, June 29, 1909 (Conference Ruling 
204), that, in the sense of the Commission, no transit privilege 
should extend beyond one year. This view was qualified later 
in the case of transit arrangements for creosoting lumber. 
Here the Commission found: 

The Commission has expressed the view that a transit privilege 
extending through a period of more than one year is prima facia un- 
reasonable. Experience has shown, however, that as applied to the 
creosoting of lumber a period of eighteen months is not unreasonably 


long, provided the full local rates on the inbound material are re- 
quired to be paid. (?) 


Shrinkage 

In adjusting charges for movements of traffic to and from 
transit points, the outbound tonnage may exceed ninety-nine 
per cent of the inbound tonnage. The average percentage of 
scrap made in fabricating the material must be deducted from 
each inbound freight bill with a minimum of one per cent. 
If a car containing 80,000 pounds of plates is shipped from 
the rolling mill to the fabricating shop only 79,200 pounds 
may be forwarded under the fabrication-in-transit arrange- 
ment, 800 pounds or one per cent being deducted for scrap. 
If more material is scrapped than one per cent, the actual 
weight must be deducted. 

If the outbound tonnage exceeds ninety-nine per cent of 
the inbound tonnage, the excess is charged for at the local rates 
from the fabrication points to final destinations. 

An example best illustrates this point. A car of plate 
steel, 100,000 pounds, is shipped from Milltown to Steelville 
for fabrication, to be reshipped after fabrication to New York. 
The through rate on steel plates, Milltown to New York, car- 
loads, is 35 cents per hundredweight. The fee for fabrication 
at Steelville, let us say, is 3 cents per hundredweight. The 
local rate from Milltown to Steelville is 20 cents and from 
Steelville to New York is 25 cents. One per cent of the plate 
steel is scrapped in the process of fabrication, but three 
thousand pounds of additional non-transit material is added. 
This excess tonnage would move from Steelville to New York 
at the local rate of 25 cents. 

Ninety-nine thousand pounds would move at the through 
rate of 35 cents per hundredweight, plus 3 cents per hundred 
for fabrication. 


99,000 pounds @ 35c per cwt. plus 3c per cwt...........- $376.20 
EY (TING hp og debs ve secee.ce dee wsiennesaeaes cent 7.50 
WOES GHAR. ccvocesvececccovecscsdtecoseseoests $383.70 


Had 1,000 pounds been deducted as scrap and no new non- 
transit material added, the total charges would have been: 


SESS meen GB G56 BUS BG occ ccicvicccvccécccstaceceees $376.20 


Substitution of Tonnage 

The transit tariffs of the carriers specifically forbid the 
substitution at fabrication points of material originating in one 
territory for similar commodities that have come from another 
territory. Plates from Milltown to be fabricated at Steelville 
cannot be substituted for an equal quantity of similar plates 
from Rollington that are also fabricated at Steelville, or vice 
versa, in shipments of fabricated material that are forwarded 
from the fabrication plant. 

A typical tariff of rules governing fabrication in transit 
provides as follows: 


It will not be permissable at the fabricating point to forward on 


() Conference Ruling 348 May 11, 1912 Interstate Commerce Com- 
one. (See also Woodland Lumber Co. vs. N. S. R.R. Co. 38 I. C. 


(2) Conference Ruling 232, Nov. 22, 1909, I. C. C. (See also in this 
connection National Lumber and Creosoting Co. V. T. and S. F. Ry. 
Co. 42 I. C. C. 36.) 






the basis above outlined,—‘that is at the through rate from ori " 
ing point to final destination, plus transit privilege fee’—a comme; 
= hog d Ln! = ene — ae soe ~~ this agen or Ld sub- 
nating one territory, or to make any itu- 
tion that would impair the integrity of the through rate. (?) mens 


Under the terms of this rule tonnage could not be for- 
warded from the fabrication point that had not moved into 
such. points as tonnage to be fabricated. Local products may 
not be added to transit tonnage. In like manner, tonnage from 
two different territories may not be moved into a fabrication 


point and part of the tonnage from one territory combined 
that from another and moved to destination as material that 
is charged for at the through rate from one point of origin to 
final destination. Such mixing would impair the integrity of 
the through rate within the meaning of the rule of the tariff. 





(*) Pennsylvania Railroad, G. O. I. C. C. No. 14207, issued Decem- 
ber 29, 1924, Effective February 3, 1925, Rule 8. 





TRAVEL CLUB IDEA SPREADS 


The Trafic World Washington Bureau 


The idea of getting up vacation travel clubs based on the 
foundation of the Christmas savings scheme, inaugurated by 
the Gulf, Mobile and Northern and the Birmingham Northwest- 
ern (See Traffic World, Jan. 12, 1924) has spread. That idea 
was put into effect by the two roads mentioned on January 1, 
1924. The query was then put forth in the Traffic World as to 
whether the idea would spread. The question was asked be- 
cause there was wonder on the part of men in the Commission 
handling passenger tariffs whether it would “take.” The tariff 
= in which the plan was embodied was I. C. C. No. 

Effective March 15, this year, the travel club plan, as it has 
come to be known, was spread by the two roads that established 
it a little more than a year ago. They were joined on that 
day by the Illinois Central, Yazoo & Mississippi Valley, the 
Chicago, Duluth and Georgian Bay Transit Company, and the 
Goodrich Transit Company, the two transit companies being 
operators of ships on the great lakes. They have filed their 
Travel Club Tariff No. T-C I, I. C. C. No. H-913, canceling I. C. C. 
P-210, the publication that brought the scheme into effect. It 
is said the Gulf & Ship Island will also become a party to the 
plan. The Chicago & Eastern Illinois has tariffs on file to be- 
come effective April 11 which will also make it a party to the 
plan. The Michigan Transit Company has made provision for 
joining in the club idea on April 15. 


The companies involved, in their announcements pertain- 
ing to the subject, advise persons interested, to “Travel—by 
Stamp—under the American Travel Plan.” The fundamental 
idea is that persons planning vacation trips can make the pro- 
jected journeys with an easier stress on the pocket book if they 
will make weekly allotments to funds for that purpose and 
obtain the benefit of reductions in fares if they will deposit the 
weekly savings with the agent or agents of the transportation 
companies. 

Three classes of savings are provided by the tariffs. By 
joining a 3$2-week club, the prospective traveler obtains the 
right to the ticket he needs for his trip at a discount of 10 per 
er a 25-week club, 7.5 per cent; and a 20-week club, 6 per 
cent. 

The applicable tariffs contain all the rules and regulations 
to govern the saving of the money needed to cover the ticket 
for the prospective trip and the terms under which the money 
will be refunded by the carriers,in the event the club member 
finds it undesirable or impossible to go through with the plan. 

The weekly installments, when paid, are to be evidenced 
in a special folder, by adhesive stamps, hence the advice to 
travel—by stamp. When the folder is filled it is turned over 
to the railroad in exchange for transportation, or redemption, 
in the event the plan is not to be carried out in so far as the 
traveling is concerned. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 8-14, inclusive, was 295,939, an increase of 16,509 cars 
over the preceding period, while the average daily shortage was 
130 cars, according to the car service division of the American 
Railway Association. 

The surplus was made up as follows: Box, 93,614; ven- 
tilated box, 141; auto and furniture, 7,240; total box, 100,995; 
flat, 5,403; gondola, 74,521; hopper, 77,307; total coal, 151,828; 
coke, 1,453; S. D. stock, 19,527; D. D. stock, 2,638; refrigerator, 
12,849; tank, 290; miscellaneous, 956; total, 295,939. 

The shortage was made up of 99 box, 15 auto and furni- 
ture, and 16 refrigerator cars. 

Canadian roads reported a surplus of 24,000 box, 165 auto 
and furniture, 2,300 flat, 300 gondola, 1,300 S. D. stock, 250 re- 
frigerator and 150 miscellaneous cars. 
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Newman Erb, president of the Ann Arbor railroad, died, 
March 25, at New York. He was chairman of Middleton and 
Unionville railroad, vice-president of the new Dominion Copper 
Company, and a director of the Hall Signal and Switch Company. 
He was admitted to the bar in 1872 and practiced law until 1902. 
At one time he was president of the Western Telegraph Com- 
pany, and, in 1892, he was vice-president of the Pere Marquette, 
and later president of the St. Louis, Memphis, and South Eastern. 

Pp. M. Gatch has been appointed chief general claim agent of 
the Illinois Central at Chicago, taking over that part of the or- 
ganization of which the late vice-president, H. B. Hull, had 
charge. Mr. Gatch entered the service of the Illinois Central in 
1901 as claim agent, and, in 1913, was made assistant general 
claim agent. He was appointed general claim agent February 
1, 1925. 

J. H. Norwood has been made general agent, freight depart- 
ment, of the New York Central at Birmingham. D. P. Skinner 
has been appointed western dairy agent, and W. W. Morfa has 
been made assistant western dairy agent, and F. E. Ayres, dairy 
agent. W. F. Greaves has been appointed general agent, freight 
department, at Atlanta. 

Lee C. Finkle has been made commercial agent of the Vir- 
ginian railway at Cincinnati. 

John Crossman has been appointed general agent, freight 
department, of the Pacific Mail Steamship Company at Chicago. 

J. W. Hicks has been made traffic manager of Montgomery 
Ward and Company’s new plant at Baltimore. W. D. Peachey 
succeeds Mr. Hicks as traffic manager of the St. Paul branch. 

Cc. C. Geyer has been made district freight claim agent of 
the Pennsylvania in the northwest region. H. J. Freeman has 
been appointed assistant freight claim agent at Philadelphia. 
R. E. Hamilton has been made district freight claim agent at 
Pittsburgh, and A. P. Hickox has been appointed district freight 
claim agent at New York. J. A. Downing has been made district 
freight claim agent at St. Louis, and A. L. Lawn has been ap- 
pointed district freight claim agent at Baltimore. The jurisdic- 
tion of R. L. Franklin, freight claim agent, the eastern region, 
has been extended to cover the supervision of freight claims on 
the entire Pennsylvania system. 

James A. Keller, traffic manager of the Pacific Portland Ce- 
ment Company, Cement Tolenas & Tidewater Company, and sub- 
sidiaries has been made vice-president of the Pacific Portland 
Cement Company, at San Francisco. His new duties will give 
him charge of sales and transportation. N. W. Keller has been 
appointed traffic manager to succeed James A. Keller. ‘ 

The governor of Utah has appointed G. F. McGonagle, of 
Salt Lake City, to succeed Commissioner Stoutnour, of the 
Utah public utilities commission, who will complete eight years 
of service on the commission March 31. Mr. Stoutnour will 
return to private engineering practice. The new commissioner 
was formerly city engineer of Salt Lake and formerly state 
engineer of Utah. 

Frank E. Smith, an attorney and former member of the 
Idaho legislature, has been appointed a member of the Idaho 
public utilities commission, succeeding Commissioner Graves, 
resigned. 

The name of the Kansas Public Utilities Commission has 
been changed by law to “Public Service Commission.” The 
governor of Kansas has appointed the following to the com- 
mission: L. T. Hussey, chairman; Clarence Smith, Frank 
O’Brien, Jesse W. Greenleaf and W. C. Miller, Commissioner 
Greenleaf was reappointed. 

Fred H. Brown, former governor of New Hamphsire, has 
been appointed to the public service commission of that state, 
succeeding T. D. W. Worthen, whose term will expire in June. 





DOINGS OF THE TRAFFIC CLUBS 


The Waco Traffic Club met March 19. A. E. Weymouth, gen- 
eral agent, S. A. & A. P., speaking on railroad consolidation, 
said that consolidations were not as new as some appeared to 
believe—that, in fact, the great railroad system of the United 
States had been built up from merging small lines with other 
small roads and larger lines. He said voluntary consolidation 
continued for quite a while, up to the time the agitation against 
trusts was begun, and the Sherman anti-trust law resulted. Fol- 
lowing the enactment of that measure, he said, the roads found 
it difficult to consolidate to any great extent and not to the ex- 
tent that would have been of greatest benefit to the transporta- 
tion system as a whole. However, the point of view in the mat- 
ter of “trusts,” he said, had changed, and it was now possible 
for most persons to see that advantages existed in combination. 
He spoke of the Commission’s efforts in the direction of con- 
Solidating the roads and described the authority on which that 
body based its action. He said that, while several plans had 
been proposed, no general plan would probably be followed, 
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most of the mergers that have taken place or been proposed be- 


ing founded on the ability to acquire desirable properties by pur- 
chase or voluntary merger. 





The Traffic Club of Knoxville was organized at a meeting 
March 18. About fifty shippers and railroad representatives 
were enrolled. Officers are: President, R. P. Morris; vice-pres- 
idents, E. F. Stone and H. V. Holston; secretary-treasurer, H. V. 
Schettler. The board of governors is W. C. Gilbert, Thomas 
McCroskey, S. B. Jones, Hal Petty, and A. W. Mayes. The object 
of the club is to promote a better understanding by the public of 
transportation problems and a closer acquaintance and more 
friendly relations among members, in order to bring about a 
closer relationship between shippers and the railroads. T. B. 
Curtis, general freight agent of the Charleston and Western 
Carolina, and fourth vice-president of the Associated Traffic 
clubs of America, spoke at the meeting. 





The Traffic and Transportation Club of Mobile held a meet- 
ing recently at which John T. Cochrane, president of the Ala- 
bama, Tennessee and Northern, spoke, pointing out the relation- 
ship between the prosperity of the country and that of the rail- 
roads. He spoke of the amount of traffic handled every year, 
freight and passenger, and the number of miles of railroads and 
emphasized the importance of the industry. He explained how 
important it was to bring about a better understanding between 
shippers and carriers of the problems relating to both, and 
stressed the importance of informing the public as much as pos- 
sible with regard to transportation matters. 





The Trenton Traffic Club held its annual meeting and dinner, 
March 18, and elected the following officers: President, J. G. 
Brady; vice-president, C. Lewis Lavine; treasurer, W. G. Thomas, 
and secretary, G. E. Mace. 





The Traffic Club of Kansas City held a barn dance at Ivan- 
hoe Temple March 23. 





The Transportation Club of Flint, Michigan, held its monthly 
meeting, March 12, at the Durant hotel. G. C. Conn, traffic direc- 
tor of the Buick Motor Company, spoke on “Railroad Conditions 
as They Concern Us in Flint.” He touched briefly on the history 
of the Pere Marquette railroad. 





The Pacific Traffic Association held a meeting, March 17, on 
board the Pacific mail steamer “President Cleveland.” L. B. 
Gary, assistant director, U. S. Department of Commerce, spoke 
on exporting, and on the department he represented, saying it 
was organized for the purpose of helping American shippers, 
and he urged them to make use of it. 





The Traffic Club of Chicago will hold its annual meeting and 
installation of officers in the ball room of the Hotel La Salle, 
March 31. A stag dinner will be served at 6:30, and following 
that, after the usual business of installation, there will be a 
program of entertainment. 





The Traffic and Transportation Club of Pittsburgh will hold 
a “Family Night” March 30 at the Fort Pitt hotel. Dinner will 
be served at 6:30 and an illustrated travel lecture, “The Lure of 
the Great Northwest,” will be given by Frank Branch Riley. 





The Transportation Club of Minneapolis met at luncheon, 
March 26, at the Nicollet hotel. Professor Henry J. Fletcher, law 
department, University of Minnesota, spoke on “The Drift of the 
Constitution.” 





The Traffic Club of St. Louis held a meeting, March 23, giv- 
ing a dinner and reception to new members in celebration of the 
fact that the club’s resident membership had passed the 600 
mark. The club will hold its election of officers April 28. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold its spring meeting, dinner and theater party, April 
13. Dinner will be served at 6 p. m., following which, after a 


business meeting, the club will attend a theater party at Wal- 
dron’s Casino. 





The Akron Traffic Club will hold its next meeting at the 
Hudson Club, Hudson, O., April 7. W. J. Stevenson, assistant 
general counsel, the N. Y., C. & St. L., will be the speaker. 





An organization is being arranged of forty women traffic 
managers in Los Angeles into a women’s traffic club It will be 
the only club of its kind in the country, so far as known. Plans 
for the organization have been made by Fred A. Hooper, agent 
at Los Angeles for the American-Hawaiian Steamship Company, 
and H. P. Anewalt, general freight agent of the Santa Fe. 





The Traffic and Transportation Club of Pittsburgh will hold 
its eleventh annual dinner at the William Penn hotel, April 16. 
The Kingston Orchestra has been engaged for the occasion. 
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PARITY OF PORT RATES 


The Traffic World Washington Bureau 


Announcement was made by the Shipping Board, March 24, 
that it had approved resolutions adopted by the Gulf and the 
South Atlantic steamship conferences establishing “the principle 
of parity of rates on commodities originating for ocean shipment 
in competitive territory whether such commodities move through 
the Gulf, the South Atlantic or north Atlantic ports.” 

Although the board’s official statement did not say so, it 
was understood that the practical effect of the action taken by 
the Gulf and the South Atlantic conferences was to permit the 
establishment of through rates on commodities originating in the 
so-called competitive territory of the Middle West via Gulf and 
south Atlantic ports that would be approximately the same as 
the through rates on such commodities moving by north Atlantic 
ports to foreign ports. It wag understood that “through” rates 
would not be quoted as such but that the South Atlantic and 
Gulf operators would take into consideration the rail rate on 
a given commodity to South Atlantic ports or to Gulf ports and 
then make the ocean rate to foreign destination such that the 
through charge would be approximately the same as the cor- 
responding through charge from the same point of origin via 
the North Atlantic ports to the same foreign destination. It 
was understood, for example, that the rates thus made via South 
Atlantic and Gulf ports might, in some instances, be slightly 
higher than the rates via the North Atlantic ports, and that 
some steamship rate. men took the view that the word “parity” 
did not fit the situation that would result from the adoption of 
the resolutions. It was also understood that the steamship lines 
operating out of North Atlantic ports probably would await 
developments to see just what effect the action of the southern 
conferences would have on the movement of traffic from com- 
petitive territory. It was understood that some steamship of- 
ficialg held that a considerable volume of traffic would move via 
the southern ports as the result of the new rates while others 
believed that the action would not have an appreciable effect 
on the movement of traffic and that little traffic that had been 
normally moving via the North Atlantic ports would be diverted 
to the southern ports. 

The statement issued by the Shipping Board follows: 


The United States Shipping Board today approved the resolutions 
adopted by the Gulf Snipping Conference and the South Atlantic 
Steamship Conference, which resolutions establish. the principle of 
parity of rate on commodities originating for ocean shipment in ome 
petitive territory whether such commodities move *threugh - the > 


the South Atlantic or North Atlantic ports. This action of the Ship- 


ping Board formally abolishes the discriminatory differentials against 
the Gulf Ports of 15 cents a hundred pounds and against the South 
Atlantic ports of 7% cents a hundred pounds heretofore existing. 
The resolutions adopted by both the Gulf and South Atlantic Steam- 
ship conferences followed the order of the United States Shipping 
Board of January 20, which disapproved and cancelled the tri-partite 
conference agreement, which was composed of North Atlantic, South 
Atlantic and Gulf Steamship operators, and under which the differen- 
= _ the Gulf and South Atlantic, now removed, were estab- 
shed. 

Commissioner Frederick I. Thompson, to whom was assigned the 
division of regulations of the Shipping Board and under whose juris- 
diction hearings with respect to the tri-partite conference agreement 
were held, stated today that the principle of equality of rates was 
clearly in conformity with the merchant marine act, 1920, which con- 
templated that interior shippers should not be restricted, through 
artificial condition, from moving their export commerce through the 
most available seaboard outlet. ‘“‘The action,’’ said Commissioner 
Thompson, ‘‘removes what has appeared to be an injustice against 


os og shipper and the ports on the South Atlantic and Gulf Sea- 
oards.”’ 





New York.—Steps have been taken by the Gulf, United 
Kingdom, and Continental conferences to establish joint rail 
and water rates on a parity with those through New York. 
Full details of the plan have not yet become available and, 
until the situation has developed further, the eastern railroads 
and North Atlantic steamship lines have withheld action to 
protect their interests. The new rates are to become effective 
March 28. 

The new move has aroused some fear of dissolution of 
the conferences and a rate war, but this will depend on further 
information concerning the plans of the Gulf lines. 


The Gulf Conference adopted a resolution to the effect 
that joint rail and water rates from the interior to European 
destinations should be the same whether through New York 
or Gulf ports. This is a step that has been anticipated since 
the order of the Shipping Board abolishing the tri-partite agree- 
ment, under which rates from the Gulf to Europe were gener- 
ally 15 cents a 100 pounds higher than from the North Atlantic. 

The Gulf resolution applies at present to automobiles and 
accessories, agricultural implements, provisions, machinery and 
several other commodities. No information has been divulged 
as to the means to be adopted to equalize the joint rates. 


It is pointed out here that, as the rail export rates from 
interior points, such as St. Louis and Chicago, are different, the 
joint rates will involve two ocean rates from New Orleans to 
the same foreign destinations. This would involve numerous 
complications. 
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It is expected that, as a practical proposition, the Confer. 
ence will decide to make the ocean rates from New Orleans 
and other Gulf ports the same, and establish through rates 
by adding the export rail rate from interior points. Some con- 
venient point, such as Chicago, will be taken as the basis for 
the equalized joint rate with the North Atlantic, it is believed. 

It is then pointed out by shipping men that if the latter 
plan is adopted the net result will be that most of the Gulf joint 
rates will be, not on a parity with New York, but lower. In 
fact, it is concluded that this is what the Gulf interests have 
in mind. 

The latest move of the Gulf lines is said to be in accord- 
ance with the views of officials of the Illinois Central and 
Southern Railroads, which serve the Mississippi Valley. Com- 
missioner F. I. Thompson, of Alabama, is understood to have 
been in consultation with officials of the Gulf Conference before 
the recent action was taken. 

The Gulf step has not ended the controversy, and it is be- 
lieved that the real developments are still to come. If ii is 
found, for instance, that considerable traffic in valuable com. 
modities is diverted from the North Atlantic to the Gulf, the 
eastern trunk line railroads will organize to protect their in- 
terests. It is certain aiso that the Atlantic ports will not allow 
their trade to be drawn away without an objection. 

The belief in New York is that the dispute between Atlantic 
and Gulf ports will become more acute in the next few months, 
and that it will center around the Butler bill at the next session 
of Congress. 


SHIP LINES CUT TRANSHIPMENT RATES 


The Trafic World New York Bureau 


Recent speculation in shipping circles on the reasons for 
the differential service established by the United American Lines 
to British ports by way of Hamburg has been cleared by reports 
in British marine publications attributing the new policy to 
retaliation against the rates put into effect by the International 
Mercantile Marine Company from the Pacific coast by way of 
New York to Great Britain. 

Officials of the I. M. M. refused comment, but at the offices 
of the United American Lines Christian J. Beck, vice-president 
in charge of traffic, said the explanation was “substantially 
true.” Rates on each of the transshipment routes are lower 
than the direct charges, but there is nothing in the nature of 
a rate war, he said, adding that it was a matter of meeting 
competition. oe 

Several weeks ago the United American Lines announced 
that they had established a “differential service’ from United 
States north Atlantic ports with transshipment at Hamburg to 
London. Later this was extended to Hull, Leith, and other 
British ports. The transshipment rates are lower than the 
direct charges from U. S. north Atlantic ports to British des- 
tinations. 

This wag the result of a similar policy instituted some time 
ago by the I. M. M. in the Pacific coast-European trade. Through 
the intercoastal service of the Panama Pacific Line, with trans- 
shipment at New York to the vessels of the trans-Atlantic lines, 
the I. M. M. quoted through rates lower than those on the dl- 
rect services of the United American from the Pacific coast to 
Hamburg. The transshipment rates by way of New York were 
also lower than the straight intercoastal plus trans-Atlantic, 
a situation which brought protests from other shipping com- 
panies, including the Shipping Board, which did not have vessels 
on both routes. 

Local officials said that further rate cutting was not prob- 
able. It is expected that negotiations to remove the source of 
friction will be undertaken, with the purpose of bringing trans- 
shipment rates up to the level of the direct tariffs. 


OCEAN CHARTER RATES WEAKER 


The Trafic World New York Bureau 


After several weeks of firmness in the face of declining activ- 
ity, rates on full cargo ships developed a tendency to softness 
this week. Practically every trade has shared in the decrease, 
which has been especially marked on trans-Atlantic business. 
Rates to the east coast of South America are still largely pro- 
hibitive, as the difficulty of getting outward cargoes there makes 
shipowners reluctant to load for that destination except at rates 
which shippers refuse to pay. 

The decline in rates from U. S. North Atlantic ports is at- 
tributed to the steady increase in the volume of vessels offered 
here, aggravated by the arrival of ships in ballast from South 
America and the general slowing down in local demand. Grain 
has failed to show any real activity since last autumn, the trans- 
Atlantic sugar trade has dwindled to small proportions and the 
coal trade, never very large, has also dropped off considerably. 

The principal feature of interest in the grain trade was the 
fixture of two vessels at 15 cents a 100 pounds from Montreal, 
one for Hamburg and one for Rotterdam, for the last half of May 
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loading. Shippers showed some interest in space from Atlantic 
ports to the Mediterranean, but indicated rates of not more than 
18 cents a 100. Inquiries were in the market for April space 
from the Gulf to the Continent at about 15% cents. 


The Italian demand for coal practically disappeared, and 
shippowners offered vessels at $3.10 a ton without success. In 
the South American coal trade owners were not tempted by the 
high rates offered by shippers, as they did not wish to take the 
chance of having their vessels fail to get return shipments. 

Basic freight rates from the North Pacific to the United 
Kingdom and Continent were extended for one year from April 
30 by the eleven Pacific Coast-European lines in meetings held 
in San Francisco. The companies had under discussion the pro- 
posal to increase rates ten per cent because of higher fuel and 
operating costs generally. The action of the lines, working 
through a gentlemen’s agreement, was equivalent to a decrease 
in the tariff for all arbitraries to ports in the United Kingdom. 
On the Hamburg-Bordeaux range arbitraries were abolished. 
They ranged from 10 to 20 cents per 100 pounds, applying if the 
ship did not make a direct call. Intercoastal transhipment com- 
petition is understood to have blocked an advance in rates, pro- 
posed especially for canned goods and dried fruits. These, with 
grain and lumber, on which rates are open, are the major com- 
modities in this trade. Their quotations are 65 cents and 80 
cents respectively. The same reason is assigned for the elimi- 
nation of the arbitraries. 


The following new rates have been made by the U. S.-West 
Coast of Italy Conference: plumbing fixtures, earthenware, or 
enamel and accessories, $13.50 and $12.00 a ton, weight or meas- 
urement, on passenger and freight vessels, respectively; Portland 
cement in barrels, $9.00 and $8.00; cattle hoofs and horns in bags, 
$20.00 and $18.00; brass and copper scrap, $11.00 and $10.00; 
caustic soda, $7.75 and $7,00; all 2,240 pounds except as noted. 


The following changes have been made by the River Plate 
Conference: mattresses and pillows, $12.50 and $11.25 a ton, as- 
phalt, $10.00 and $9.00, on passenger and freight steamers, re- 
spectively. 


SHIPOWNERS TO CONFER ON POLICIES 


The Trafic World New York Bureau 


Plans are being made by the American Steamship Owners’ 
Association to issue a call for a joint conference .of, Atlantic, 
Gulf, and Pacific coast owners to discuss a unified mariné policy. 
An effort will be made to reconcile the differences of opinion 
within the association before suggestions are drafted to be pre- 
sented to the Shipping Board, the administration, and Congress 
next winter. 

It is expected that the shipowners will lay aside plans that 
are highly controversial and concentrate on recommendations 
that will have unanimous support, or at least support of the 
large majority. One solution that will probably have strong en- 
dorsement will be that of direct or indirect government aid for 
shipping in the form of mail subventions, naval reserve pay, and 
extension of the coastwise laws to the Philippines. 


Following the adoption of a policy representing the views of 
the shipowners, steps will be taken for conferences with the 
shipbuilders, ship operators, and other branches of the marine 
industry. The purpose is to have shipping interests as a whole 
present a united front when Congress reassembles. It is real- 
ized that one reason for. the failure of Congress to enact con- 
structive marine measures lies in the differences of views among 
the steamship officials. 


No expression of opinion could be obtained as to the prob- 
able success of the effect to unify the three major branches of 
the American merchant marine. The shipbuilders have long 
maintained their preference for the enforcement of preferential 
duties and tonnage dues. They have recently made a detailed 
study of this policy. The shipbuilders also are expected to fight 
for retention of the 50 per cent duty on repairs made on Amer- 
ican ships abroad. 


The shipowners, as shown in the recent statement of Alfred 
Gilbert Smith, president of the Association, regard the ship re- 
pair duty as an extra burden on American vessels that should 
not be imposed unless Congress grants some compensating relief. 


poten of the shipowners also are opposed to discriminatory 
uties. 


U. 8. OCEAN-BORNE COMMERCE 


_ The monthly summary of foreign commerce for January, 
Just issued by the Department of Commerce, shows that 35.90 
per cent of domestic exports, by value, in January, were car- 
ried in American vessels as compared with 38.56 per cent in 
January, 1924, and that 30.92 per cent of imports, by value, 
were carried in American vessels as compared with 33.66 per 
cent in January, 1924. 

The detailed figures on domestic exports and imports, by 
method of carriage, and tonage capacity of vessels entered and 
cleared in foreign trade follows: 
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DOMESTIC EXPORTS AND IMPORTS, a | METHOD OF CARRIAGE 
anuary 
Domestic exports Imports 
1 1924 1925 
1,000 dollars 1,000 dollars 1,000dollars 1,000 dollars 
COM ahs viwiaraesor 389,057 440,438 295,506 346,184 
Land vehicles .. 43,196 39,696 29,409 30,910 
Parcels post.... 1,036 1,859 8,757 8,941 
Water borne... 344,825 398,883 257,340 306,333 
American vessels .. 132,978 143,186 81,621 94,724 
Foreign vessels.... 211,847 255,697 175,719 211,609 
BE acc acne ¥ 3,127 1,875 587 
| ae 111,324 138,170 95,487 120,477 
a ,284 6,946 ,093 5,4 
a 9,766 16,543 7,358 9,553 
a 9,577 10,507 12,183 12,471 
GOTMIAN. .....00% 15,365 14,662 6,531 5,924 
TORMAR cic cccccc A 12,450 4,458 5,018 
Japanese ....... 26,916 21,358 17,750 28,737 
Norwegian ..... 10,181 13,284 16,376 13,139 
BOOTIAR, occcccce 5,196 6,646 1,773 
ee 3,062 3,554 1,935 3,875 
All others ...... 3,572 8,450 4,900 .- 5,348 
Per cent of water borne— 
In American vessels 38.56 35.90 33.66 30.92 
In foreign vessels 61.44 64.10 66.34 69.08 
Seven months ending January 
Domestic exports Imports 
1924 1925 1924 1925 
1,000 dollars 1,000dollars 1,000 dollars 1,000 dollars 
POOR. cgschecaescaas 2,573,375 2,898,522 1,999,952 2,106,491 
Land vehicles .. 337,248 290,459 215,985 202,377 
Parcels post.... 11,036 13,115 57,163 61,526 
Water borne ... 2,235,091 2,594,948 1,726,804 1,842,588 
American vessels .. 873,703 966,221 553,007 566,792 
Foreign vessels .... 1,361,388 1,628,727 1,173,797 1,275,796 
BE obo seciee 19,931 22,460 4, 4,70 
ps ee 781,030 895,245 617,789 679,514 
eo 32,193 54,572 30,805 32,230 
pe ee eer 55,501 94,299 57,185 60,691 
eee 58,919 78,683 83,848 81,310 
eee 82,177 96,887 46,132 44,352 
CO ee ,830 77,059 35,745 34,968 
Japanese ...... 113,244 108,144 139,799 181,549 
Norwegian ..... 66,435 81,777 101,409 85,042 
eS eee 36,478 43,022 12,737 7,888 
Swedish ....... 27,883 33,478 16,276 19,780 
All others ...... 28,767 43,101 27,425 43,772 
Per cent of water borne— 
In American vessels 39.09 37.23 32.02 30.76 
In foreign vessels 60.91 62.77 67.98 69.24 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED 
IN FOREIGN TRADE 


January 

Entered Cleared 
1924 . 1925 1924 1925 
; 1,000 tons 1,000 tons 1,000 tons 1,000 tons 
I eas ccashewene sce aeren 4,329 4,457 4,630 5,116 
EI. iccsind oct we couse 3,302 3,519 3,614 4,113 
yO ae eee re 1,027 938 1,016 1,003 
American (CEGtAl). << .<osccsccesses 1,778 1,722 1,812 1,819 
SO ere ere 1,441 1,424 1,308 1,262 
2. ERR RS eee 337 298 504 557 
aS rr 2,551 2,735 2,818 3,297 
IIE oon ceveewemin awe 1,861 2,095 2,306 2,851 
Sls EE, Anis onae ae etwrecesus 690 640 512 446 
Per cent American vessels. 41.07 38.64 39.14 35.56 
Per cent foreign vessels.... 58.93 61.36 60.86 64.44 
Seven months ending January 

Entered Cleared 
1924 1925 1924 1925 
1,000 tons 1,000 tons 1,000 tons 1,000 tons 
WOR. fds Sas cad dnwin SG sanGaehos 40,531 41,296 40,914 42,424 
WON SII: Fisk eck d0c se vbiewe 28,964 28,962 31,425 33,471 
Pics EE a Gikiviswe a cwwseneeaum 11,567 12,334 9,489 8,953 
cS ere eee 16,975 17,541 17,190 17,979 
i Sera ee 12,816 12,513 11,438 12,517 
er shah Seo bey sees cS 4,159 5,028 5,752 5,462 
POR BD. soivS0cesercwieens 23,556 23,755 23,724 24,445 
IE  oiese-0:0'6 oa: wrenches 16,148 16,449 19,987 20,954 
| Sere A ee 7,408 7,306 3,737 3,491 
Per cent American vessels. 41.88 42.48 42.01 42.37 


Per cent foreign vessels.... 58.12 57.52 57.99 57.63 


PORT AUTHORITY CASE 


The Port of New York Authority, through Julius Henry 
Cohen and Wilbur La Roe, Jr., has prepared for filing with the 
Commission formal complaint against the Santa Fe and other 
carriers, the object of which is to bring in operation the findings 
of the Port Authority in the matter of the use of the New York 
Connecting Railroad as an intermediate carrier via the Hell Gate 
route between points on Long Island and points west of New 
York state and Pennsylvania. The Port Authority alleges that 
the failure and refusal of the defendants to open the Hell Gate 
route and the terminal facilities appurtenant thereto constitutes 
a refusal to provide and furnish transportation upon reasonable 
request therefor in violation of the fourth paragraph of the first 
section of the act. The prayer of the complainant follows: 


' 
Complainant further prays that the defendants be required to 
establish reasonable rates between points on their respective lines 
west of the states of New York and Pennsylvania and points on 
Long Island, said rates not to be higher than the corresponding 
rates contemporaneously maintained between the same points via 
other routes. : 
Complainant further prays that defendants be required to estab- 
lish through routes, if such routes are not already established, be- 
tween all points on their respective lines west of the states of New 
York and Pennsylvania and points on the Long Island Railroad, via 
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the Hell Gate route, and reasonable joint rates applicable via such 
routes. 

Complainant further prays that after due hearing and investiga- 
tion an order be made requiring the defendant New York Central 
Railroad Company to use the tracks and terminal facilities of the 
Hell Gate route between Port Morris Yard and Fresh Jond Junction 
for the handling of the freight traffic involved in this complaint and 
that the defendant New York Connecting Railroad be required to 
make available such facilities for the use of the New York Central 
Railroad, the compensation for such use to be fixed by the Inter- 
state Commerce Commission if defendants cannot agree thereon. 

Complainant further prays that such other and further relief be 
granted as to the Commission may appear to be just and necessary. 


BIDS FOR “PRESIDENT” SHIPS 


The Trafic World Washington Bureau 


The Shipping Board, March 24, postponed, until March 27, 
action on the bids of the Pacific Mail Steamship Company and of 
R, Stanley Dollar for the five “President” combination cargo- 
passenger yessels operated for the government by the Pacific 
Mail, so that representatives of the Pacific Mail might have 
time in which to reply to an opinion by Chauncey G. Parker, 
general counsel of the board, holding that the board could not 
consider the Pacific Mail bid under the provisions of the mer- 
chant marine act of 1920. 

George E. Chamberlain, formerly a member of the Shipping 
Board and also formerly Democratic senator from Oregon, 
counsel for the Pacific Mail, said Mr. Parker had based his 
opinion largely on the opinion of former Attorney-General 
Daugherty holding illegal the plan proposed by the policy com- 
mittee of the board in 1923 providing for creation of subsidiary 
corporations in the several ports of the United States which 
would operate government shipping lines. He said the proposal 
of the Pacific Mail was entirely different from that plan. * 

Former Senator Chamberlain also contended that, even if 
there were ground for substantial objections to the terms and 
conditions of the Pacific Mail bid, the company had the right 
to negotiate with the board to the end that the terms and condi- 
tions might be modified to comply with the views of the board, 
and that the board’s advertisement offering the vessels for sale 
provided for such negotiation after opening of bids. He em- 
phasized that the bid of the Pacific Mail was in excess of that 
of Dollar and that that should not be lost sight of. He indi- 
cated that the Pacific Mail might offer a cash payment and 
mortgages on the ships for the balance of the amount of the 
bid in lieu of the stock offer made by the company. 

Counsel for the Pacific Mail also said that the bids of that 
company contemplated the use, if needed, of the ships as naval 
auxiliaries, and that nothing was said in the Dollar bid about 
that feature. Mr. Chamberlain indicated that the idea of nego- 


tiating with the Pacific Mail had not been favorably received 
in board circles. 


The opinion of General Counsel Parker follows: 


Your resolution of March 19, 1925, transmits to me copy of the bid 
of the Pacific Mail Steamship Company for passenger lines from the 
Pacific Coast to the Orient, with request that I make a complete 
analysis of the bid and submit to the Board my comments as to the 
legality of the proposition in its various aspects. 

The bid seems to contemplate the following procedure: 

(1) The organization of a new company with common stock of 
$1,250,000 and preferred stock of $5,500,000; 

(2) |The Shipping Board will sell to the new company five ships 
included in group one (535’s) for $6,750,000, of which $1,250,000 will be 
paid in cash and the balance of $5,500,000 by the issue to the Govern- 
ment of the said _ $5,500,000 of the new company’s preferred stock; 

(3) Preferred stock shall control the voting at all stockholder’s 
meetings. There shall be eleven directors, of whom seven shall be 
elected by the Shipping Board and four by the racific Mail Steam- 
ship Company; 

(4) The preferred stock shall be entitled to a dividend of 7% asa 
“first fixed charge on the annual earnings.”’ After said first charge 
is paid in full, the common stock will be entitled to dividend up to 
6%. Everything above this out of the net earnings for the first three 
years shall be set aside to a building fund for the construction of new 
ships and for replacements and reconditioning. After the first three 
years 50% of such balance shall be set aside to the building fund and 
the other 50% shall be used for redemption of preferred stock; 

(5) The Pacific Mail shall have the option to purchase the pre- 
ferred stock at par and accumulated unpaid dividends; 

(6) The new company shall agree to maintain the present service 
from San Francisco to the Orient for at least ten years from the date 
of purchase and so long thereafter as the Shipping Board shall con- 
tinue to hold any of the preferred stock, in such a manner as will 
assure at least seventeen round voyages a year and the new company 
shall make an operating agreement with the Pacific Mail on the same 
_ remuneration as the Pacific Mail now has with the Shipping 

oard. 

While for the purposes of this discussion, the new company may 
be treated as a separate juristic entity, yet in point of fact the new 
company will have no other resources than the ships, because the 
$1,250,000 paid in cash for the 50,000 shares of common stock is paid 
over at once to the Shipping Board. 

After the formation of the new company the plan requires the 
new company to make the Pacific Mail its managing agent, under an 
operating agreement on the same basis of remuneration as the Pacific 
Mail now has with the Shipping Board. The result will be that the 
whole control of the operation of these ships will be in the Pacific 
Mail as it is today while the Government will not have legal title to 
the ships. Should the operations of the ships be unprofitable the loss 
will be the new company’s. The new company will be liable to suit 
and judgment and its property will be subject to execution and at- 
tachment and the vessels themselves will be subject to seizure and 
admiralty liens. In case the operations of the Pacific Mail should 
prove disadvantageous, there would be no way in which the Govern- 
ment could get back the ships and no way in which the ships or the 
operations could be protected from admiralty liens, because the Ship- 
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ping Board would not be authorized to use the moneys of the Govern- 
ment to protect their interests in the ships. My reason for saying 
this is that the operations in question could not be treated as an 
expense of the Shipping Board or the Fleet Corporation and neither 
entity has any authority to spend the appropriated moneys of the 
Government for such expenses, unless they be expenses in carrying 
on the operation of the Government vessels. 


The plan is beneficial enough in case it should turn out profitably, 
but the dangers of loss of the vessels through mismanagement or 
disaster, or even from unfavorable conditions of trade, are such that 
the scheme ought not to appeal to prudent business judgment. 


That part of the plan which relates to the transfer of the title of 
the vessels to the new company in exchange for capital stock has 
been condemned by the Attorney General ‘in an opinion delivered 
September 19, 1923, upon the plan suggested by the Policy Committee 
of the United States Shipping Board for the disposition of vessels of 
the merchant marine, known as Plan No. 2 and summarized in that 
opinion. I can see little substantial difference between the plan sug- 
gested by the Pacific Mail and the former plan suggested by the Policy 
Committee of the United States Shipping Board, except that in the 
plan of the Shipping Board the transfer of the title to the ships to the 
new corporations was not considered as a sale. In fact that plan was 
attempted to be justified on the contention that the change of title of 
the ships was colorable only and was advisable so that the new 
corporation units might be disposed of as a whole and as going con- 
cerns through the sale of the entire capital stock of each unit. 


But the suggested plan of the Pacific Mail Steamship Company 
involves an actual sale of the five ships for $1,250,000 cash and 
$5,500,000 of the new company’s preferred stock. 


The Attorney General in his opinion held ‘‘that the statutes 
authorize a sale of the ships and not an exchange of title thereto in 
consideration of stock in a corporation.” I believe that this view is 
sound. The Attorney General also says, “It was quite evidently the 
intention of Congress to authorize a sale for cash or on credit not to 
exceed fifteen years from the making of the contract of sale.” This 
is the plain language of Section 5 of the Merchant Marine Act of 1920. 

The United States Shipping Board is acting in a representative 
capacity. Its duties are much like those of a trustee or other agent. 
If we should pursue the analogy of the case of a trustee and should 
assume that the deed of trust contained the exact language of Sec- 
tion 5 above quoted, and then should ask ourselves whether the 
trustee in carrying out the language of Section 5 would be authorized 
to transfer the title of the property, over which he had power, for 
anything else than money, we would very ages come to the view 
that he could not. The same view must be taken if we take the 
analogy of a private agent. In my view the Shipping Board cannot 
accept in payment in whole or in part of the pufchase price property 
other ~— money paid or to become due in the manner set forth in 
Section 5. 

Another consideration is that by the plan in question the Shipping 
Board is investing the property of the United States in stock of a 
private corporation and no authority so to do is found in any of the 
laws applicable to the United States Shipping Board. Of course, if 
we again pursue the analogy of a trustee we would at once come to 
the view that an investment of trust funds in stock is illegal and 
not to be made. 

Reference is made to the elaborate discussion of Plan No. 2 by 
the Attorney General, in his opinion of September 19, 1923, and while 
much that is said in this opinion may be considered as presenting a 
view rather narrower than what it was necessary for the Attorney 
General to hold in order to maintain his conclusions, the decision is 
instructive to a high degree and both the reasoning and the conclu- 
sion make it impossible to approve the suggested bid of the Pacific 
Mail Steamship Company above mentioned. 

The Attorney General says as follows: 


“But it can not escape attention that serious questions would 
arise as a consequence of the assumption by the government of 
the ownership of stock in a private corporation controlled by state 
law. It might be contended that under Statutes imposing assess- 
ments to meet the debts of the corporation the government would 
be liable as any other stockholder. The vessels transferred to the 
corporation might become legally subject to state taxation. Cf. 
Irwin v. Wright, 258 U. S. 219, 228. Such immunity from suit as 
the government now enjoys with respect to the operation of its 
fleet would disappear. Cf. Sloan Shipyards v. United States Fleet 
Corporation, 258 U. S. 549. Undoubtedly, also, the directors and 
Officials of the proposed corporations would not be officers of the 
United States (United States v. Strang, supra), and thus the 
United States in the administration and operation of its shipping 
property would lose, except under statutes like that under con- 
sideration in United States v. Bowman, 260 U. S. 94, the benefits 
of the sanctions provided by law to secure the good conduct and 
public accountability of its agents. 

“These considerations impel me to the opinion that it was not 
the intention of Congress to authorize the executive branch to 
organize corporations to take title to the Government’s ships, and 
in the place of responsible government control bv the Shipping 
Board substitute a management by directors of private corpora- 
tions amenable alone to the laws of another sovereignty.” 





CHAIRMAN JONES TO SOUTH AMERICA 


Senator Jones, of Washington, chairman of the Senate com- 
merce committee, left this week for South America, where he 
will study shipping conditions in the various ports of that con- 
tinent. He conferred with President Coolidge before he left. 
He plans to revive consideration of shipping legislation designed 
to separate the Shipping Board and Fleet Corporation when 
he returns to the United States. 





AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Company announces 
having berthed its S. S. “Arizonan” for a special trip from 
Philadelphia, April 8, sailing direct to the Pacific coast, which 
provides approximately 8,000 tons extra cargo capacity, and 
which means a saving in time of approximately three days be- 
tween Philadelphia and Los Angeles Harbor, San Francisco, 
Oakland, Portland, Seattle and Tacoma. The S. S. “Minnesotan” 
Will sail from Boston and New York April 1 and April 11, re- 
spectively, as scheduled. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





EVIDENCES OF COOPERATION 


Editor The Traffic World: 

I have just received the annual report of the Freight 
Container Bureau for 1925, prepared in excellent manner by its 
staff under B. W. Dunn, chief engineer. This report certainly 
is prima facie evidence of cooperation between shippers and 
carriers, in a very large and constructive way. 

As members of the traffic fraternity, I feel that we should 
lose no opportunity of acknowledging the fortitude and capabil- 
ities which distinguish our railway executives of today as 
marked masters in management. 

Let us pledge continued cooperation to the last degree. 
These executives are proving themselves to possess the com- 
bined ingenuities of their pioneering railroad sires; moreover, 
they are doing so at a time when we can see and appreciate 
their endeavors. H. E. Jones, 

Chief of Traffic Division, School of Commerce, I. C. S. 

Scranton, Pa., March 18, 1925. 


MINIMUM RATE POWERS 


Editor The Traffic World: 

Referring to the interesting and able articles of Mr. Karl 
Knox Gartner, especially to one in your issue of March 7, 
wherein he contends that an unreasonably low rate does not 
violate Section 1 of the commerce act and the transportation 
act, and that this section “has never before prohibited anything 
but excessive or unreasonably high rates,” and that the Com- 
mission erred in the salt cases, 92 I. C. C. 388. 

Also referring to the phrase quoted by Mr. Gartner from 
Mr. Henry Wolf Bikle’s able article on the subject of minimum 
rates, which appeared in the Harvard Law Review for Novem- 
ber, 1922, said phrase reading: “It requires a mental volte- 
face to construe it as prohibiting rates that are too low.” 

I respectfully point out that an unreasonably low rate does 
violate section 1 of the act. 

This was directly held by the United States Supreme 
Court in 1897, twenty-eight years ago, in the famous case of 
IC. C. vs. C. N. O. & T. P. R. Co., 167 U. S. 479, 511; 42 L. ed. 
243, 257. In that case, Mr. Justice Brewer, announcing the 
opinion of the court, says: 


The first section declares that the rates shall be reasonable and 
just, and prohibits every unreasonable and unjust charge. Now the 
rate may be unreasonable because it is too low, as well as because 
it is too high. In the former case it is unreasonable and unjust to 
the stockholder, and in the latter to the shipper. 


This construction does not require a “volte-face,” because, , 


like the ancient Roman God, Janus, the first section has two 
faces, looking in opposite directions. 
Claudian B. Northrop, 
Washington, D. C., March 20, 1925. 


EXPERT TRAFFIC KNOWLEDGE 


Editor The Traffic World: 
) A practicing commerce attorney, formerly one of the Com- 
mission’s legal staff, writes to me in the following language: 


You have a talent for rate analysis—for dissecting an adjust- 
ment; but I think you do even_better on the constructive side. I 
wish it could have been my good fortune to have had your practical 
experience, or its equivalent. For it seems to me you have acquired 
advanced standing in the actual practice of rate-making which, for 
the traffic or commerce lawyer, is a sine qua non in building a rate 
case up in solid and convincing manner. 


hi lw: heavy 
work for me. This is always vy 


This sounds like extravagant praise and, being much in- 
clined to the shrinking violet type of modesty, I would refrain 
from the use of anything so personal were it not that I see 
an important lesson to be drawn from what is said in the 
quotation. 

Many people tend to act on the principle that, in traffic 
matters, short of the point where litigation begins, what they 
need is the best sort of technical rate, traffic or transportation 
advice; that, beyond the point where litigation begins, what 
they need is legal advice and direction rather than technical 
traffic guidance. Or, rather, for this last, they depend on the 
a who was engaged for his legal talent. And there is the 

. | 

In matters arising under the interstate commerce law it 
is not possible for the lawyer, in justice to himself or client, to 





replace or substitute for the traffic technician. Rather, it re- 
quires both of them to make the perfect team necessary to 
make the best out of the material facts on which litigation 
may depend. And there are good reasons for such a conclusion. 

Neither the ee anor the trained lawyer should 
be expected to “go alone” in any important case. They 
should be paired always to make an effective team. In my 
own experience I have seen traffic men, not well trained in 
law, stressing unduly some insignificant legal point which the 
able lawyer would know well enough to pass over while, at 
the same time, completely ignoring some vital principle of law. 
On the other hand, I have seen it occur at the hands of 
lawyers that, except for the advice and counsel of the traffic 
man, they would stress facts and figures of no importance 
whatever, while neglecting entirely other facts and figures of 
pm vital importance that a successful case must hinge upon 

em. 

In other words, interstate commerce litigation, as dis- 
tinguished from ordinary litigation, calls for two distinct types 
of expert knowledge as an indispensable requisite for success, 
and no important case can afford to spare the best kind of 
help in either of these branches of knowledge—law and traffic. 

I am sure there are many in the traffic community who 
will agree with me that the moral to be drawn for the guidance 
of those litigating in traffic matters ought to be: Select your 
team first of all. 

G. L. Tillery, Traffic Manager, 
Cherry River Boom and Lumber Co. 
Philadelphia, Pa., March 25, 1925. 





FEED TRAFFIC MEN ORGANIZE 


The Feed Manufacturers’ Traffic Committee, whose member- 
ship consists of traffic managers of the various feed manufac- 
turers, has been organized in Kansas City. Officers are: Chair- 
man, S. T. Henson, traffic manager, the Southard Feed and Mill- 
ing Company; secretary, L. N. Conyers, traffic manager, North 
Kansas City division, Arcady Farms Milling Company; treasurer, 
W. L. Bridges, president, the Western Grain and Milling Associ- 


‘ation; directors, R. N. Steinacker, traffic manager, the Tarkio 


Molasses Feed Company, and F. H. Nesmith, traffic manager, 
Kansas City branch, the Ralston Purina Company. 

The purpose of the committee is to bring about a closer rela- 
tionship between the railroads and the feed industry and to keep 
the carriers informed of the industry’s needs. The last two 
months have been spent in organizing and perfecting plans for 
the committee and in getting the support of the mixed feed man- 
ufacturers. The committee will meet once a month and will 
have as its program for each meeting, the consideration of a 
docket much in the same manner of the larger rate committees. 


O’CONNOR TO REMAIN 
Rumors that the President planned to remove T. V. O’Con- 
nor as chairman of the Shipping Board were, March 20, de- 
clared to be without foundation by a spokesman for the Presi- 
dent. It was said that O’Connor was in entire sympathy with 
the President’s merchant marine policies and that the President 
hoped that he would remain as chairman. 


CANADIAN TRAFFIC REPORT 
Following is the traffic report of the railways of Canada 
for December, 1924: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 


Dec., 1924 Dec., 1923 Nov., 1924 
Provinces Tons Tons Tons 
Prince Edward Island........... 8,431 8,602 24,454 
CS Fea 361,698 393,790 487,244 
EOE TUMNWIOK .nccccscccccccce 208,40 197,903 207,935 
SEE 00 cece crreter sorceress ooes 1,082,452 1,247,458 1,193,336 
SEE 2 :..d6 ciwivle senee-cewowe eee e-em 3,575,126 3,785,645 3,780,279 
PL, dc ueceueeép gio eesceses 415,975 361,805 809,677 
ENE, calc eve steccsenese 542,460 1,080,943 1,084,326 
ch bencketigedabhice se ssiee 4's 882,114 1,288,181 1,128,039 
Britignh Columbia. ....cccccccccce 320,443 357,457 352,121 
Total. for CaRGGR. 606660000 7,397,100 8,721,784 9,067,411 
Products 
Perr ere 2,051,532 3,323,376 3.305,755 
a ee ee 289,229 295,392 §04,271 
I otters «carnegie warns awn ae wars 2,575,899 2,529,218 2,831,459 
WEE wiv sconces Sacesecneeveeee 902,657 890,614 890,578 
Manufacture and Miscellaneous. 1,577,783 1,683,184 1,735,348 
CR TI oo cine cnsescedes 7,397,100 8,721,784 9,067,411 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF DEC., 1924 


Commodities 


eee ete etree rest eeeeereeeese 


Hay and Straw....ccccccccccccces 
MED Carcedeeudvcdcvevecenegere 
Apples (fresh) ..ccccccccccccccecs 
Gener Prult. CEOS) ....cccccccece 
NOEL «6: ¢..00ec 40 0ae Kt +e gee véee 
Other Fresh Vegetables......... 
Other Agricultural Products.... 


PE Jen dGawnr ces nencecweedees 
Cesta GHG CAVES. 0: ccccececces 
Di cacteGucdeneeweew’Oecleeaewue 
DE a Sheth on owernedesednenesedee 
Dressed Meats (CITes)...ccicces 
Dressed Meats (cured or salted) 
Other Packing House Products. 
ET wcceeecaueuedbeteenneeecs 
PE crrvedvrmeueeetuiiendoacson 


pO | ee 
pS Be) Sere 
EE a iicudedteesesiadaa nese 
COMMS cccee Maher raAweoews picasa 
Ro ntanetanaiudeevencese ° 
Other Ores and Concentrates.. 

Base Bullion and Matte........ 
Clay, Gravel, Sand, Stone (crsh.) 
Slate—Dimension or Block Stone 
CEGGO POCIOlOUM. .ccccccccecccce 
——— I SE EAR EE 


Cee e ee eee eeeeeeseeereesesese 


Logs, Posts, Poles, Cordwood... 
, | “ee ee 
NII 5d tdcalnie extioach un tcainne moans 
Lumber, Timber. "Box — 
Staves, Heading.......... 
Other Forest Products.......... 


DD pect ednnmanesd eviews sooo 


Iron, pig and SRE caciceve aoe 
Rails and WORGRINES. 2. ccccceces 
Bar and Sheet Iron—Structural 

Iron and Iron Pipe.......... 


Castings, Machinery and Boilers 
CE fie ot awhinieemaenen imeeee 
Brick cai “Artificial Stone... .: 
Lime and Plaster..ccccccccccce ¥ 


Sewer Pipe and Drain Tile..... 


Agricultural Implements and 
Vehciles other than Autos.. 


Automobiles and Auto Trucks... 
Household Goods...........seee 
| eee ‘ 
Liquor Beverages...........++. ° 
Fertilizers, all kinds............. 


reper, — Matter, Books.. 
on ye frozen, cured, op. 
Canned Meats........ om 
Canned Goods (all canned Food 
Products other than Meat). 
Other Manufactures & Miscel.. 
INTE a. carters wsorereitr orae-cie-aiive 


See eeereeseeerese 





Loaded 
at Sta- 
tions in 
Canada 
Tons 
1,018,749 


53" 330 
1,752,184 


6,886 
59,167 
4,108 
44,692 
11,029 
8,932 
5,730 
4,104 


163,186 


31,847 
849,115 
63,770 
21,752 
476 
176,072 
10,051 
126,777 
9,590 
1,020 
2,272 
9,066 
25,778 


1,327,586 


ae ae 
34° 998 


367,369 
30,881 


801,269 


67,098 
19,811 
11,739 

3,401 


21,588 
12,877 
23,914 
33,839 
19,255 

4,427 


4,721 
10,988 
4,557 
2,794 
17,032 
19,870 
108,710 
123,407 
12,744 
136 


16,808 
212,651 
191,545 
943,912 


4,988,137 


AGRICULTURAL PRODUCTS 








Originated 
Received c——Total Freight Originated, Terminated —___. 
from Foreign Cumulative Total Unloaded Deliv- 
Connections Destined to Increase at Sta- ered to 
Canadian ——— For To Over 1923 tions in Foreign 
Points Month Date (* Decrease) Canada Connections 
Tons Tons Tons Tons Tons Tons Tons 
391 19,358 1,038,498 11,716,951 *2,309,712 951,563 286,880 
11,296 23,901 48,796 670,974 *221,237 14,624 33,137 
2,973 29,188 162,877 2,545,381 322,378 137,256 36,275 
146 2,603 90,130 1,027,657 321,614 79,645 22,768 
jana 2,284 37,767 694,602 394,433 18,759 16,343 
velmacs 61 35,429 227,391 74,345 56,389 2,157 
410 2,787 17,761 147,253 *10,115 10,231 10,298 
2,361 41,601 179,858 2,498,941 *17,922 93, 240 114,444 
4,997 36,588 137,296 1,719,692 218,575 71,496 65,324 
515 5,746 71,450 931,885 57,433 52,116 23,357 
6,849 13,888 22,041 111,549 *32,488 7,714 14,466 
414 6,491 21,632 300,319 *38,161 6,714 14,479 
14,629 12,042 28,968 505,684 120,786 17,095 13,071 
1,452 9,468 43,104 509,829 12,935 12,826 31,439 
1,951 7,216 24,853 261,587 53,048 4,887 23,175 
12,371 25, 371 91,072 665,432 94,376 44,633 49,617 
60,755 238,593 2,051,532 24,535,127 *959,712 1,579,188 757,230 
ANIMAL PRODUCTS 
15 173 7,074 87,988 3,142 7,724 221 
180 2,290 61, 637 806,931 *20,304 58,293 6,390 
98 2,801 7,007 65,663 6,010 3,882 3,108 
99 3,995 48,786 392,160 91,405 44,387 4,268 
1,207 40,113 52,349 615,125 *39,069 9,264 43,337 
3,626 4,741 17,299 288,432 39,224 1,748 13,206 
3,789 17,384 26,903 342,810 *3,433 5,794 20,566 
15,415 19,527 86,274 *4,236 4,416 15,873 
549 5,263 6,524 152,479 *9,752 1,066 5,517 
432 7,548 13,843 265,006 *17,328 2,342 11,123 
930 2,251 4,149 58,468 *123 745 2,687 
1,899 5,372 14,598 162,554 17,922 5,273 8,865 
1, 749 4,116 9,533 113,006 *727 3,182 5,460 
14,581 111,462 289,229 3,436,896 61,543 148,116 140,621 
MINE PRODUCTS 
355,953 98,495 486,295 5,581,219 *1,928,041 345,871 109,552 
586,682 18,940 1,454,737 14,494,900 *3,505,116 1,374,644 35,593 
sie 64,065 386,681 63,760 51,148 wnlasiaiate 
69,504 1,064 92,320 750,389 *266,326 89,749 3,265 
—————————— ee 1,162 145,034 *443,403 875 153 
6,242 4,386 186,700 2,243,289 110,304 154,294 16,431 
arabia 2,128 12,179 129,530 34,091 5,342 7,958 
16,171 23,235 166,183 4,577,385 244,370 135,782 28,164 
2,456 15,127 27,173 372,109 493,327 12,427 14,855 
25,713 75 26,808 556,501 242,580 27,232 118 
1,350 305 3,927 146,339 23,079 4,478 305 
6,547 7,181 22,744 312,617 34,265 17,327 7,182 
3,121 2; 707 31,606 458,806 12,817 4,943 17,519 
1,074,720 173,593 2,375,899 30,134,799 5,939,477 2,224,112 241,095 
FOREST PRODUCTS 
756 7,237 171,636 2,830,580 75,390 161,110 20,662 
281 700 5,359 195,781 16,287 2,942 856 
47 399 235,444 4,006,263 166,066 117,156 115,392 
20,631 59,389 447,389 6,172,681 855,465 225,399 251,422 
4,080 7,868 42,829 515,337 111,240 19,286 20,978 
25,795 75,593 902,657 13,720,642 872,316 525,893 409,310 
MANUFACTURES AND MISCELLANEOUS 
44,279 10,504 121,881 1,674,861 102,111 90,388 19,494 
8,111 19,325 47,247 809,440 135,774 30,451 19,560 
5,448 5,444 22,631 359,962 *275,547 16,808 5,482 
82 811 4,294 222,823 *50,757 5,089 1,952 
26,638 29,248 77,474 1,017,091 *639,105 39,806 33,510 
4,909 16,263 34,049 468,783 *144,858 16,230 17,303 
176 825 24,915 1,062,643 *49,308 18,230 802 
6,910 2,239 42,988 806,281 *135,686 38,836 3,707 
1,060 1,457 21,772 373,909 *6§2,023 22,293 2,079 
367 164 4,958 112,464 26,205 5,651 164 
2,929 9,078 16,728 219,948 *58,458 3,400 14,942 
4,498 65,634 81,120 1,055,251 *46,439 6,152 75,405 
284 559 5,400 72,678 *38,743 5,632 978 
60 3,854 6,708 “77,183 *4,008 2,9 25 4,051 
404 1,341 18,777 223,564 43,293 15,820 2,729 
101 1,677 21,648 284,237 11,897 11,019 10,884 
1,768 34,307 144,785 1,678,543 *4,577 22° 250 118,980 
2,316 8,178 133,901 1,343,433 *72,181 36,594 93,906 
156 1,430 14,330 95,853 6,733 5,288 8,972 
m oo me. 203 7,056 *1,123 134 103 
1,951 15,686 34,445 371,234 32,544 15,757 20,146 
47,371 161,927 421,949 5,920,263 *844,887 213,914 238,434 
19,411 64,624 275,580 3,545,951 *327,538 220,462 67,179 
179,296 454,575 1,577,783 21,803,452 *2,396,681 843,129 760,762 
1,355,147 1,053,816 7,397,100 93,650,916 *10,106,643 5,320,438 2,309,018 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (Per Cent) 





yo. tantet, at -—Destined to— 
eig as. in Canadian Foreign 
Commodity Carried Canada 
ES tenia os ainich sig ortiterk'd so bsdaeroiaais aso eee 27.74 23.69 a - oy 
DEE ceceere Rene Rah oh edon nee e Meee de-ecnsta8 3.91 2.21 .20 1.50 
ED dabeeeniuas a as divle pid cin ih son ld dice et ah: ww earn aiaaeeaae 34.82 17.94 14.53 2.35 
I lias bn ek Gund eli ses oan which dibie eo @  ¢ ¥.a-w'e'p-o - 13.20 10.83 .35 1.02 
Manufactures and Miscellaneous................ 21.33 12.76 2.42 6.15 
ME 4.06 eRaaaemei cass odes Sie bewor eins eccccee 100.00 67.43 18.32 14.25 


7-Received from Foreign Connections 


Total 
4.05 
1.70 

16.88 
1.37 
*8.57 


32.57 


Unloaded at ~ 


Stas. in 

Canada 
21.35 
2.00 
30.06 
7.11 
11.40 


71.92 


Delivered to 
Foreign 
= 
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" March 28, 1925 


THE 
CANADIAN SHIP SUBSIDY 


The Trafic World Ottawa Bureau 


The Petersen contract for a subsidized line of steamships 
to reduce ocean freight rates has been sent to a committee of 
the House, after a discussion lasting over ten days, where it will 
be investigated and witnesses called, including Mr. Preston, who 
prepared the report attacking the “shipping combine,” and Sir 
William Petersen, who is to be subsidized to destroy it. 

Premier King, defending the contract in the discussion, 
gaid the government was prepared to give the Canadian Pacific 
and other steamship lines out of Canadian ports the opportunity 
of making a contract similar to that with Petersen, if those lines 
would give the government control of rates. He said Sir William 
Petersen was so sure of his ability to make returns that he had 
said he was prepared to put on the Atlantic ten steamers of the 
most up to date type and to give the government of Canada 
the right to fix the rates at any figure it liked in consideration 
of a certain guaranty that it was to give him at the start. 

Premier King said it was in order to take away from a 
world-wide combine, with headquarters in New York, the de- 
termination of what rates should be paid for ocean transport, 
that the government proposed to take a step that would, at least, 
insure Canada of not being subject to any but its own control, 
at least as far as rates between that country and Great Britain 
were concerned. 

He said the government had been advised by business inter- 
ests in Canada that high ocean rates were destroying the export 
trade of the country and were helping to build up the industries 
and railroads of the United States. He said the procedure of 
the ocean combine had been to establish rates from American 
ports to European and British ports considerably lower than the 
rates fixed from Canadian to British ports, with the result 
that the Canadian industries, owing to the higher rate, found 
themselves unable to compete with similar industries in the 
United States, and found that higher rates from Canadian ports 
were causing much of the raw material of Canada to go to the 
United States to be manufactured there. Thus, industries in 
the United States were built up at the expense of Canadian 
industries and shipments of goods were stimulated to Europe 
through foreign ports. 


He went on to develop that ocean rates had increased out of 
proportion to railway rates. He said it would be argued that 
water rates had risen, due to increased costs of ocean transpor- 
tation and to conditions since the war, but that everything 
maintained with respect to ocean costs would be found to be 
just as true of the cost of transportation by rail. What should 
be properly considered, he said, was whether or not ocean rates 
had increased fairly in comparison with increases in rail rates. 
He maintained that increases in ocean rates were out of pro- 
portion to rail rate increases and introduced statistics to support 
his contention. He submitted receipts showing the charge for 
immigrants coming from Great Britain to Canada. One showed 
the third class ocean fare in 1914 was $32.50 and the rail fare 
$8.70. In 1924 the ocean rate was $75, or an increase of 130 
per cent, while the rail fare was $15.70, or an increase of 81 
per cent. He made extensive comparisons of freight rates and 
of wages paid in ocean transportation and in rail transportation, 
tending to show greater increases in ocean rates. 

There were three ways, he said, in which ocean control 
might be attempted. The government might compete with its 
own ships; it might attempt some form of control with a com- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 


POSITION WANTED—Industrial traffic manager, twelve years’ 
experience operating, accounting, traffic department of carriers, 5 
years handling cases before State and Federal Commissions, desires 
location. Success in all cases handled. Can organize department 
and produce results. 











Address Box 765, care Traffic World, Chicago. 
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mission; or to make an arrangement, such as it proposed to do, 
with a private company. With regard to the first, he said the 
ships of the government fleet capable of handling the north 
Atlantic trade were few, and were already employed on other 
routes in accordance with treaties made between different coun- 
tries and Canada, or were employed on the Pacific, being the 
only profitable part of the merchant marine at present. It was 
essential that whatever line undertook the work of combating 
a combine should have facilities in the old country and in Europe 
as well as in this country. 

With regard to the kind of contract it was proposed to give 
Sir William Petersen, he said it differed from a subsidy in 
being, not merely a payment to a steamship line for certain 
services to be performed, but a payment for the right of the 
government to control the rates that should apply to a service. 
Large subsidies were being paid to different steamship com- 
panies by Canada, but they had no right to control the rates. 

The leader of the opposition, Mr. Meighen, has a resolution on 
the order paper of the House to the following effect: That, to 
enable the products of the western and maritime provinces to 
reach more readily their markets the special transportation 
burdens borne by those_provinces should be shared by the whole 
of Canada either by contribution to long haul freight costs or by 
assistance in some other form. 


Premier King said this was simply a suggestion that the 
government should susidize the railways for the long haul. 
This, he said, might help the railways, but would not necessarily 
be helping the producing or consuming interests. If every 
reduction of railway rates ‘was to be offset by an increase in 
ocean rates, particularly where the same company owned steam- 
ers as well as railways, the exporters of the country were not 
going to gain much advantage. “Reduce the rates on the ocean 
and you will very soon find,” he said, “that the export trade of 
this country will develop by leaps and bounds in a manner here- 
tofore unknown. It is the high ocean rates which, to the disad- 
vantage of exports, have been eating up, little by little, all the 
advantages gained by the control of railway rates.” 


The attitude of the opposition toward the proposal, as 
voiced by the leader, Mr. Meighen, was that the conference 
system wag not necessarily an evil in itself; that there was no 
such advance in ocean rates as had been intimated by the prime 
minister; that it was questionable if Canada had the right to 
control rates between this country and Great Britain, but if so, 
Great Britain also had the right, making a situation which would 
be impossible; that the only effective control would be control 
by the whole British Empire. He impugned the contract with 
Petersen as being one that he could not be forced to carry out 
to the extent of carrying the commodity at the rate fixed. 
There was not a syllable in it to prevent him from carrying 
American goods if he wished. He could carry out the contract 
by one sailing a year. There was no provision in it for carry- 
ing immigrants. If the ships devoted all their time to carrying 
cattle, they could not carry more than half the cattle shipped 
and the subsidy, distributed over the cattle business, would 
mean a cost of $60 a head. He wanted to know who was to 
be the arbiter to decide which of the many shippers would get 
the advantage of the low rates. He condemned the whole con- 
tract as ill-advised, costly and futile. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has issued the follow- 
ing orders: 

36170, March 17. Directing that a rate of 35% cents per 
100 pounds on wood pulp, C. L., from Chandler, Que., to St. 
Andrews, East Quebec, may be made effective in a further sup- 
plement to C. N. Rys. tariff C. R. C. No. E-475 on three days’ 
notice. 

36174, March 17. Approving location of Nipissing Central 


Railway from Larder Lake, mileage 22:5, to Lake Ontario, mile- 
age 59.72. 


RESTORATION OF SPECIAL RATES 


Mr. Church, of Toronto, has introduced a bill in Parliament 
to amend the railway act. The object is to restore the special 
rates that applied before the war in regard to excursion tickets, 
for holidays, fairs, and other events. Single fares or a fare 
and a third were then charged, and he thinks there would be 


a large increase in railway earnings if the old arrangement 
could be restored. 


CANADIAN CAR LOADING 


Car loading in Canada for the week ending March 14 showed 
a slight increase over the previous week, owing to heavier load- 
ing in grain, lumber, pulpwood, other forest products and mis- 
cellaneous freight. Coal loadings showed a material decline. 
The decrease of 5,165 cars from the corresponding week in 1924 
was due to smaller grain loading and shutdowns in coal mines. 
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CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the Week Ended— 


















































Mar. 14, Mar. 7, Mar. 15, 

Commodities 1925 1925 1924 
Grain and Grain Products.........ee-ee0+ 2,295 1,767 2,251 
SEE Minccatninoseidebaitevesneeeaviens an 1,079 1/154 
Coal ccccccccccccccccccccccccccsccccccccccs 1,164 172 4,680 
BM Se Re acied Oe reeOEh Cs Ceaebecee ser em eons 334 298 143 
PEE \\cnagheocecwecueenneees tntecngeQe | ae 2,107 3,678 
PUWOOE .ccrceccees Kdgseiccaceesecoeteeson Milne 3,154 4,327 
Pulp and Paper. es acnankaciatere ua aaieem eek ccocce 2,067 2,231 2,001 
Other Forest Products. Deteecetsceesteces aeEe 1,882 1,779 
Ge acatineecencwensadsaes Ceneeeee-cee ee ence 737 727 645 
Teercinaiion, Ee €. Nowe iawieielone.s iavivenx Eee 11,049 10,184 
Miscellaneous ....:....ccccccccccccee coces 8,900 8,274 9,287 
Total Cars Loaded.......... relnaainesmsaeaee 34,740 40,129 
Total Cars Rec’d from Connections... 33,324 31,170 37,028 

WESTERN CANADA 

Grain and Grain Products........ceese0e+ 4,137 4,471 5,465 
Ce ea Sees ° 985 1,188 1,159 
RMN (nib.4aslgsreetiamiaieo-sinacieate 1,980 1,405 

CE siscae cc's SE ST es ware 41 
EE ae eee ceccccccccccccecce 746 755 969 
PUIPWOOE cicsccccce Rigeeeenen cease wvewcivn 460 571 605 
Pulp and Paper.........-... eels seenteloneied 120 187 254 
Other Pores PVOGIOR SG ococcccciscesosce - 1,904 1,495 1,744 
RMN: acl auiciauis «dlnswisiaivinwe sae bsosedeeweees ee 563 550 335 
Merchandise, L. C. L..-........ ecsecedios ane 3,730 3,406 
Miscellaneous ....... Caveteewsmaeseqeaees See 1,995 1,953 
Total Cars Loaded........ ee 16,963 17,357 
Total Cars Rec’d from Connections... 2,545 2,115 3,185 
TOTAL FOR CANADA 
Grain and Grain Teaeame. ccccccecececoee 6,482 6,238 7,716 
MEIER occicivcccctesbosedessesceeenivese 2mee 2,267 2,313 
EN it terreeehwenemes eeccccccece 2,600 4,152 6,085 
GE. cevaces dtwee es e~wenen eceeeeeness wae 494 339 205 
Lumber ...... sical esata ovStaiinr< emreraataiw's ee 2,862 4,647 
OOS a cicaivsiecccece cee elee ne ecccccccee 4,060 3,725 4,932 
Pulp and Paper... .2<.0s0<0 wecwenesecaawe. “ane 2,418 2,255 
Other Forest "ube Saateunoaswesiea ee 3,377 3,523 
Ly Ee ee eee weanieeawneonaeeen. . cae 1,277 980 
Merchandise, 3g gp Seertennie accevccees Satee 14,779 13,590 
WOUND sdcencseccscvanceccanac seceee) BO U0e 10,269 11,240 
DOtOl Care EMERG. oc.cscccdccccciacos 52,321 51,703 57,486 
Total Cars Rec’d from Connections.. 35,869 33,285 40,213 
CUMULATIVE TOTALS TO DATE 

1925 1924 
Grain and Grain Products............00¢ 70,493 90,545 
A UNNI «6:6 a0-dis sixGidalaecadesomeocee *66ae0 24,565 22,989 
COB! ccc CURE NC Ee HOSS CUECe Sa Oeeeadewee 61,867 52,106 
 si0eeces Soeeee Cateriees Vetceswenews eens 3,611 2,926 
EMIPBUEP cccccccece CAD RIROR ONC RONegeEe es 30,870 34,231 
PUMWOOCE .nccccces Sees 44,848 42,252 
Pulp and Pap er aia ermssiasatace 23,412 23,945 
Other Forest Products. . ‘ 36,173 33,990 
DE Cad wernt aarteceeaine acineie 12,671 9,797 
Merchandise, L. C. L.. 149,959 135,280 
PRINCE | hcitioussierensaceescnys 106,193 110, 817 
Total Cars Loaded........ saceaeiaae 564,662 558,878 
Total Cars Rec’d from Connections.. 365,006 378,438 


, The total amount of revenue freight loaded at railway sta- 
tions in Canada in 1923 and 1924, according to a statement made 


in reply to a question by Sir Henry Drayton, in Parliament, 
was as follows: 


(Tons 2,000 Ibs.) 


All Railways 
192 





923 4 

Prince Edward Island 95,263 112,375 
ee aaa 6,502,523 4,691,770 
New Brunswick 2,425,470 2,385,135 
MINE, aila'5:c; 5a: si clentars/aigine-oy-Gieic: Garcsa avaro'eretecs aaa 11,678,486 11,515,705 
SPINE, Maresiole's'w sticureincrbed een omecaicbaisboa een ae 22, 770, 918 21,288,553 
i RS See RENE ROS 4,745,136 4,828,316 
RNIINIED, 5.5: c.cinicigiceo wees ceeeaininne escent 8,043,665 6,532,582 
Alberta SC Oe ee oe ee 7,987,487 8,396,552 
SU NINN oo. a eiscisioewieccalioseties tien 4,713,453 4,182,579 

NE eck esi ebeginkelns Ce aele nde cas cette wees 68,962,401 65,148,937 








23 24 
Pence TAWGIE THANG. 6icccccwicccsigseccecoess 95,263 112,375 
pag ee Ri a Sa ae 1,636,230 1,382,100 
DPM oe: cicrcichnrciwrdcsunikvoveasaing.octmunecvesine 1,293,063 1,269,153 
EN aha os Scie ul cide ablatiio mahensnete noni 5,257,516 5,317,859 
EO ES CCI ITE Ie Bee 12,450,288 11,545,358 
Se ce ey a erro een army ,990,9 1,987,318 
INN, «il a: 3:45 as Gyancl aie arabia naka 6OG6 Cam areeiee 4,213,239 3,619,236 
MEE area sient vino prasauare avereee's alp-a'w vetaaloe hoe oikie 3,052,929 3,741,893 
British Columbia ........ccsseeesscecvscceeees 511,562 496,727 
BND nna aciiimnd onl henna ewiereibesemntinielindee 30,501,087 29,472,019 
The decrease in tons on a list of articles was as follows: 
1923 1924 Decrease 
TNE oh osdrc ede. sa Nhe ansae acericwsecaan 5,999,453 5,231,066 768,387 
Bar sheet structural iron and iron pipe 709,857 425,734 284,123 
Castings, machinery and boilers........ 60, 155,527 105,170 
Brick and artificial stone.............. 384,914 333,608 51,306 
ee a ey ey oe 3,167,071 2,634,823 532,248 
ORO 7,552,165 5,731,824 1,820,341 
ME. Sn Watiswsrtoccpcesene seteews 101,643 102,405 * 762 
DRCVON MINING ooo Be esses S. cioinn leestadts 1,612,980 1,531,832 81,148 
Miscellaneous freight ..............e.- 2,746,983 2,517,466 229,517 


* Increase. 
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A Splendid Port 


into a 


Tals KNOWLEDGE 
WILL SAVE 
YOU MONEY! 


The Port of Houston is fifty miles closer 
by water to the markets of the South- 
west. 












Houston enjoys a rate advantage over 
other points in this territory. 









Seventeen railroads, each with excellent 
freight schedules, including splendid 
package car schedules, serve Houston and 
its Port. 


























The Port of Houston has every modern 
facility for the prompt and efficient han- 
dling of cargo. 


Look at Los Angeles purely from the stand- 
point of the navigator—its deep broad chan- 
nels, miles of dockage, modern loading and 


unloading facilities, copious warehousing, and 
convenient rail connections. 








The Port of Houston is served by a PUB- 
LIC BELT LINE RAILROAD which re- 
duces materially the switching and han- 
dling charges. 





Competent warehousing and forwarding 
organizations offer you their services and 
thousands of square feet of fire-proof 
warehousing space to accommodate your 
needs. 


Ship via the Port of Houston 


“And save the difference” 


You will find that it measures up fully to the 
standards of the greatest world ports. 


Then raise your eyes. Look beyond the water- 
line. If you have the vision and the penetra- 
tion which make great world traders, you will 
recognize a back-country with the most mar- 


velous possibilities of any region in the United 
States. 


Proof of that brings you back to the harbor 
itself. It has grown 1700% in a quarter of a 
century—from a jog in the coastline to the 


full information ask for 
second largest port in the United States. shade ‘ 


“PORT HOUSTON” 


and 


“HOUSTON FREIGHT RATE BOOK 
NUMBER 1” 


No charge for either publication. 
Address 
THE DIRECTOR of THE PORT 


5th Floor Courthouse Houston, Texas - 


Nothing can be more obvious than the advisa- 
bility of getting a foothold in this wonderful 
commercial center now. 








Write us for “‘The Port of Los Angeles’’ 
a booklet full of valuable facts 


Board of Harbor Commissioners 


City of Los Angeles 
“Port of the Pacific Southwest”’ 
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CROW’S NEST PASS RATES 


Referring to the freight rate situation, the Canadian Pacific, 
in its annual report, says: 


The points in dispute relative to the powers of the Board of Rail- 
way Commissioners respecting what are known as the Crow’s Nest 
rates, which the company agreed to establish in 1897, have been the 
subject of reference to the Supreme Court of Canada, with the result 
that the court has decided that the Board of Railway Commissioners 
are without jurisdiction to interfere with these rates, they being, in 
the court’s opinion, of a statutory character and, therefore, not sub- 
ject to review by the Commission, but the court has held that the 
specified rates only apply to points oi your railway as it existed in 
1897. The result of the court’s decision naturally creates violent 
inequalities and discriminations between communities which have 
until recently enjoyed a pariey of rate schedules—a consequence 
which was pointed out when the question was the subject of parlia- 
mentary inquiry in 1922. Undoubtedly intervention by parliament 
will be necessary in order that a scale of rates may be evolved 
which will be free from such discrimination, even though legal in 
character. The Canadian producers suffer from a geographical dis- 
ability due to the great distance their products have to be hauled. 
This difficulty has always existed and cannot be entirely eradicated. 
The remedies which are suggested are for the most part artificial 
and of doubtful soundness. <A general lower scale of rates is not pos- 
sible without grave unfairness to the transportation companies un- 
less brought about through increase of traffic in consequence of 
greater population and development in the country itself. Two 
factors, however, appear to be reasonably certain—namely, that an 
independent tribunal free from political influence should determine the 
reasonableness of Canadian railway rates and that the companies 
should receive adequate revenues for the vitally important service 
they render. The essential character of these factors has been recog- 
nized in Great Britain, the United States and Canada, and your 
directors are extremely hopeful that the interests of the companies 
will not be lost sight of in the consideration of the matter by parlia- 
ment. Were rates in Canada to be determined for reasons of political 
expediency or as a result of political pressure. Canada would depart 
from the principles of the railway act, one of the most constructive 
pieces of legislation on the statute books of the country and would 
take a backward step, having both direct and indirect commercial 
and economic consequences which would be greatly to the country’s 
disadvantage. The complicated question of freight schedules is one 
which can only be dealt with by a dispassionate tribunal with the aid 
of experts and having in view the interests of the shippers and con- 
sumers and of the transportation agencies of the country. In public 
discussions of the subject the value of the work of the transportation 
companies and, in particular, of your company, is frankly recognized, 
but the fact that that work can only be carried on_ successfully 
under a fair scale of rates is sometimes overlooked. The question 
has become one of government policy, and your directors will prob- 
ably be in the position of making further representations to you in 
respect of it at the forthcoming annual meeting. 


CANADIAN OPERATING REVENUE 


The Trafic World Ottawa Bureau 

A summary of the operating revenues, expenses, and siatis- 
tics of Canadian railways for 1924 shows how both the great 
Canadian railways suffered by comparison with the year before. 
The decrease in operating revenue of the Canadian Pacific was 
$12,031,886 and that of the Canadian National $13,562,714. In 
operating expenses, the Canadian National decreased $13,476,255 
and the Canadian Pacific $11,781,564. The decrease in net 
operating revenue of the Canadian National was $86,459 and 
that of the Canadian Pacific $250,322. 

Operating revenues of the Canadian National (Canadian 
lines) in 1924 amounted to $201,224,493, and those of the 
Canadian Pacific were $180,796,044. Operating expenses of 
the Canadian National were $189 460,403, and those of the 
Canadian Pacific were $143,258,643. Net operating revenue of 
the Canadian Pacific was $37,537,400, and of the Canadian Na- 
tional (Canadian lines) $11,764,040. 

The heavy harvest of 1923 gave the railways a tonnage in 
the autumn months the heaviest in their history. A consider- 
able quantity of grain was carried over into 1924, making a 
heavy tonnage for January, February, and March, and again 
in May, June, and July, after navigation opened, but when the 
new grain began to move in September, the smaller crop, coup- 
led with heavy declines throughout the year in coal, caused 
tonnage to fall considerably below 1923. Forest products were 


heavier January to May but fell off from June on, and manu-’ 


factures and miscellaneous freight were lighter throughout the 
year. The chief declines in the latter class were bar, sheet, 
and structural iron, 640,000 tons; castings, machinery, and 
boilers, 140,000 tons; brick and artificial stone, 135,000 tons; 
merchandise, 325,000 tons; miscellaneous, 950,000 tons. .The 
decrease for the year in wheat alone was over 2,300,000 tons. 
The long haul for wheat, which averages between 500 and 600 
miles with an average earnings of 50 to 60 cents per ton mile, 
makes this large decrease in tons carried still more significant. 

Net earnings were well above those for 1923 at the end of 
July and even at the end of September, but October, November, 
and December business fell so far below that of the correspond- 
ing months of 1923 that the lead gained in the first nine months 
of the year was wiped out and a decrease of $1,689,433 was 
shown at the end of the year. 

Decrease in freight revenues for the year was $24,942,247, 
or 7.5 per cent, while passenger revenues fell off $4,694,656, and 
total operating revenues were less by $29,986,902, or 6.4 per 
cent. Operating expenses were reduced by $28,297,468, or 
7 per cent, the reduction in maintenance of way and struc- 
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tures aggregating $4,978,226, or 6.1 per cent; in maintenance of 
equipment $6,949,566, or 7.6 per cent; and in transportation 
expenses $17,096,041, or 8.4 per cent. The amount paid in 
wages and salaries was less by $14,926,864, or 6.1 per cent, for 
a decrease in the average number of employes of 8,542, or 
5.1 per cent. 

On*the Canadian National, tonnage and gross earnings of 
the early months were good, and by the close of July gross 
earnings were $206,192 ahead of the previous year, while oper- 
ating expenses had been reduced $2,254,730. Maintenance of 
way-and struetures showed little change month by month from 
the 1923 figures, the total saving being $1,072,406, or 2.7 per 
cent. -Maintenance of equipment expenses followed the figures 
of the two previous years for the first eight months, but, when 
earnings began to drop in September, heavy cuts were made, 
giving a total saving for the year of $4,111,214, or 9 per cent. 
Transportation expenses were lighter each month except June, 
the saving for the year being $8,978,205, or 8.6 per cent. 

The lines in the United States did not make ag good a 
showing as those in Canada, in comparison with their 1923 
record, so that, while the decrease on the Canadian lines in 
net operating revenue, was only $86,459, the net revenues for 
the entire system aggregated $17,244,251, as against $20,430,649 
in 1923, or a decrease of $3,186,398. 

On the Canadian Pacific gross revenues were heavier for 
the first six months, but from July they fell off and the de- 
crease at the end of the year was $12,031,885. Heavy main- 
tenance expenses the first six months kept the operating ex- 
penses well up to the 1923 figures, but cuts the latter part of 
the year in this and in transportation and other expenses re- 
duced the total for the year by $11,781,563, or 7.6 per cent. 
The payroll was less by $4,754,859, or 5.3 per cent, decrease in 
average number of employes being 2,691, or 4.5 per cent. De- 
crease in freight traffic was 1,846,315,161 revenue ton miles, 
38 per cent of this being in December. Passenger traffic de- 
creased 8.6 per cent. 


CANADIAN NATIONAL FIGURES 


In reply to questions in Parliament, the following informa- 
tion has been given regarding receipts and expenses from reve- 
nue freight on the Canadian National: 


REGIONS 
Grand Trunk q 
Atlantic Central Western Western System ; 
1924 1923 1924 1923 1924 1923 1924 1923 1924 1923 
Revenue from rates per freight ton mile (cents): rh 
1.080—1.093 1.152—1.150 1.307—1.377 -771—.718 1.010— .999 
Total revenue: 
1.111—1.129 1.191—1.192 1.365—1.440 -784—.733 1.040—1.032 
Expenses per revenue ton mile: 2. . 
1.285—1.402 -922— .941 1.045—1.000 -711—.703 .875— .884 
Average receipts per freight train mile (dollars): a wee 
3.86—3.90 5.96—5.92 7.52—T7.52 4.52—4.01 5.39—5.18 
Average expenses (ditto): . _, 
4.46—4.84 4.61—4.67 5.75—5.22 4.09—3.85 4,53—4.44 


BRANCH LINE CHARTER RENEWED 


A bill for the renewal of the charter of the Canadian Pacific 
Railway for a branch line called the “Manitoba and Northwest- 
ern Railway Company of Canada,” from Theodore to a point 
between Govan and Lanigan, in Saskatchewan, has been passed. 
Mr. Johnston, member for one of the constituencies through 
which the proposed line would run, opposed the bill, saying it 
had been renewed every two years for the last twenty vears, 
and he could see no reason why the life of the charter should 
be prolonged, if the company was not yet ready to begin 
operations. 


CANADIAN RAIL EARNINGS 


Earnings of the Canadian Pacific Railway for the week 
ending March 14 were $2,885,000, a decrease of $398,000. Earn- 
ings of the Canadian National for the same period were 
$4,284,779, a decrease of $451,667. 


ACCIDENTS IN CANADA 


Returns of accidents on Canadian railways in February 
show a total of 190 accidents, in which twelve persons were 
killed and 218 injured. No passengers were killed, but forty- 
four were injured. There were six crossing accidents, autos 
being involved in all of them, and four of the crossings were 
classified as “unprotected.” 


BILL FOR AN EXTENSION OF TIME 


A bill granting extension of time to the Alberta Irriga- 
tion and Railway Company has had a third reading. The 
company may, within five years, complete two lines, one from 
Cardston in Alberta to a point near Glenwoodville, and another 
from a point near Woolford southeasterly. 


CANADIAN NATIONAL DEFICIT 


From a reply by the Minister of Railways to a question 
asked in Parliament, the conclusion is drawn that the deficil 


| 


Marc} 











ion 




















March 28, 1925 THE TRAFFIC 


American _ 
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President Grant—One of the five sister ships—showing cargo noniting facilities 
especially designed for rapid handling from lighters on both sides of vessel. 


| SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 





ot eR 


i errs aes 


‘PRESIDENT McKINLEY.................. March 28 

5 *PRESIDENT JEFFERSON.................. April 9 
*PRESIDENT GRANT.............00.0..o. April 21 
‘PRESIDENT MADISON....... May 3 
‘PRESIDENT JACKSON .............-.-.. May 15 

" * Refrigeration Service 

3 Direct Freighter Service 


Oo 
Japan, Shanghai, Delous Taku Bar, Tientsin 


“19 @ 2. Se March 31 
Pe EE 6666 cedstascenksebseaitnkwin April 2 
66404 berdrine<cnriireda debian April 5 


*, Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 
a FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 
New York—32 Broadway, Phone Broad 0580. 
Boston—177 State Street. 
Philadelphia—101 Bourse Building. 
Detroit—1714 Dime Bank Building 
San ye ec Dollar Building. 
ngeles—626 South Spring Street. 
Pertionl iei Third Street, Corner Stark. 
Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 
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Operated for 


United States Shipping Board 


by Admiral Oriental Line, Managing Operators 
L. C. Smith Bldg., Seattle 
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Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 




























From From From 
Baltimore New York Savannah 
er Mar. 28 Apr. 1 
SEEKONK.......+ sees eooAgpe 7 Apr. il Apr. 15 
|| ee Apr. 21 Apr. 25 Apr. 29 
PETER KERR....... eooeeMay 5& May 9 May 13 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, me Ey - 

Los Angeles Harbor without transfer charge, also to all po 

——- Oregon, Washington, British Columbia, Alaska my & 
ar East. 


Joint Service with 


HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 
xx*DEUTSCHLAND ...Apr. 2 xx*RELIANCE ......... Apr. 21 
xx*RESOLUTE ........ Apr. 7 xtWESTPHALIA .....Apr. 23 
Xt{MOUNT CLAY......Apr. 9 xx*ALBERT BALLIN. .. Apr. 30 
xx}CLEVELAND ...... Apr.16 xx*RESOLUTE ........ May 5 


+Cabin and Third Class Passengers. *First, Second and Third 
Class. x Calls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


SUDBURY (via Baltimore and Hampton Roads)............ Apr. 9 
IKALA (via Baltimore and Hampton Roads).............. May 7 
BALTIMORE TO BREMEN AND HAMBURG 
LEGIE (via Hampton Roads) ........cscccsccccscccceccens Apr. 1 
SUDBURY (via Hampton Roads)..........sccccseceeseeese Apr. 15 
IKALA (via Hampton Roads).......-sseescseccccesecseees May 13 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


EE 1s cca kis nenicig «wrge'wdnis RUSE Re EN see 440 608) N0eK~ eens Apr. 4 
DIE. ..c0<5 sek erebeaeewocouesieeeoteeeeensekees ob seer Apr. 18 
DEE. $<:cn biceie60aonsienswe eaeseunees vv eteses eoenb eee euee May 16 


NEW ORLEANS TO BREMEN AND HAMBURG 
pS 0 | Eee Poe ne eon eee er eee ee Last Half of May 
ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 

PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 








General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CHICAGO, 327 South La Salle Street....... ---Phone Wabash 4891 
BRANCH OFFICES: 

RETR occ cdvcvcccicsccesvoesees 4128 Jenkins Arcade Bldg. 
SYRACUSE 00600500 0le ce J000eseeebeesccoepoees 201 Mitchell Bldg. 
Be er Pe ree er ee M. Born 
Se re Dichmann, yee Y Poth, Ine. 
SE cictin nin oid nt een eg pee <0 6eegees eo uene H. Sprague & = 
NEW. ep SESS SSS Sa ee REE SS ios a Phe _ 

AS a ee eyer 
Cede duinnssiewenesiows Dichmann, whene : — Ine. 
DRILADELPHIA KPa eindleeementeew Dichmann, Wright & Pugh, Inc. 
Daas eurlesinvicken cnsewes Columbia Pacific Shipping Co. 





830 THE TRAFFIC WORLD 


on Canadian National Railways last year, including fixed 
chrges, was approximately $57,000,000; in comparison with 
$52,779,350 in 1923. A return published by the Bureau of 
Statistics a few days ago gave the 1924 operating income of the 
Canadian National lines as $11,689,794, exclusive of fixed 
charges. Mr. Graham said that 1924 fixed charges, “exclusive 
of the obligations of lines in the United States, and of sep- 
arately operated properties,” would amount to $68,730,216., If 
from this is deducted operating income, there is a deficit, in- 
cluding fixed charges of $57,040,421. Of the 1924 fixed charges, 
$31,271,048 is on debt to the government, the remaining 
$37,459,173 being on debt to the public. The Minister said 
that in 1924, $118,165,686 was added to the debt of the Canadian 
National. Of this amount, $90,080,526 was added to the debt 
due the public. Fixed charges on Canadian National lines in 
1923 were $66,144,226 and operating income $13,239,091. It is 
expected that the annual statement of the Canadian National 
will be submitted to Parliament before Easter. 


SALE OF GOVERNMENT SHIPS 


The government has disposed of seven of the Canadian 
Government Merchant Marine steamers, at prices ranging from 
$75,000 to $140,000. Three of the ships were sold for cash, and 
the others on the basis of part cash and the balance in five 
annual payments. The government has an offer for the re- 
maining ships, but refuses to make known the details. 


WANT GOVERNMENT TO TAKE ROAD 


The Minister of Railways says strong representations have 
been made by the government of New Brunswick to have the 
Dominion take over the St. John and Quebec Railway, but so 
far no agreement has been reached. 


CANADIAN RAIL SUBSIDY 


The province of Quebec is bringing down new railway sub- 
sidy legislation, the intention being that lands granted for the 
building of railways shall not be alienated but shall be granted 
to the companies building railways on a basis whereby they 
will enjoy the use of the lands and the crops, including forests, 
for a period of 75 years. The practice hitherto has been to 
issue land grants of 4,000 acres per mile of railway built and, 
in some cases, that acreage was doubled. 

Land grants are awarded only when the road is built. The 
lines have only a certain time in which to begin construction 
and a certain additional time to complete the work if the grants 
are to be awarded. There has been no railway construction 
in Quebec for a number of years, but the impression now is 
that several hundred miles will be built in the near future. The 
Abitibi Southern Railway Company, which proposes building 
from Montreal to a point near Amos on the Transcontinental, 
_ is a Canadian company being financed in New York. Another 

charter recently passed is for the Quebec Northern Railway 
Company, which proposes to traverse Labrador. 


OLIVER CRITICISES CANADIAN PACIFIC 


Premier Oliver, of British Columbia, in a recent public 


address said his province would have doubled its present popu- 
lation were it not for the circumscribing effect of discrimin- 
atory freight rates. 

“The Canadian Pacific,” he said, “virtually draws a circle 
around different parts of the country, and says you must re- 
main within and nowhere else. Less than that hag been known 
to lead to war in some countries.” 

He criticized the advertising being done by the railway 
dealing with freight rates. It was so written, he said, as to 
tell only part of the truth and deliberately to deceive the 
public. He quoted from the advertisements, and analyzed the 
statements they contained with regard to grain rates and 
shipments, adding: “For unmitigated gall these statements 
exceed anything I have ever heard of.” Our position with 
regard to grain today is that we are still paying four cents per 
100 pounds more than the rate eastward. I have it from the 
premier of Saskatchewan that every cent reduction we get 
extends eastward by 250 miles radius from which we can draw 
grain to the Pacific coast.” 


FREIGHT TRAFFIC IN JANUARY 


Freight traffic in January was the greatest for any January 
on record with the exception of January, 1923, which exceeded 
it by 1.8 per cent, according to tabulations made by the Bureau 
of Railway Economics of reports just filed by the carriers with 
the bureau. Continuing, the bureau said: 


Measured in net ton-miles, it amounted to 37,035,162,000 net ton- 
miles. In January, 1923, the volume of freight traffic amounted to 
37,706,628.000 net ton-miles. 

Freight traffic in January, 1925, was an increase of 7.3 per cent 
over that for the same month last year, and an increase of 5.9 per 
cent over 1920. 

he decrease of 1.8 per cent in the volume of freight traffic han- 
dled by the railroads in January this year compared with two years 
ago took place despite the fact that the number of cars loaded with 
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revenue freight in January this year was the greatest on record for 
that season of the year, exceeding by 5 per cent the same month jn 
1923 and January last year by 3.6 per cent. 

All districts reported increases, computed on the basis of net ton. 
miles, in the amount of freight traffic handled, compared with Janu. 
ary last year, the Eastern district showing an increase of 6.5 per 


cent; the Southern, 4.2 per cent, and the Western district an increage 
of 9.9 per cent. 


PERFORMANCE OF CARRIERS 


The railroads of the country handled the freight traffic 
offered them in January more expeditiously than in any January 
on record, according to reports filed by the carriers with the 
Bureau of Railway Economics, which said: 


The daily average movement per freight car in January was 26.5 
miles. This exceeded by seven-tenths of a mile the best previous 
pn for that month, which was attained in January, 1923. It also 
execeded by one and one-half miles the daily average for January 
last year and exceeded by nine-tenths of a mile the daily average 
for December, 1924. 


In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in 
process of being loaded and unloaded, cars undergoing or awaiting 
repairs and also cars on side tracks for which no load is immedi- 
ately available. 


The average load per car in January was 28 tons, three-tenths 
of a ton greater thai the average for the same month last year, but 
one ton less than in January, 1923. 


ROLLING STOCK ADDITIONS 


Class I railroads in February installed in service 15,385 
freight cars, making a total of 28,120 installed the first two 
months this year, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
Of the total number placed in service, box cars totaled 7,424; 
coal cars 6,310 and refrigerator cars 686. Freight cars on order 
on March 1 totaled 50,629 compared with 45,074 on March 1, 
1924. On February 1, 1925, the number on order was 69,295. 
The railroads, in February, also installed 125 locomotives which 
brought the total number placed in service in the first two 
months this year to 292. Locomotives on order March 1 
amounted to 293 with deliveries being made daily. On March 1, 
1924, 457 were on order. These figures as to freight cars and 
locomotives both installed in service and on order include new, 
rebuilt and leased equipment. 


CONDITION OF EQUIPMENT 

Out of 96,249 freight cars inspected in February, 3,803 or 
3.9 per cent, were found defective, as compared with 87,965 
inspected and 3,317 or 3.8 per cent found defective in February, 
1924, according to the monthly report of the Commission on 
condition of railroad equipment required by a Senate resolu- 
tion. ; 

Out of 1,523 passenger cars inspected in February, 27 or 
1.8 per cent, were found defective, as compared with 1,481 in- 
spected in February, 1923, and 11 or 7-10 of 1 per cent found 
defective. 

The Commission reported that, in the month of February, 
22 cases involving 50 violations of the safety appliance acts 
were transmitted to various United States district attorneys 
for prosecution. 

Out of 5,732 locomotives inspected in February, 2,648 or 
4§ per cent, were found defective and 267 were ordered out of 
service. In the same month of 1924, 5,629 were inspected, of 


which 3,076 or 55 per cent were found defective and 586 were 
ordered out of service. 


REGIONAL BOARD MEETING 


The Trans Missouri-Kansas Regional Advisory Board met 
March 18 at Kansas City. Reports of special, commodity, and 
railroad committees showed that the territory was receiving 
adequate transportation service, that railroad equipment was 
in good order, and that there were no car shortages. 


Industrial conditions were indicated by the commodity 
committee reports, coal production being placed at 95 per cent 
of the corresponding period a year ago, brick and clay prod- 
ucts production showing a slight increase, oil in excess of last 
year, lead and zinc more than a year ago, and lumber and 
building materials about equal to the production a year ago. 

Railroad representatives stressed the importance to both 
carriers and shippers of heavier loading and quicker release of 
cars. They also pointed out that the roads in 1924 originated 
31% per cent more car loads of traffic than in 1920 for every 
$1,000 expended in operation. 

Clyde M. Reed was reelected chairman of the board; V. E. 
Smart, chief of transportation, Missouri Public Service Com- 
mission, was elected alternate chairman; E. N. Adams, man- 
ager, the Tulsa Traffic Association, was elected vice chairman: 
and J. H. Tedrow, transportation commissioner, Kansas City 
Chamber of Commerce, and W. L. Harvey were reelected secre- 
tary and assistant secretary respectively. The next meeting 
will be held at Tulsa, Okla., June 17. 
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CHICAGO — | Kedney Warehouse Co. 


10S. STOCKTON TRANSFER CO. 


1020 South C 1 St. lor St. : ; ~ . 
28 er mene Sager St Minneapolis—St. Paul Grand Forks, N. D. 
Teaming of Every Description—City Delivery Service 
and Carload Distributors Members A. W. A.—C. W. C.—Mina. W. A. 

















GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


DENVER, COLORADO ee 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates Absolu: taly Fire Fhe —e-- & 
1700 Sixteenth Street, DENVER, COLORADO Lowest Warehouse Insurance Rate in State. 


Track Capacity, 25 Cars. 
Latest and Best Equipment for Handling. 


ALBANY, WN. Y. 
ecient py Storage 
Natural distributing point for New York and 


New England. Warehouses for every need Receipts Issued 


‘ool Car Distribution. 


Furniture anes Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 


with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 





MEMBERS A.WA. O.W.A. SOUTH BEND, IND. 


DERE R Ff warnER WAREHOUSE CO. 


SERVICE Merchandise Storese Pvete ms Bi tiaalsletateyel 


New York Central Siding “ree Switching Pool Car 
Distributio yn Nego ame Warehouse Receipts Issued. 
BUILDS BETTER BUSINESS Stcuherd Geta Marnie 
MERCANTILE WAREHOUSING AND DISTRIBUTING m«¢ iain of Ware! 


Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 







Merchandise Storage — Quick Shipments — Distribution Cars 
“‘Coburn Service for Efficiency” 





KENT ENT STORAGE COMPANY 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 


Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 
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TO POINTS IN THE GREAT MARKET 
OF THE WEST AND SOUTHWEST 
IF YOU USE THE ADVANTAGES OF THE 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, | 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relati 
problems. We do not desire to take the place of 
help him in his work. f : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situatidn too complex for the kind of investigation 
herein contemplated. 


to practical traffic 
traffic man but to 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Storage—Actual Notice Received by Consignor of Refused Ship- 
ment Does Not Absolve Carrier from Duty to Notify Con- 
signor as Condition Precedent to Assessment of Storage 
Charges 
Wisconsin.—Question: On November 28, 1924, we made a 

less carload shipment on order notify bill of lading from a point 

in Michigan to another point in Michigan, which was refused by 
the consignee at destination on account of shipment arriving 
too late for his requirements. 

The bank through which collection was authorized returned 
the original bill of lading to us, stating that consignee refused 
to puck up shipment and honor draft. 

We wrote the agent at destination several times as to 
whether shipment was on hand and the first reply received was 
March 12th, stating that shipment was still on hand unclaimed. 
This is the first official notification we received from any repre- 
sentative of the carrier that shipment was at destination in 
their freight house unclaimed. 

We would like to be advised whether the carrier can bill 
us for storage charges accruing after free time has expired in 
view of the facts as outlined above. 

Answer: Under the provisions of Section B of Rule 2 of the 
Agent Jones’ Storage Tariff No. 1-E, I. C. C. No. 1491, it is the 
duty of a carrier to send or give notice to the consignor of 
unclaimed or refused shipments, the notice to be sent or given 
immediately in the case of refused shipments, and at the end 
of fifteen days from the expiration of free time in the case of 
unclaimed shipments. 


In case of failure to send or give notice in accordance with 
the provisions of Section B of Rule 2, under the provisions of 
C-4 of Rule 7, storage charges may not be assessed against the 
consignor between the date on which the notice should have 
been sent or given, and the date on which it was actually sent 
or given. 

With respect to the question of whether or not the advice 
received by you from the bank of the refusal of the shipment 
by the order notify party, made unnecessary the giving cf this 
notice by the carrier, see the Commission’s opinion in Republic 
Coal Company vs. C. St. P. M. & O., 85 I. C. C. 331. In this 
case, the Commission held that, with regard to demurrage 
charges, the actual knowledge of the complainant therein (the 
undisclosed principal and owner of the freight, but not the 
consignor thereof) did not absolve the carrier from its duty, 
under the provisions of the demurrage tariff, to noify the con- 
signor (the principal’s agent) of the refusal of the shipments 
by the consignee, and that demurrage could not be collected 
for the period of time elapsing between the date on which the 
notice should have been sent or given, and the date on which 
it was actually sent or given to the consignor. 

The principal of the Commission’s opinion in the above 
referred to case is applicable in the instant case, according to 
our view of the matter. 


Minimum Weights—Larger Car Furnished by Carrier Than Or- 
dered by Shipper Under Tariff Providing for Minimum 
Weight Based on Marked Capacity of Car 
Georgia.—Question: A tariff publishing a rate provides for 

“minimum carload marked capacity of car.” 

The shipper figures the weight of his shipment and orders 

a car of the required capacity. 

The carrier furnishes a car of larger capacity than that 
ordered, which the shipper loads. The shipper then endorses 
on the face of bill of lading the capacity of the car furnished, 


stating that capacity of car furnished was for carrier’s con- 
venience. 


Please advise if our understanding ig correct that shipper 
is entitled to the protection of actual weight of shipment, 
observing as minimum marked capacity car ordered. 

Answer: In our opinion, the Commission’s findings in North- 
ern Grain and Warehouse Company vs. S. P. & S. Ry. Co., 63 
I. C. C. 205, are applicable to the instant case, and that the 
carrier can be required to refund as reparation, in the event 
that the tariff does not provide for the assessment of charges 
on the basis of the size of the car ordered, the difference 
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between charges assessed on the basis of the car ordered and 

those based on the size of the car furnished. 

Limitation—Actions by Director General for Charges on Ship. 
ments Moving During Federal Control 

Ohio.—Question: Can you quote the writer a decision of 
the Commission ruling that all undercharge bills not tendered 
shippers within a certain fixed period of three years are out. 
lawed, as the writer is of the opinion the Commission has issued 
a ruling to this effect. 

We are now presented with a bill by one of the roads, which 
dates back into the year of 1920, and are under the impression 
that this bill is outlawed according to the recent decision of 
the Commission. 


Answer: The Iinterstate Commerce Commission has no 
jurisdiction over actions by a carrier for the recovery of charges, 
suits for the recovery of charges by a carrier being maintain. 
able only in the courts. 


Section 16, paragraph 3 thereof, of the interstate commerce 
act provides that actions by a carrier for the recovery of its 
charges or any part thereof shall be brought within three years 
from the date of the delivery of a shipment. 


However, so far as shipments moving during the period 
of federal control are concerned, it has been held by the Su- 
preme Court in the so-called Du Pont case, 264 U. S. 456, that 
the provisions of paragraph 3 of section 16 of the act did not 
bar a suit by the Director-General for the recovery of freight 
charges after the expiration of the three-year period prescribed 
therein, the court holding that the provisions thereof were not 
applicable to the Director-General. 


With respect to the application of statutes of limitation of 
the several states to such suits, the court said: 


In taking over and operating the railroad systems of the country 
the United States did so in its soverign capacity, as a war measure, 
“under a right in the nature of eminent domain,’’ North Carolina 
R.R. Co. vs. Lee, 260 U. S. 16; Missouri Pacific R.R. Co. vs. Ault, 256 
U. S. 554; Northern Pacific R.R. Co. vs North Dakota, 250 U. S. 135; 
in Re Tidewater Coal Exchange, 280 Fed. Per. 648, 649; and it may not 
be held to have waived anv sovereign right or privilege unless plainly 
so provided. Moneys and other property derived from the operation of 
the carriers during federal control, as we have seen, are the property 
of the United States. Sec. 20, 40 Stat. 457. An action by the Director 
General to recover. upon a liability arising out of such control is an 
action on behalf of the United States in its governmental capacity 
(Ches. & Del. Canal Co. vs. United States, 250 U. S. 123, 126; in Re 
Tidewater Coal Exchange, supra), and, therefore, is subject to no 
time limitation, in the absence of congressional enactment clearly 
imposing it. United States vs. Nashville, etc., Ry. Co., 118 U. S. 120, 
125; United States vs. Whited and Wheless, 246 U. S. 552, 561. 
Statutes of limitation sought to be applied to bar rights of the govern- 
ment must receive a strict construction in favor of the Government. 
United States vs. Whited and Wheless, supra. 


Liability of Consignor Where Order Notify Party Pays Draft but 
Refuses or Fails to Accept Shipment from Carrier 

Illinois —Question: A consignment, billed to the order of 
the shipper, notify a second party, is unclaimed at destination. 
The order notify party paid shipper’s draft at the bank, but 
failed to call for the shipment at the railroad station. The car- 
riers, after repeated efforts to try and get the notify party to 
accept the shipment, are now serving notice on us that if in 
the event disposition is not furnished within fifteen days, they 
will take steps to sell the shipment in accordance with the 
state law for the account of whom it may concern, and the 
proceeds realized will be applied against all outstanding charges, 
and any deficit then remaining on their account will be collected 
from interested parties. 

We notified them that, in view of the fact that the ship- 
ment was sold f. o. b. shipping point and that the order notify 
party paid our draft at the bank and took possession of the order 
lading, we had no interest whatsoever in the shipment and that 
we would not be responsible for any action that they might 
take in connection with the sale on the shipment or the accruing 
charges in the event the proceeds realized would not be suffi- 
cient to cover outstanding charges. 

Would like to have you advise us through these columns 
just what our responsibility is in connection with this trans- 
action. 

Answer: As we view the matter, so far as the carrier is 
concerned, the shipment in question is your shipment and will 
remain such until the order notify party presents the bill of 
lading. The fact that that party has obtained the bill of lading 
from the bank by paying the draft attached thereto, does not 
affect the situation. You, as party who delivered the shipment 
to the carrier for transportation, must furnish disposition in- 
structions, if the shipment is not accepted by the consignee, for 
the carrier cannot deliver a shipment which the consignee will 
not accept. 

You, of course, have a right of action against the notify 
party for freight charges recovered from you by the carrier, 
which should have been paid by that party or for other expenses 
resulting from his failure to take possession of the shipment. 
Routing and Misrouting—Liability of Initial Carrier for Loss of 

Transit Privilege 
Oklahoma.—Question: A car of bananas and cocoanuts was 
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Service that has satisfied the most exacting traffic 
representatives since 1908. 


The only publication of Freight Rates for shippers 
that covers both Class and Commodity Rates and 
makes reference to the tariffs from which the informa- 
tion is taken. 


A convenient record of rates issued in loose leaf 
form and served with a monthly distribution of revised 
pages covering changes. 


Issued for the benefit of shippers who want to know 
their Freight Rates without the high cost of maintain- 
ing a file of Railroad tariffs. 


This service can be placed in your traffic or shipping 
department at a subscription cost of $30.00 per year. 








The 


Houston Oil Terminal 


Company 
HOUSTON ‘TEXAS 


Unexcelled service to the exporter 
and importer of oil including the 
most modern and economic facilities 
for loading and unloading cargo, for 
storage and handling. 


World-wide Marketing Contacts 
and a refinery complete with crack- 
ing plant available through our sub- 
sidiary The Houston Terminal 
Refining Company. 





Sample Pages Endorsements from satisfied patrons who have 
ere. wn an ae ee on request. 


W. J. HARTMAN, PUB. 
732 Federal Street - Chicago, U. S. A. 


FOR DETAILS ADDRESS 


The Houston Oil Terminal 
Chronicle = COMPANY — Houston, 


Building Texas 


Attach to Your Letter Head and Return. 


Ww. ij. beg ot ary 7. — 
732 Federal S' ibago 
sample pages nial endorsements of Hartman’s Western Freight Rates 


POCO OO EEE EEE EEE EHH OEE HH HEHE SHEE HEHE EEE EEEE HEHEHE EES 
POOP RTO OHHH HEE EOHOE HEHEHE EHH HEHE EEEEeEe® 


POPP OM Hee eee HHH EH EEE EEE EEE SEES EE EEE EEES 





The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 


OR 
MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 






A WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE C0. 


228-36 WEST FOURTH STREET 
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forwarded out of New Orleans, routed Z. R. R. to C, X Railroad 
beyond, destination A. 

On account of flood condition the X Railroad could not 
handle the car from C to A. The routing of the car was 
changed by the Z Railroad, the car being delivered to the Y 
Railroad, who took it to A, the consignee not being notified of 
this change in routing. Prior to arrival of the car at A, they 
placed diversion instruction with the X Railroad to stop the 
car at B for partial unloading. Upon arrival of the car at A 
we handled the matter with the carrier, who refused to move 
the car to B at the through rate. We permitted the car to go 
forward to B on through billing, however, the carrier assessing 
the local rate from A to B on that portion of the shipment 
destined to B. We filed claim for overcharge, which has been 
declined by X Railroad, the auditor taking the position that they 
are not responsible for the mishandling on the part of the Z 
Railroad. 

Please advise if it would not be in line for the X Railroad 
to make this refund. 

Answer: Assuming that, under the instructions given by 
the shipper and under the applicable tariff provisions, the 
through rate plus the stop-in-transit charge, would have applied 
from point of origin to A with stop at B for partial unloading, 
and that the same total charge will not apply on the shipment 
as it actually moved, it is our opinion that the initial carrier 
is liable for the additional expense which resulted from the 
diversion of the shipment from carrier X to carrier Y, without 
asking for and receiving instructions from the shipper with 
respect to the disposition of the car upon its arrival at C. See, 
in this connection, Conference Rulings 83 and 230 and the cases 
cited therein, also the Commission’s opinions in J. J. Newman 
Lumber Co. vs. Mississippi Central R. R. Co., 26 I. C. C. 97; 
Whaley-Warren Lumber Co. vs. C. C. & O. Ry., 21 I. C. C. 530, 
and Kile & Morgan Co. vs. Deepwater Ry. Co., 15 I. C. C. 235. 

In the case last referred to above the Commission said: 


Carriers at fault in misrouting are liable for damages represented 
by higher charges than would have been lawfully assessable had the 
misrouting not occurred, and we do not adopt defendant’s contention 
that liability attaches for such damage only as can be reasonably 
seen or anticipated. A shipper can not be deprived through a carrier’s 
negligence of any lawful privilege offered by another carrier, especial- 
ly after due diligence on his part to secure such advantage; but such 
privilege must itself be not only one which the carrier may lawfully 
allow after the establishment thereof, but it must also be duly estab- 
Mshed and filed with the Commission as are rates and all privileges 
and services to which they apply. Folmer & Co. v. Great Northern 
Ry. Co. et al., 15 I. C. C. Rep., 33. The obvious purpose of this re- 
quirement is that all may alike know what services and privileges 
are to be covered by the rates published, in order to prevent discrim- 
inations. 


Duty of Carrier to Furnish Sultable Cars ; 
Michigan.—Question: We had shipped from Minneapolis, 
Minn., a carload of animal feed in bags destined to (a) and 
reconsigned to (b). Upon arrival at (b) it was discovered that 
the feed had been loaded into a rought freight box car which 
had ice on the floor of the car, which caused damage to the 
feed in the lower bags. 


A claim was filed with the delivering carrier, who, upon 
investigation, discovered that the shipper was aware of the 
presence of the ice in the car, but, owing to a scarcity of cars, 
elected to use this car and signed a contract with the origi- 
nating carrier for the purpose of relieving them from all re- 
sponsibility for any damage which might result therefrom. This 
contract was executed separate from the bill of lading, the 
latter having been executed in regular manner and form, no 
mention of the contract being noted thereon. 

Had the carrier a right to accept such a contract, knowing 
the nature of the lading to be loaded, and also knowing that 
serious damage would result? 


Who is liable for the loss, shipper or carrier? Also, can 
proceedings to recover be instituted against shipper after the 
expiration of the two-year limitation? 


‘ Answer: Section 93 of Vol. 10, Corpus Juris, reads as fol- 
ows: 


Where the shipper of the goods voluntarily selects vehicles him- 
self, by virtue of express contract or under circumstances which 
charge him with full knowledge of their capabilities and defects, re- 
lying on his own otqment and not on the duty of the carrier, the 
carrier is not liable for loss or injury caused by defects, (Edward 
Frolich Glass Co. v. Pennsylvania Co., 101 N. W., 223 (Mich.); Nichol- 
son v. St. Louis, etc. RR. Co., 124 S. W. 573 (Mo.); Densmore Comm. 
Co. v. Duluth, etc. R.R. Co., 77 N. W. 904 (Wis.) ) except such as 
are latent and not readily discoverable. (Seaboard Air Line R.R. Co., 
v. McRae, 80 S. E. 211 (Ga.)). Nevertheless it would appear either 
that there was a distinct agreement by the saloper to assume the 
risk of the sufficiency of the car furnished. (Ogdensburg, etc. R.R. 
Co. v. Pratt, 22 Wall (U. S.) 125, 22 L. ed. 827; Cleveland, etc. R. Co. 
v. Louisville Tin, etc. Co., 111 S. W. 358 (Ky): Forrester v. Southern 
R. Co., 61 S. BE. 524 (N, C.) ), or that the shipper did not leave the 
selection of the car to the carrier, but assumed that duty himself. 
(Cleveland, etc. R. Co. v. Louisville Tin, etc. Co., 111 S. W. 358 
(Ky.)). And it has been held that a consideration is necessary to 
render a contract of the character under consideration valid. (Sea- 
board Air Line R. Co. v. McRae, 80 So. BE. 211 (Ga.)). The mere fact 
that the shipper had inspected the car, (St. Louis, etc. R. . Vs. 
‘Marshall, 86 8S. W. 802 (Ark.); Chicago, etc. R.R. Co. v. Davis, 42 N. E. 
382 (Tll.); Jones v. St. uis, etc. R. Co., 91 S. W. 158 (Mo.); Hunt v. 
Nutt; 27 8S. W. 1031 (Tex.)), or knows of the defects, (Ogdensburg, 
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etc. R. Co. v. Pratt, 22 Wall. (U. S.) 123; St. Louis, ete. R. Co, y, 
Marshall, 86 S. W. 802 (Ark.); Missouri, etc R. Co. v. McLean, 118 
S. W. 161 (Tex.)), will not exempt the carrier from liability caused by 
such defects. No duty rests on the shipper to inspect a car furnished 
by a carrier or to exercise care to know whether the car is in condj- 
seat (Cleveland, etc. R. Co. v. Louisville Tin, etc. Co., 111 S. w, 


There are two cases, namely, Schreiber Milling & Grain (Co, 
vs. C. G. W., 146 S. W. 647, and De Vita vs. Payne, 184 N. w. 
184 (Minn.), in which the courts have arrived at conclusions 
directly opposite to each other on the question of whether or 
not a carrier is liable for damage to goods loaded in a car, which 


car the shipper knew was defective at the time it loaded its 
goods therein. 


In the Schreiber case, 246 S. W. 647, decided by the Kansas 
City, Mo., Court of Appeals, December 4, 1922, it was held that 
when a shipper is afforded an opportunity to select the vehicle 
im which his goods shall be transported and make such selection 
with knowledge of the defects of the vehicle, the carrier is not 
liable for injury resulting therefrom. In the course of its opin- 
ion in this case, the court, on page 649, said: 


It is clear from the authorities that when a shipper is afforded an 
opportunity to select the vehicle and makes such selection with knowl- 
edge of its defects, and injury results therefrom, the carrier is not 
lrable, In Paddock v. Railroad, 60 Mo. App. 328, it was_held that, 
although plaintiff had knowledge of defects in the car, it did not ap- 
pear that he had any choice in the matter, and was therefore com- 
pelled to abide by the selection made by the carrier, he was not 
estopped from complaining of injury resulting from the use of the car 
furnished him. Where a shipper, after due time for deliberation, 
elects to ship his commodity in an unsuitable or defective car, the 
carrier is not liable for damage thereto by reason of such defect. 
Huston v. Railroad, 63 Mo. App. 671; Coupland v. Railroad, 23 Atl. 870 
(Conn.); Densmore Comm. Co. v. Railroad, 77.N. W. 904 (Wis.); 
Frolich v. Railroad, 102 N. W. 223 (Mich.).’’- The following cases seem 
to follow the decision in this case: M. K. & T. of Texas v. McLean, 
118 S. W. 161 (Tex.); McDaniel Milling Co. v. Missouri Pac., 191 S. W. 
1021 (Mo.); Seneker v. Lusk, 190 S. W. 96 (Mo.), but modified by the 
condition that there must be other cars free from defects reasonably 
available. 

In the McDaniel case it was held that a common carrier is liable 
for furnishing defective cars, unless the shipper himself selects the 
car knowing the defect and danger, and there are other cars free 
from defects reasonably available. 

In the Seneker case, it was held that the mere knowledge of a 
shipper of strawberries of the defects in a refrigerator car which he 
had ordered and the probable effect of shipping in such defective car, 
would not necessitate a verdict for the carrier in an action for 
damages to the berries; in such case, fhe é¢arrier could not avoid 
liability on account of the shipper’s knowledge of the defects in the 
refrigerator car, without showing that another car could have been 
so provided that loss would have thereby been avoided to a material 
extent, but that a shipper is bound to protest against shipping in a 
defective car. 

In the De Vita case, 184 N. W. 184, decided by the Supreme Court 
of Minnesota July 1, 1921, it was held that it is the duty of a railway 
company as a common carrier, to furnish suitable cars for the trans- 
portation of the particular class of goods intended to be shipped, and 
it is not relieved from such duty by reason of the fact that the 
consignor inspected the car before loading. The court on page 185 
said: ‘‘When appellant (carrier) received the bill of lading issued 
by the joint agent it had full notice that the car which the inspector 
condemned two days before was loaded with flour and offered for 
shipment. In accepting the same under such circumstances it cannot 
be held that the carrier is not liable for damage to the shipment on 
account of the defective condition of the car. Shea v. Railway Co., 
68 N. W. 608 (Minn.); Leonard v. Whitcomb, 70 N. W. 819 (Wis.).” 

The following cases seem to follow the reasoning of the 
De Vita case: Constantine vs. L. R. & N. Co., 98 So. 81 (La.) ; 
F. D. Forester & Co. vs. Sou. Ry. Co., 61 S. E. 524 (N. C.); 
Cc. C. C. & St. L. vs. Louisville Tin & Stove Co., 111 S. W. 358 


(Ky.); St. L. M. & S. vs. Marshall, 86 S. W. 803. 


In the Marshall case, 86 S. W. 803, the court, on page 803, 
said: “If the carrier fails to furnish proper cars and damage 
results from the defect in the car, then the carrier -who fur- 


nished the defective car is liable, although the actual injury may 
have occurred beyond its line.” 


This is true, although the shipper may have inspected the 
car before its acceptance and was aware of its condition. The 
Supreme Court of the United States thus stated this proposi- 
tion: It is said that Pratt was aware of the defective condition 
of the car; that he voluntarily made use of it; and that the 
risk of loss by its use thus became his and ceased to be that 
of the company. The judgment charged the jury that it was 
the duty of the carrier to furnish a suitable vehicle of trans- 
portation; that, if he furnished unfit or unsafe vehicles, he is 
not exempt from responsibility by the fact that the shipper 
knew them to be unsafe and used them; and that nothing less 
than a direct agreement by the shipper to assume the risk 
would have that effect. 

The judge at the trial in this case might have gone further 
than he did and charged that, if the jury found the company 
to have been negligent and careless in furnishing cars, they 
would not be relieved from responsibility, although there had 
been an agreement that they should not be liable. 

Notice of Intention to File Claim Sufficient Compliance with 
Provision of Section 2 of Bill of Lading 

North Carolina.—Question: I have read with interest your 
answer to “Michigan” under subject “Notice of Claim—Neces- 
sity for Filing and What Constitutes"—Traffic World, February 
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Careful attention to details and accurate work are 
necessary in any business. 
They are extremely important in the handling of 


EXPORT BUSINESS 


With us this is backed up by the supervision of men 
who have been twenty years in the shipping business— 
railroad and steamship. 


A bonded expense statement on every shipment 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. DALTON 


Collateral 


Any bank will accept our 
Warehouse Receipts as Security 


We Sell Space and Service 
The Los Angeles Warehouse Co. 


_ LOS ANGELES, CALIFORNIA 


Do not confuse us with the Transfer Company of similar name 


TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Ss ervice 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
- SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY . 
Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
eee Bills of Lading Issued 


TRANSMARINE IE LINES 


Port N k T 
at th 8 stay 5 Nassau St., St., New Yor York & City 
General Agencies: 


Buffale, Chicago, Cleveland, Dallas, Fort W. Angeles, Minneapolis 
an my me amd gh gy ee yg Pe me 


W. R. ALEXANDER 
SAVANNAH, GEORGIA 
1407-11 Savannah Bank & Trust Bldg. 


A. L. COTTON 
ATLANTA, GEORGIA 
101 Marietta Street Bldg. 


TRAFFIC 
SERVICE 


We wish to announce 
the inauguration of an 


Export, Import, Freight, Brokerage 
and Forwarding department 


Inquiries Solicited. 


Thos. E. Grady & Co., Inc. 


THOS. E. GRADY, President 
SAVANNAH, GEORGIA 


B. M. GRADY 
WEST PALM BEACH, FLORIDA 
Commercial & Savings Bank Bldg. 


A. C. SPIRES 
MIAMI, FLORIDA 
44 Southwest First Street 


Ship by Water 


‘*DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Patific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bewting Green 7394 


Md. P. 
a ig les 
And at our Offices 


Branch at ports of call, etc. 
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28, page 580, and would like to be further enlightened on this 
subject. 

In writing letters to carriers requesting them to trace lost 
or delayed shipments, after giving them the necessary data, we 
always include a paragraph reading as follows: 


In compliance with I. C. C. Conference Ruling No. 510 we wish 
to notify you of our intention to file claim for loss of this shipment 
unless same is located. 


Kindly advise me if this will not constitute sufficient notice, 
provided, of course, the letter ig written before the six months’ 
-period has elapsed. 

Answer: Paragraph 11 of section 20 of the interstate com- 
merce act contains the following provision: 


That it shall be unlawful for any such common carrier to provide 
by rule, contract, regulation, or otherwise a shorter period for giving 
notice of claims than ninety days, for the filing of claims than four 
months, and for the institution of suits than two years, such period 
for institution of suits to be computed from the day when notice 
in writing is given by the carrier to the claimant that the carrier 


has disallowed the claim or any part or parts thereof specified in 
the notice. 


It will be observed that reference is made to the giving of 
notice of claims, as well ag the filing of a claim. With respect 
to the legal sufficiency of the former method, see our answer 
to “Florida,” on page 1028 of the October 27, 1923, Traffic World, 
under the above caption. 

In Olsen vs. C. B. & Q., 250 F. 372, it was held that notice 
of claim before the damage occurs does not comply with the 
bill of lading provisigns requiring the giving of notice of claims 
within a stipulated time. 

So far as claims covering shipments delayed or lost in 
transit are concerned, it is our opinion that the paragraph which 
you include in your letters requesting the tracing of shipments 
constitutes a compliance with the bill of lading provisions, re- 
specting the filing of a claim when given after a reasonable time 
for delivery has elapsed. In other words, the notice must fol- 
low the event, but hag no legal effect if filed prior to the knowl- 
edge of any damage whatever, whether the result of loss of, 
delay or injury to the goods. 

Freight Charges—Liability of Consignor Where Delayed Ship- 
ment Is Refused by Consignee or Order Notify Party and 
Returned to Point of Origin Upon Shipper’s Instructions 
INlinois—Question: Some time ago we made a shipment 

from one of our eastern branches of some machinery on an order 
bill of lading. The destination agent failed to notify the con- 
signee that the goods had reached his station, and also neg- 
lected to notify our agency that the goods were on hand un- 
claimed or refused. 

Not having received returns for the shipment, we took the 
matter up with our eastern agent and he referred the matter 
to the agent of the destination line, and he in turn notified the 
consignee, who refused the goods on account of being of no 
use to him at that time. We then ordered the shipment re- 
turned to our branch and have been assessed the freight charges 
in both directions plus all storage. 


Please let us know through the columns of The Traffic 
World whether we would be justified in instructing our agent 
in the East to decline to pay this charge. 

Answer: Under the provisions of Agent Jones, Storage Tar- 
iff No. 1-H, I. C. C. No. 1491, the carrier is required to give no- 
tice of arrival to the consignee or order notify party, and also 
to give notice to the consignor of the refusal of the goods by 
the consignee. Storage charges which are the result of the 
carrier’s failure to comply with its tariff provisions may not 
lawfully be collected from the owner of the goods. With respect 
to the freight charges on the shipment, inasmuch as it is the 
duty of the consignee to accept a delayed shipment, regardless 
of the length of the delay and hold the carrier liable for the 
damage resulting from the delay (see, in this connection, our 
answer to New York, on page 708 of the March 14, 1925, 
Traffic World, under the caption, “Delay—Duty of Consignee to 
Receive Goods Regardless of Delay”), it would seem to follow 
that the carrier can hold you liable for the freight charges in 
both directions. You, in turn, depending upon the terms of the 
contract of sale, may hold the erder notify party liable for 
such expense as was the result of his failure to accept delivery 
of the shipment, or you may upon payment of the charges, pro- 
ceed against the carrier for such injury as resulted from the 
carrier’s negligence in the matter or possibly by offset recover 
this amount should you see fit to defend the carrier’s suit for 
its charges, in the event that, under the contract of sale, there 
was no obligation on the part of the order notify party to re- 
ceive the goods, by reason of the delay. 


“SPECIAL HANDLING” PARCEL SERVICE 
Postmaster-General New has explained the “special han- 


dling” service on parcel post packages, provided for in the postal 
pay-rate increase law, as follows: 


The act of Februa 


parcel post whi 


~ 28, 1925, offers a new and speedier service for 
ch m 


lers may or may not purchase at their own 
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— This new service for parcel post is called a ‘‘Special handling” 
service. 

“Special handling,” in this law, means, practically speaking, that 
such parcel post is to be handled, not_as parcel post is customarily 
handled, but as first-class mail is handled. So far as the nature of 
the mail permits the “special handling’ stamp makes parcel post 
first-class mail. Its particular advantage applies mainly to its han- 
dling en route on railroads and other transportation facilities between 
the post office of dispatch and the post office of destination. It must 
be carefully distinguished from the ‘‘special delivery’ service, where 
the chief advantage applies after the arrival of mail at the post office 
of its destination, 

“Special handling” of parcel post means speeding up the service 
en route on the trains, etc., while ‘‘special delivery’’ means speeding 
up the service after its arrival. It requires both services and both 
stamps to obtain the best and speediest mail service possible. Neither 
does any part of the work of the other. 

The “special handling’ service is new. The “special delivery” 
Service has been in operation for years. It gives practically no ad- 
vantage in transportation en route on the railroads, etc., between post 
offices, which fact is not always understood. 

The law provides that ‘‘special handling’? parcel post shall re- 
ceive the ‘‘same expeditious handling, transportation, and delivery ac- 
corded to mail matter of the first class.” 

As first-class mail is not specially delivered unless it bears a spe- 
cial delivery stamp, so, therefore, ‘‘special handling’’ parcel post will 
not be specially delivered after its arrival unless it, too, bears the 
special delivery stamp. A “special handling’? stamp for parcel post 
costs 25 cents, while a special delivery stamp for parcel post up to 
and including 2 pounds costs 10 cents, up to and including 10 pounds 
costs 15 cents, and thence up to the limit of weight of parcel post, 
20 cents. Add the special handling (25 cents) to the special delivery 
(10 cents, 15 cents, or 20 cents) and one has the very best service 
possible for any article of parcel post. This is in addition to the 
regular postage as provided in the new law. (Note.—The messengers 
will be paid 8 cents, 11 cents, and 15 cents, as per the law.) 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal again turned downward in the 
second week of March,” says the Geological Survey in its 
weekly coal report which, in part, follows: 

Preliminary estimates based on loadings by the principal carriers 
place the total output at 8,623,000 net tons, a decrease of 762,000 tons, 
or 8 per cent. Compared with production in the corresponding week 
last year, there was a decrease of more than 13 per cent. 

Preliminary telegraphic reports of cars loaded daily show a de- 
crease of nearly 3,000 cars on Monday and Tuesday of the week 
(March 16-21), as compared with the total for the same days of the 
week before. It, therefore, appears that the bottom of the decline 
has not been reached. 

Production of soft coal during the first 293 working days of the 
coal year 1924-1925, was 451,310,000 net tons. In the six preceding 


years it was as follows: 
Years of Activity Years of Depression 


Net tons Net tons 
ME vc occees ce-eouneen 535,799,000 BREESE v:s.c:s-c-eenveuse -- -469,635,000 
cc 5 ee 517,135,000 DEEMED “écccverensnesaee 420,209,000 
MOU cgectcecoctonnee 539,116,000 EEMECES 0:00: scwwadeciecee - 409,967,000 


Thus it is seen that with but 2 weeks remaining, the coal year 
1924-25 stands 79 million tons behind the average of the three years 
of activity and about 18 million tons ahead of the years of depression. 
Compared with the average of the six years, it stands about 31 million 
tons behind. 

The weekly rate of anthracite production appears to have found 
a level just above the 1,600,000-ton mark. On the basis ef the 31,670 
cars loaded, preliminary estimates place the total output at 1,656,000 
tons, which was almost exactly the same as the figure for the pre- 
ceding week. Compared with the output of the corresponding week 
of 1924 there was a decrease of nearly 15 per cent. The present 
weekly rate of production is approximately 200,000 tons less than the 
average rate prevailing at the same date of the last 5 years. E 

With but little more than 2 weeks of the present coal year re- 
maining, the cumulative production to date stands at 84,461,000 tons, 
against 87,552,000 tons in the coal year 1923-24. If there is no great 
improvement, it now appears that the total for the year will show @ 
loss of over three and a half million tons. 

ack of complete returns for the week ended March 14 from 
the railroads transporting coal across the Hudson into New England, 
makes it impossible to state the total quantity forwarded in that week. 
Reports from the railroads that handled 82 per cent of the total ton- 
nage in the week before showed a decrease of approximately 10 per 
cent in the quantity forwarded by them. 

Tidewater business in bituminous coal at Hampton Roads was 
somewhat improved in the week ended March 14. The operators of 
the three piers at that port reported handling 435,694 net tons, an 
increase of 22 per cent Cargoes consigned to New England totaled 
277,622 tons, an increase of 19 per cent. The tonnage dumped for 

other coastwise” destinations showed an appreciable inerease and 
that for the foreign account—exports and bunker coal combined— 
was nearly a third larger than in the week before. 

Cumulative dumpings from January 1 to March 14, 1925, totaled 
4,190,891 tons, a quantity appreciably larger than that dumped during 
the corresponding perigds of 1923 and 1924. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of March 1 was 68, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
The percentages by classes of equipment were as follows: 
Box, 56.4; refrigerator, 74.8; coal and coke, 75.9; stock, 88.1: 
flat, 79.6; others, 94.2. By districts the percentages for all 
classes of equipment were as follows: Eastern, 57.2; Allegheny, 
75; Pocahontas, 70.3; Southern, 64.5; Western, 72.5. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of March showed the following: East- 
ern district, 96.8 as against 96.4 a year ago; Allegheny, 102.6 
as against 104.7 a year ago; Pocahontas, 86.1 as against 80.5 
a year ago; Southern, 100.9 as against 97.7 a year ago; Western, 
98.2 as against 97.4 a year ago; all districts, 98.6 as against 
97.9 a year ago; Canadian roads, 90.2 as against 89.8 a year ago. 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to Los Angeles 


DIRECT FREIGHT SERVICE ett Rizr chs! 


WESTBOUND SAILINGS 
Via Panama Canal 


REGULAR SAILINGS NRE 
SE ee. April 21 


Through bills of lading issued for penetioment at San Francisce 
to Hawaiian Islands, China, Japan and the Far East. 
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La Libertad, Corinto, Canal Zone, Havana (Eastbound). 






Tacoma, Seattle and other Pacific Coast Ports 
Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 


Fares to Les Angeles or San Francisco, First Class, $250, $270 and $300 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CORINTO sails from San Francisco April 14 
S.S. CITY OF_PANAMA aails from San Francisco April 23 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 608 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 
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Digest of New Complaints 


No. 15841. Sub. No. 18. Frank Kucera, doing business as Tribune 
Grain & Implement Co., Tribune, Kans. vs. Colorado & Southérn 
et al. 

Rates in violation of sections 1, 2 and 6 of the act, on coal from 
points in Colorado and New Mexico to Tribune, Kans. Asks rea- 
sonable rates and reparation. 

No. 15841. Sub. No. 19. Geo. T. Hern, doing business as Hern Mill & 
Elevator Co., South Hutchinson, Kans. vs. Santa Fe et al. 
— complaint and prayer with respect to coal to Hutchinson, 

ans, 


No. 16490. Sub. No. 2. Armour Fertilizer Works, Chicago, IIl., va, 
Illinois Central et al. 
, Unreasonable rates on muriate and sulphate of potash, nitrate 
of soda and kainit between Gulf ports in Texas, Louisiana, Mis- 
sissippi, Alabama and Florida and all destination points in Iowa, 
Illinois, Indiana, Wisconsin, Ohio, Kentucky and Missouri. Asks, 
cease and desist order, just and reasonable rates and reparation. 

No. 16490. Sub. No. 3. Monsanto Chemical Works, St. Louis, Mo., 
vs. Mobile & Ohio et al. 

Unreasonable, discriminatory and prejudicial rates on nitrate 
of soda from Gulf ports to East St. Louis, Ill Asks cease and de- 
sist order, reasonable and lawful rates and reparation. } 

No. 16639. Sub. No. 1. Northwest Bridge & Iron Co., Portland, Ore., 
vs. Chicago & North Western et al. 

Unjust and unlawful rates in violation of section 6 of the act, 
on shipments of engines and engines with power machinery from 
Hamilton, Ohio, to Portland, Ore. Asks reparation. 

No. 16770. Sub. No. 4. E. F. Sanguinetti, Yuma, Ariz., vs. Southern 
Pacific et al. 

Unreasonable rates on sugar from points in California to Yuma, 
Ariz. Asks reasonable rates and reparations. 

No. 16770. Sub. No. 5. Arizona Grocery Company, Prescott, Ariz., vs. 
Santa Fe et al. 

Unreasonable rates on sugar from California points to Prescott, 
Ariz. Asks reasonable rates and reparation. 

No. 16775. Creamery Package Mfg. Co., Chicago, Ill., vs. Jonesboro, 
Lake City & Eastern et al. 

Rates in violation of sections 1, 2, 3 and 4 of the act, on lum- 
ber from Blytheville, Ark., to Lake Mills, Wis. Asks cease and 
desist order, reasonable rates and reparation. 


No. 16775. Sub. No. 1. Same vs. St. Louis-San Francisco et al. 
Same complaint and prayer. 


No. ~—— Sub. No. 2. Same vs. Jonesboro, Lake City & Eastern 
et al. 
Same complaint and prayer. 
No. 16775. Sub. No. 3. Same vs. Same et al. 
Same complaint and prayer. 
No. 16776. American Clay Products, Co., Zanesville, O., vs. Pennsyl- 
: vania et al. 
Unreasonable, discriminatory and preferential rates on stone- 
ware from Crooksville, O., Roseville, O., to Baltimore, Phila- 


delphia and Bushwick, N. Y. Asks cease and desist order and 
reasonable rates. 


No. 16777. Dawson Produce Co., et al., Oklahoma City, Okla., vs. 
Abilene & Southern et al. 

Unreasonable rates and minimum weights on melons and vege- 
tables from Texas points to Arkansas City, Kans., and Oklahoma 
points. Asks reasonable joint through rates and minimum weights, 
and reparation. 


No. 16778. W. M. Cady Lumber Co. et al., McNary, Ariz., vs. Apache 
Ry Co et al ve 

Unreasonable, discriminatory and preferential rates on lumber, 
box shooks and other forest products from McNary, and Flagstaff, 
Ariz, to points in California. Asks cease and desist order and 
reasonable and lawful rates. 

No, 16779. Frank T. Miller, Buffalo, N. Y. vs. Central of Georgia et al. 

Alleges that by reason of failure of defendants to publish 
through rates and establish routings in accordance with such 
through rates on fresh peaches in carloads from Georgia points to 
Jamestown, N. Y., whereby such shipments may move by way of 
Potomac Yards and thence north, east or west at a just and 
reasonable rate, complainant has been and will continue to be 
damaged by reason of unreasonable and discriminatory combina- 
tion of local rates. Asks reasonable rates and reparation. 

No. — Henry Wilhelm Co., Pittsburgh, Pa. vs. Texas & Pacific 
et al. 

Unreasonable rates on moss in compressed bales from points in 
Louisiana to Cleveland, Grand Rapids, and Buffalo. Asks cease 
and desist order and reparation. : 

No. 16781. Mann Bros. Co. Buffalo, N. Y. vs. D. L. & W. et al. 

Unreasonable rates on flaxseed from New York harbor points to 
aeete. N. Y. Asks cease and desist order, reasonable rates and 
reparation. 


No. 16781, Sub. No. 1. Spencer Kellogg & Sons, Inc., New York City, 
vs. New York Central et al. 
Unreasonable rates on flaxseed from New York harbor points 


to Buffalo, N. Y. Asks cease and desist order, reasonable rate, 
and reparation. 


No. = Archer-Daniels-Midland Co. Minneapolis, Minn. vs. Erie 
et al. 

Unreasonable rates on flaxseed from Edgewater, N. J. to 
Buffalo, N. Y. Asks cease and desist order, reasonable rates and 
reparation. 

No. 16783. E. Rickards, Norfolk, Va. vs. Pennsylvania et al. 

Unreasonable rates on logs from James River Landings, Va., to 
Camden, N. J. Asks cease and desist order, reasonable rates 
and reparation. 

No. 16784. V. E. Speas, doing business as Speas Vinegar & Mfg. Co., 
Kansas City, Mo. vs. Chicago & Alton. 

Unreasonable, preferential and discriminatory rates and charges 
in violation of section 4 on bulk cider apples from Drake, IIl., to 
Kansas City, Mo. Asks reparation. 

No. — Richard Hamilton, Inc., Philadelphia, Pa., vs. Pennsyl- 
vania, 

Unreasonable charges on new and old barrel shooks from Rah- 
way, N. J., to New York Harbor, N. Y., lighterage free for export, 
via Manhattan Piers, N. J. Asks cease and desist order and 
reparation. 

No. 16786. Menasha Woodenware Co., Menasha, Wis., vs. Duluth, 
South Shore & Atlantic et al. 

Charges in violation of sections 1, 4 and 6 of the act, on 44 
carloads of logs from Spur S30, Mich., to Peshtigo, Wis. Asks 
cease and desist order and repdration. 





Vol. XXXV, No. 13 


No. a — Zine Smelting Corp., New York City, vs. Baltimore 
o et al. 

Unreasonable, discriminatory and prejudical rates and charges 
on roasted zinc ore from Moundsville, W. Va., to Newport, Del., 
and other points in the Philadelphia rate group. Asks cease and 
desist order, lawful rates, rules and regulations, and reparation, 

No. 16788. Northwestern Oil Co. et al., Superior, Wis., vs. St. Louis- 
San Francisco, et al. ‘ 

Unreasonable, prejudical and discriminatory rates on gasoline 
from Peckham, Okla., to Port Arthur, Ont. Asks cease and desist 
order, reasonable rates, and reparation. 


No. 16789. F. W. Tunnell & Co., Philadelphia, Pa., vs. Pennsylvania, 
Unreasonable rates, in violation of section 4 of the act, on glue 


= from Wilmington, Del., to Philadelphia, Pa. Asks repara- 
tion. 


No. 16790. Geo. L. Burtt Co., San Francisco, Cal., vs. Southern 
Pacific et al. / 

Rates in violation of sections 1, 2 and 3 of the act, on potatoes 
from various points in Washington to San Francsico, Oakland and 
Stockton, Cal. Asks cease and desist order, reasonable rates and 
reparation. 


No. 16791. Detroit Soda Products Co. et al., Detroit, Mich., vs. Akron 
& Barberton Belt et al. 

Rates in ‘violation of sections 1, 2 and 3 of the act, on sal 
soda, bicarbonate of soda, caustic soda, soda ash sesqui-car- 
bonate of soda and calcium chloride from Detroit, Wyandotte, 
Mich., Fairport Harbor, Painesville, Barberton and Akron, Ohio, 
to points in New York, Pennsylvania, New Jersey, Maryland, 
Delaware, West Virginia, Virginia and the District of Columbia, 
as compared with the rates from Solvay and Syracuse, N. Y, 
Asks cease and desist order, reasonable, non-discriminatory and 
non-prejudicial rates. 


No. 16793. Roanoke Guano Co., Roanoke, Ala., vs. A. B. & A. et al. 

Rates in violation of sections 1, 2 and 3 of the act on phosphate 
rock from points in Florida to Roanoke, Ala. Asks cease and 
desist order, reasonable rates, and reparation. 

No. 16794. Standard Mineral Co., Inc., et al, Hemp, N. C., vs. Norfolk 
Southern et al. 

Rates and charges, in violation of sections 1, 2 and 3 of the act, 
on talc from Hemp, N. C., to Waukegan, Ill. Asks cease and 
desist order, reasonable rates, and reparation. ; 

No. 16795. The Gentile Co., Cincinnati, Ohio, vs. American Railway 
Express Co. ° ‘ 

Unreasonable through rate of $4.28 on fruits and vegetables from 
Turlock, Cal., to Pennsylvania and points taking the same rates; 
also in violation of sections 2 and 3 of the act. Asks reasonable 

. rates on cantaloupes and reparation. 
No. 16796. McClintock Trunkey Co., et al., Spokane, Wash., vs. Mc- 
Cormick Steamship Co. et al. 

Unreasonable, prejudicial, discriminatory and preferential rates 
and charges on sugar from San Francisco, Crockett and Potrero, 
Cal., and Portland, Ore., to Spokane, Wash. Asks cease and de- 
sist order, just and reasonable rates, and reparation. 

No. 16797. C. M. Brown, Redlands, Cal., vs. C. R. I & P. et al. 

Unreasonable, discriminatory charges, in violation of section 6, 
on numerous shipments of cantaloupes from Heber, Cal., to 
various destinations in the United States, on account of refrigera- 
tion charges assessed. Asks reparation. 

No. 16798. B. D. Rising Paper Co., Housatonic, Mass., vs. N, Y. N. 
H. & H. et al. 

Unreasonable charges on wood pulp from Ticonderoga, N. Y., 
and Great Works, Maine, to Housatonic, Mass. Asks cease and 
desist order and reparation. 

No. 16799. Allen Gravel Co., Memphis, Tenn., vs. Chicago, Rock Is- 
land & Pacfiic et al. 

Unreasonable rates and charges, in violation of section 6, on 
gravel from Gravel Siding, Miss., to Clarkdale, Ark. Asks cease 
and desist order, reasonable rates on gravel from Gravel Siding 
to points in Arkansas, and reparation. 

No. 16800. The Marion Machine, Foundry & Supply Co., Marion, Ind., 
vs. Director-General as agent, St. Louis-San Francisco et al. 

Unreasonable, discriminatory and prejudicial rates on bull wheel 
arms, cants and pins, and nails, from Tulsa, Okla.,.to Bluffdale, 
Tex. Asks reparation. 


No. 16801. Pacific Coast Steel Co., San Francisco, Cal., vs. Director- 
General as agent. 

Unlawful rate on foundry coke from Jamison, Pa., to South 
San Francisco, Cal. Asks reparation. 

No. 16802. Texas Cement Plaster Company, Oklahoma City, Okla., vs. 
Abilene & Southern et al. 

Unreasonable rates on returned empty cement plaster sacks 
from points in various states to Plasterco, Plasterco Junction, 
and Hamlin, Tex. Asks cease and desist order, reasonable rates 
and reparation. 

No. 16803. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates on natural gasoline in tank cars from points 
in Oklahoma to Bayonne and Bayway, N. J. Asks just and 
reasonable joint through rates and proper through routes and 
reparation. 


No. 16804. Lone Star Gas Co., Dallas, Tex., vs. Chicago, Rock Island 
& Guif et al. 

Unreasonable rates on rig irons and nails from Ranger, Tex., 

to Comanche, Okla. Asks cease and desist order and reparation. 
No. —— Cairo Syrup Co., et al. Cairo, Ga. vs. Atlantic Coast Line 
et al. 

Unreasonable rates on molasses and syrup from points of origin 
in Georgia and Florida to points in Arkansas, Louisiana, Oklaho- 
ma and Texas. Asks cease and desist order, reasonable rates and 
reparation. 

No. 16806. Columbian Hog & Cattle Powder Company, Kansas City, 
Mo., vs. C. C. C. & St. L. et al. 

Unreasonable charges on shipment of complainant’s products 
from Indianapolis, Ind., to Kitchner, Ohio, a non-agency station, 
delivered at Lytle, Ohio, refused by consignee and returned to 
point of origin. Asks cease and desist order and reparation. 

No. 16807. Oak City Furniture Company, Tuscaloosa, Ala., vs. Ala- 
bama Great Southern et al. 

Unjust, unreasonable and discriminatory rates on furniture from 
Tuscaloosa, Ala., to points in the South, Southeast, Mississippi 
Valley, Guif ports and Ohio and Mississippi River crossings, and 
| or a to other furniture producing points in the South and 

outheast; alleges also that rates attacked are in violation of 
the long-and-short-haul clause. Asks cease and desist order, rea- 
sonable rates and reparation. 

No. 16808. Union Smelting & Refining Company et al., New York City, 
vs. Pennsylvania et al. 

Unreasonable, discriminatory and prejudicial rates and charges 
on zinc, in the shape of scrap and spelter, from Norfolk, Va., to 
Detroit, Cleveland, Pittsburgh, Altoona, New York City, Balti- 
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OUR FACILITIES ARE UNEXCELLED 
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A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 


MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
in the United States 





Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


We Invite Storage of all Kinds of GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 


Warehouses of concrete construction, automatically sprinkled, lowest insurance 
rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 


Member A.W.A. | Address MERCHANDISE DEPT., P: O. Box 1025, Memphis, Tenn. 
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more and other points. Asks cease and desist order, lawful 
rates, rules and regulations and reparation. 

No. 16809. Carson, Pirie, Scott & Co., et al., Chicago, Ill., vs. New 
York Central et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on carpets manufactured from cloth or fabric, and on rugs manu- 
factured from cloth or fabric, released value not exceeding $125 
per 100 pounds, from points in Connecticut, Massachusetts, New 
York and Pennsylvania, to points in Illinois, Massachusetts, Mich- 
igan, Missouri and Tennessee. Asks cease and desist order, just, 
reasonable and non-prejudicial classification ratings, rules and 
regulations, and reparation in the sum of $150,000. 

No. 16810. The Lufkin Rule Company, Saginaw, Mich., vs. Michigan 
Central et al. 

Unreasonable rates and charges on tape measures and measur- 
ing rules in carloads from Saginaw, Mich., to New York City. 
-— cease and desist order, just and reasonable rates, and rep- 
aration. 

No. an’ —— Manufacturing Company, Nashville, Tenn., vs. L. 
. et al. 

Unreasonable charges, in violation of section 6, on moulding 
sand from Rockport, Ind., to Nashville, Tenn. Asks cease and 
desist order, rate of $1.76 per ton in lieu of rate of $2.06 demanded 
by defendants, and reparation. * 

No. 16812. The Decatur Cornice & Roofing Company, Inc., et al., 
Albany, Ala., vs. L. & N. et al. 

Rates in wiolation of section 2 and 3 of the act, an asphalt 
shingles and composition roofing from Cincinnati, Ohio, Lexing- 
ton, Louisville and Paducah, Ky., St. Louis, New Orleans and 
other points to Albany and Decatur, Ala. Asks cease and desist 
order, lawful rates and reparation. 

No. 16813. The Andrew Rohan Company et al., Cincinnati, Ohio, vs. 
Director General, as agent. 

Unreasonable rates on cheese from points in Wisconsin to Cin- 
cinnati. Asks reparation. 

No. 16814. Ames Shovel & Tool Company, Boston, Mass., vs. New 
Haven et al. 

Rates and charges in violation of sections 1, 2 and 3 of the 
act, on handles in the rough from Cumberland Mills and Oakland, 
Maine, to North Easton, Mass., Cheltenham and Beaver Falls, 
Pa., Anderson, Ind., and St. Louis, Mo. Asks cease and desist 
order, reasonable rates, and reparation. 

No. 16815. Poston Brick Company, Springfield, Ill., vs. Illinois Trac- 
tion System et al. 

Illegal charges on brick from Springfield, Ill., to St. Petersburg, 
Fla. Asks refund. 

No. aa oa — & Moore Paper Company, Philadelphia, Pa., vs. 

\ . et al. 

Unreasonable charges on printing paper from Wilmington, Del., 
and Providence, Md., to Richmond, Va. Asks cease and desist 
order, reasonable rates, and reparation. 

No. 16817. The Charles Boldt Paper Mills Co., Cincinnati, Ohio, vs. 
New Iberia & Northern et al. 

Unreasonable rates and charges on fibreboard and pulpboard 
from New Iberia, La., to Lovefield, Tex. Asks reparation. 

No. 16818. The Red River Lumber Co., San Francisco, Calif., vs. 
Director General as agent. 





Note. items In the Docket marked with an asterisk MQ are new 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 
March 30—Chicago, Ill.—Examiner Disque: =3 
* 15686—American National Livestock Association vs. Santa Fe et al. 
* 16113—Oklahoma City Livestock Mxehange et al. vs. Santa Fe et al 
* 16131—Healy & Company et al. vs. Santa Fe et al. 
March 30—Argument at Washington, D. C.: 
15759—The Walla Walla County Farm Bureau et al. vs. Northern 
Pacific Ry. et al. 
March 30—Cincinnati, O.—Examiner Fuller: 
16330—Winifrede Coal Company et al vs. C. & O. Ry. et al. 
March 30—Washington, D. C.—Examiner Turner: 
Finance No. 3856—Excess income of the Nevada Northern Railway 
Company. 
March 30—Washington, D. C. (Interstate Commerce Commission): 
15879—Eastern Class Rate Investigation. (Continuation of carriers’ 
proposals and cross-examination of carrier’s witnesses). 
March 31—Washington, D. C.—Examirer Boles: 
* Finance No. 9—Public convenience certificate to the Jackson & 
Eastern Railway Co. (Further hearing.) 
March 31—Washington, D. C.—Examiner Carter: 


16726—Chicago Live Stock Exchange et al. vs. A. B. & A. Ry. 


et al. 
* 16285—White Provision Company vs. A. B. & A. Ry. et al. 
April 1i—Argument at Washington, D. C.: . 

I. and S. No. 2247 (and first supplemental order)—Class rates be- 

tween Missouri and interstate points. 
April 1—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 311—In re tentative valuation of the properties of 
the New York, New Haven & Hartford R. R. Co. et al. (further 
hearing). 

April 2—Washington, D. C.—Examiner Turner: 

Finance No. 3744—Excess income of the Georgia, Southwestern & 

Gulf Railroad (adjourned hearing). 
April 2—Argument at Washington, D. C. 

1. and S. No. Tin cans, C, F. A. points to Michigan, Minne- 
sota and Wisconsin. 

1. and S. No. 2295—Coal and coke from Kentucky and Tennessee 
Mines to Atlanta, Ga. 

1. and S. No. 2302—Bedding live stock in C, F. A. territory. 

April 3—Argument at Washington, D. C.: 
* Finance No, 3043—In the matter of application of New Mexico 
Central Railway Co. under the Act for a certificate of public 
convenience and necessity for the construction and extension of 
a line of railroad, and for permission to retain the excess earnings 
of said newly constructed line of railroad. 
April 3—Chicago, Ill.—Commissioner Campbell and Exam. Faul: 
14787—Wool Rates Investigation, 1923. 
bs ar ae Wool Trade Association vs. Arizona & New Mexico 
. et al. 
( er hearing). 
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Unreasonable rates, in violation of section 6, on lumber from 
Westwood, Calif., to Pensacola, Fla. Asks reparation. 


CHARGES BEFORE BOARD 


The Traffic World Washington Bureay 


Mr. Chamberlain, counsel for the Pacific Mail, charged be. 
fore the Shipping Board March 29 in a hearing on the bids 
of the Pacific Mail and R. Stanley Dollar for the “President” 
ships, that the Dollar bid was nothing more than a revival of 
the proposal made to the board several years ago for the 
creation of a thirty million dollar shipping syndicate to control 
shipping on the Pacific. He said the board turned down that 
proposal. He said Herbert Fleishacker, Pacific Coast financier, 
had made the original proposal and that he and Raymond T. 
Baker, formerly Director of the Mint, were among the “asso. 
ciates” of Dollar in connection with the Dollar bid. 

Mr. Dollar said he had nothing to say—that he had sub. 
mitted his bid and he was willing to leave it to the board as 
to whether or not it should be accepted. 

Chamberlain offered to modify the offer of the Pacific Mail 
so that it would pay $1,250,000 cash and give a- bond for the 
remainder of the purchase price, secured by a first mortgage 
on the ships. 

The board held an open hearing and later went into ex- 
ecutive session to consider the matter. 





INTERLOCKING DIRECTORATES, ETC. 


Various officials of the New Orleans, Texas & Mexico Rail- 
way Company have been authorized by the Commission to hold 
positions with the International-Great Northern Railroad Com- 
pany. 

Robert H. Kelley has been authorized to hold the office of 
general attorney of the International-Great Northern Railroad 
Company in addition to positions previously authorized. 

William H. Williams has been authorized to hold the posi- 
tion of director of the New Orleans Pacific Railway Company 
in addition to positions previously authorized. 

John A. Campbell has been authorized by the Commission 
to hold the office of vice-president of the United New Jersey 
Railroad & Canal Company in addition to holding other posi- 


tions previously authorized. 


| Docket of the Commission | 
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April 6—Lynchburg, Va.—Examiner Knowlton: 
* 1, and S. No. 2369—Class rates from Eastern points to points in 
West Virginia. 
April 6—Charleston, W. Va.—Examiner Fuller: 
16260—Fenimore Collieries Company vs. C. & O. Ry. et al. 
April 6—Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 336—In re tentative valuation of the property of the 
Long Island Railroad. 
April 6—Washington, D. C.—Examiner Turner: 
Finance No. 3875—Excess income of the Oneida & Western Railroad 
Company. 
April 7—Washington, D. C.—Examiner Flynn: 
1. and S. No. 2336—Classification ratings on radio sets. 
April 8—Roanoke, Va.—Examiner Knowlton: 
* Portions of fourth section application No. 928, filed by Virginian Ry., 
in re rates on grain, graitY products and grain by-products from 
St. Louis, Mo., and points in C. F. A. territory to local stations 
on the Virginian Ry., etc. 
April 8—Phoenix, Ariz.—Examiner Gaddess: 


* 13500, Sub. No. 1—Johnson Pearce Produce Co. vs. 0.-W. R. R. & 
Nav. Co. et al 


* 16354—Harry E. Macia, Tombstone, Ariz., vs. Santa Fe et al. 
April 8—Argument at Washington, D. C 


15909—-The Riverton Lime Company et al. vs. Aberdeen & Rockfish 
R. R. et al 


15844— Washington Publishers’ Association et al. vs. B. & O. R. R. 


e 4 
14361 Sub. No. 1—Virginia Chamber of Commerce, Virginia, Minn., 
vs. Ann Arbor R. R. et al. 
April 8—Fairmont, W. Va.—Examiner Fuller: 
16232—Diamond Coal Company vs. Monongahela Ry. et al. 


April 8—Roanoke, Va.—Examiner Knowlton: 

* 16220—The Was-Cott Corporation vs. K. G. J. & E. R. R. et al. 

April 9—Argument at Washington, D, C.: . 
13472—United Paperboard Company, Inc., vs. G. & J. Ry. et al. 
11275—Carnegie Steel Company vs. Director General, P. & O. V. 


Ry. et al. 
es ig ee eg Steel Car Company vs. Director General, B. & 0. 
. R. et al. 
April 10—Parkersburg, W. Va.—Examiner Woodrow: 
* 16448 (and Sub. No. 1)—The Parkersburg Rig & Reel Company VS. 
B. & O. R. R. et al. 
* 16465—The Parkersburg Rig & Reel Company vs. B. & O, R. R. et al. 
April 10—Washington, D. C.—Examiner Law: 
Finance No. 3803—Excess income of the Lehigh & New England 
Railroad Company. 
April 10—Argument at Washington, D. C.: 
1. and S. No. 2140 (and first and second supplements)—Loading 
and unloading carload freight at points in Trunk Line and C. 
F. A. territories. 
I. and S. No. 2189—Loading and unloading carload freight at points 
in Trunk Line and C. F. A. territories (2). 


5 
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SPEED AND QUICK DELIVERY 


Approximately 5,000 Miles Served 
In the Territory Shown on the Above Map 


OVER-NIGHT SERVICE TO MANY POINTS 


This service needs no boosting. Those who have tried it are our 
constant patrons 


We desire to interest YOU who do not know us 


Central Electric Traffic Association 
L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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i. ong S. No. 2273—Loading and unloading carload freight at points 
mn Trunk Line and C. F. A, territories (3). 
* taines No. 4092—In re application of Quebec Extension Railway 
Company for a certificate of public convenience and necessity. 


April 10—Chattanooga, Tenn.—Examiner Knowlton: 
* 16479—Southern Sewer Pipe Works’vs. L. & N. R. R. 


April 11—Philadelphia, Pa.—Examiner Griffin: 

* 14144 (and Sub. No. 1)—Ceramic Traffic Association vs. Maine. Cen- 
tral R. et al. (Further hearing solely for the purpose of per- 
mitting the Trenton Flint & Spar Co. to prove damage.) 

* 16647—Bisbee Linseed Company vs. P. R. R. et al. 


April ae Ga.—Examiner Knowlton: 
16683—Geo: Speir, Inc., vs. A. G. 8. R. R. et = 
° 16749 Willinms-'Thompson Company vs. A. & W. 


— 13—Washington, D. C.—Examiner Kelley: 

al, Dkt. No. 271—In re gr hl _— of the property of Ken- 
tucky Midland Railroad Company. 

Val. Dkt. No. 39%5—In re tentative valuation of the property of Dun- 
leith and Dubuque Bridge Company. 

Val. Dkt. No. 387—In re tentative valuations of the properties of the 
Illinois ee R. R. Co. et al. 

Val. Dkt. No. 349—In re tentative be ~ ag of the properties of the 
Yazoo & Mississippi Valley R. R. et 

Val, Dkt. No. In re tentive itatibe of the | :operty of the 
Batesville Southwestern R. R. and R. J. Darnell, lessee. 

Val. Dkt. No. In re tentative valuation of the property of the 
teens. Png we & Gulf R. R. Co. 

Val kt. No. In re tentative valuation of the property of the 
Rensinhten & Eastern R. R. Co. 


April 13—Canton, Ohio—Examiner Woodrow: 
* =... Union Metal Manufacturing Company vs. A. C. & Y. 


Ry. et al. 

s 15988 cue Sub, Nos. = 2 and 3)—Diebold Safe & Lock Company vs. 
Director General, ’R. R. 

* ba a ia Canton ‘Sires Forging & Mfg. Co. et al., vs. B. & O. R. R. 
et a 


April 13—New York, N. Y.—Examiner Griffin: 
* 16411 (and Sub. Nos. 1 ee 2)—The Egyptian Powder Company vs. 
Illinois Central R. R. et al. 
16490 (and Sub. No. 8. I. duPont deNemours & Company vs. 
Illinois Central R. t al. 
16655—The Grasselli Fe ical Company vs. A. G. S. R. R. et al. 
* 16490—Sub. No. 2—Armour Fertilizer Works vs. Ill. Cent. R. R. et al. 
* ben rr _— No. 3—Moncanto Chemical Works vs. M. & O. R. R. 
et a 


April 13—Louisville, Ky.—Examiner Trezise: 
* 16741—Kosmos Portland Cement Company vs. Ill. Cent. R. R. et al. 


April 13—Washington, D. C.—Examiner Law: 
cipenee Tee 3633—Excess income of the Bessemer & Lake Erie 


Finance No. 3966—Excess income of the Union Railroad Company 
(of Pensylvania). 


April 14—Detroit, Mich.—Examiner Woodrow: 
* 16610—William D. Lane, doing business as W. D. Lane & Co., et al. 
vs. Southern Pacific et al. 


April 14—Washington, D, C.—Examiner Sweet: 
Val. Dkt. No. 363—In re tentative valuation of the properties of 
Chicago Great Western Railroad Company et al. 


April nig py wes Pa.—Examiner Koebel: 

* —e ,” . Heinz Company vs. Director General, P. R. R. (further 

earing 

* 16737 (and Sub. Nos. 1, 2 and 3)—Pittsburgh Knife & Forge Co. 
vs. P. R. R. et al. 

April 15—Argument at Washington, D. C.: 

* Finance No. 4300—Application of Maine Central R. R. Co. for au- 
thority to acquire control of the Hereford Ry. Co. by purchase 
of capital stock. 

Finance No. 4301—Application of Maine Central R. R. Co. for au- 
thority to abandon operation of the ~onatncaing Ry. 


April Lae ig Mich.—Examiner Woodrow 

* I. and S. No. 2334—Switching live stock a Detroit, Mich. 

April 15—Louisville, Ky.—Examiner Trezise: 

* |. and S. No. 1563—Livestock to, from and between points in ‘the 
Southeast. (Further hearing.) 


April 15—Washington, D, C.—Director Mahaffie: 
* Finance No. 4671—In the —, of the joint application of the New 
York, Chicago & St. Louis R. Co., The . & Ohio Ry. 
Co., The Lene ge cong Valley Ry. és. Erie R. R. Co., Pere Marquette 
Ry. Co., and the N. Y. C. & St. in Ry. Gor ” tor authority for the 
last named pk.-%. to acquire control of the systems of the 
other companies named, urder paragraph (2), section 5 of the 
interstate commerce act, and separate application of the N. Y. C. 
& St. L. Ry. Co. for authority to issue capital stock under sec- 
tion 20a of the interstate commerce act. 

* Finance No. 4643—In the matter of the application of the New York, 
Chicago & St. Louis Railway Company for a certificate that the 
present and future public convenience and necessity require the 
construction and operation in interstate commerce fo a new line 
of railroad from Valley Crossing to Gregg, Ohio. 


April 15—Galveston, Texas—Examiner Disque: 
10049—In re Sugar Land Railway Company Gusther hearing). 
April 15—Washington, D. C.—Examiner Turner 
Finance No. 3840—Excess income of the izissourt & Illinois Bridge 
& Belt Railroad. 
Age 15—Argument at Washington, D. C.: 
ss. ee wemeee of Waste Material Dealers, Inc., vs. 


L. & W. 
11980 Michivan™ Ratiroad Company vs. Pere Marquette R. R. et al, 
Agee. Saar, Tenn.—Railroad and Public Utilities Commission 
o ennessee 
Finance No. 4360—In the matter of the application of the Southern 
‘way Company for a certificate of public convenience and 
necessity authorizing the abandonment of a line of railroad from 
Morristown to Corryton, Tenn. 
= 15—Jacksonville, Fla.—Examiner Knowlton: 
* I. and S. No. 2354—Basing rates on paving brick, Jacksonville, Fia., 
to Florida points 
* Fourth Section App. No. 12655—Filed by S. A. L. Ry., in re rates on 
paving brick from Robbins and Chattanooga, Tenn. ., Coaldale, 
Alton, Graves Mine; and Birmingham, Ala., Rockmart and Cam- 
pania, Ga., to Tampa, St. Petersburg, Palmetto, Bradentown and 
Sarasota, Fla. 


. R. Ret al. 
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* Fourth Section App. No. 12662—Filed — Florida East Coast Ry., in 
re rate on sugar, C. L., from Key est, Fla. (shipside), when 
imported from Cuba, to Jacksonville, Fla. 


April 15—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3689—Excess income of the Dayton-Goose Creek Raj. 
way Company. 
April 16—New York, N. Y.—Examiner Griffin: 
* 1. and S. No. 2363—first supplemental order)—Brass, bronze ang 
copper ingots and related articles from Pittsburgh and Buffalo 
groups to eo destinations. 
and S. No, 2363—Brass, bronze and copper ingots and relateq 
— from Pittsburgh and Buffalo groups to Eastern desting. 
ons. 


April 16—Argument at Washington, C.: 
- ) & a | eee Bureau for Gase-Teel Company et al. vs. A. 
. Ry. e 
Portions of fourth section application No. 373, filed by Mon 
gan’s La. & Tex. R. R. & Nav. Co. et al., In re rates on salt 
som Louisiana mines to Jackson, Vicksburg and Natchez, Miss, 


18848 (and Sub. Nos. 1 and 2)—Mississippi Railroad ~ ¥° oa and 
ush H. Knox, Attorney General ‘vs. A. & V. Ry. 
16h Moriding Traffic Bureau et al vs. A. & V. Ry. Ly al, 

April 17—Akron, Ohio—Examiner Koebel: 

* 14655 (and Sub. Nos. 1 and 2)—Firestone Tire and Rubber Co. et aj. 
vs. Director General, B. & O. R. R. 

* bey ae ae Iron Works Company vs. Director General, B, 

* 15830 (and Sub. Nos. 1 = 4, Incl.)—Burger Iron Company vs. Di. 
rector General, P. R. 

April 17—New York, N. : ERS: Griffin: 

* 16701—Federated Metals Corporation et al. vs. P. R. R. et al. Por. 
tions of Fourth Section App. Nos. 2060 and 2073, filed by Agent 
<n in re zinc dross, ashes, etc., from points in Penn., Ohio, 

Va., Mich., Ind., Ill., Wis., and Mo. to Se N. 8 ete. 

* 1670 arcdennted Metals Corporation et al vs. R. R. et al. 


April 17—Argument at Washington, D. C.: 
15179—Seaboard Rice Milling Company vs. A. G. & R. R. et al. 
15226—Birmingham Traffic Bureau vs. St. L.-S. F. Ry. 
15448—Williamson, Inman & Stribling vs. L. & N. R. R. et al. 


April 18—Memphis, Tenn.—Examiner Trezise: 
* 16730—Dixie Cotton Oil Company, Inc., vs. Ft. W. & D. C. R. R. 
N. R. R. et al., in re 


et al. 
* Fourth Section App. No, 12645, filed by L. & 
rates on coal from mines on L. & N. R. &. in western Kentucky 

to Helena, Ark. 

Fourth Section App. No. 11694, et wY ee} SS S * 
on coal from mines on L. & R. 
points in Mississippi and nGnbanes 

Fourth Section App. No. 3236, filed by Til. Cent. R. 
R. R., in re rates on coke trom points on St. L.-S. 
ag ah Tennessee to points on Ill. Cent. R. R. and Y. & 


Fourth Section App. No. 3237, filed by Ill. Cent. R. R.-Y. & M. V. 
R. R., in re rates on coke from points on Southern Ry., and 
Northern Alabama Ry., in Alabama, Kentucky and Tennessee to 
points on Ill. Cent. R. R. and Y. & M. V. R. R. 


April 18—New York, N. Y.—Examiner Griffin: 
* 16673—Granton Chemical Company, an va. Tz V.. &. &. 


April 18—Argument at Washington, C.s 
15817 (and Sub. Nos. 1 to 5, incl. pebleseten Grain & Coal Com- 
pany vs. C, & E. I. Ry. et al. 
15936—The Glidden Company vs. Illinois Central R. R. 


April 20—Fort Wayne, Ind.—Examiner Woodrow: 

* 16644—Jonesville Milling Company vs. N. Y. C. 

April 20—Fon du Lac, Wis.—Examiner Koebel: 

* oS ee Live Stock Exchange vs. Director General, C. & N. 
W. Ry. et al. (Further hearing.) 

April 20—Columbia, S. C.—Examiner Knowlton 

* Fourth Section App. No. 12646—Filed by ‘anent Cottrell—In re rates 
on lumber and lumber articles between points in North Carolina 
a Virginia on one hand and points in South Carolina on the 
other. 


April 20—New York, Y.—Examiner Griffin: 
* 12672—The Barber Asphalt Paving Company vs. L. V. R. R. (Further 
hearing on question of the ability of the consignee to receive 
shipments during the period covered by the complaint.) 


April Toe Tenn.—Examiner Trezise: 
* 1. and S 1977 (and first and second supplements)—Grain and 
grain he Be. from Memphis, Tenn., to Carolina territory. 
April 20—Atlanta, Ga.—Commissioner Eastman: 
* 16295—Fertilizers and fertilizer materials between Southern points. 
* bee yg adhe fertilizers and fertilizer materials within the State of 
ou aro 
Mee i < on fertilizers and fertilizer materials within the State 
oO abama, 
beter =“ on fertilizers and fertilizer materials within the State of 


a. 
* Fourth Section Apps. Nos. 4309 et al, filed by Aberdeen & Asheboro 
R, Co. and numerous other carriers. 


April 20—San Francisco, Cal.—Examiner Gaddess: 
* 16646—Nelson Steamship Company vs. B. A. & P. Ry. et al. 
April 20—Washington, D. C.—Examiner Gibson: 
* Val. Dkt. No. 399—In re tentative valuation of the groverty of 
Tionesta Valley Railway Co. (postponed from March 9 
April 20—Argument at Washington, D. C.: 
Wize Telnan, Dow & Company, Inc., et al. vs. Tenn. Cent. Ry. 


et al. 
15749—Beegs & Cobb, Inc., et al. vs. B. & M. R. R. et al. 
April 20—Washington, D. C.—Examiner Kelley: t 
Val. Dkt. No. 367—In re tentative Ra ne A of the property 0 
Nashville, Chattanooga & St. Louis Ry. et al. (further hearing). 
April 20—Washington, D. C.—Examiner Law: 
Finance No. 3829—Excess income of the Midland Valley Railroad 
Company. 
April 21—Port Arthur, Texas—Examiner Eshelman 
* 4 Port Arthur Chamber of Commerce and Shipping vs. Aber- 
deen & Rockfish R. R. et al. 
April 21—New York, N. Y.—Examiner Griffin: 
* 16531—The Hammersley Manufacturing Co. vs. Erie R. R. et al. 
April 21—Argument at Washington, D. C.: 
15426 (and Sub. No. 1.)—Abilene Flour Mills Company et al. v& 
Abilene & Southern Ry. et al. 


in re rates 
in western Kentucky to 


R.-Y. & M. V. 
F. R. R. in 


% 


RR. R. wt al. 
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“FOLLOW THE FLAG” me, “FOLLOW THE FLAC” 


Wabash Railway Co. 


Orders for equipment and motive power totaling $7,000,000 which have recently 
been placed by this Company for delivery within the next few months call for 


50 Locomotives 20 Passenger Cars 400 Gondola Cars 
tal 25 Cabooses 1200 Automobile-Box Cars 





= | 
Di. 
Por- 
gent 
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L. 
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* 
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e to 
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i Since March 1920 The Wabash has added the following equipment at an expense of $33,000,000 
the 
120 Locomotives 4,450 Automobile-Box Cars 
tes 45 Passenger Cars 2,800 Box Cars 
25 Cabooses 4,450 Coal Cars 
and | ‘ 
The American Refrigerator Transit Co. (the Wabash refrigerator line) has added 4,000 
inte Refrigerator Cars to its equipment within the last three years at a cost of $10,400,000. 
ti 7 
“ WABASH FREIGHT TRAFFIC AGENCIES: 
e of BIRMINGHAM, hers 1507 Jefferson Bank Bldg. HANNIBAL, MO., Freight Station PEORIA, ILL., 1117 +: -& Bldg. 
BC ’ 1 Chamber of Commerce Bldg. HOUSTON, TEX., 1029 Bankers’ Mortgage Bldg. PHILADELPHIA PA., 1206 Widener Bldg. 
boro F . or Baas} Square Bldg. INDIANAPOLIS, IND., 413 Roosevelt Bidg. PITTSBURGH, PA., 43 Oliver Bldg. 
’ be et Bldg. KANSAS CITY, MO., 318 Railway Exchange Bldg. QU. , ILL, Passenger St Station 
CINCINNATI, o., 1OOT Neate Bldg. ear IA., 228 John son St. 4 y Bldg. 
CLEV , O., 804 Park Bldg. LITTLE ROCK, ARK., 216 Gazette Bldg. TAL 206 Judge Bidg. 
DALLAS, god 1516 Magnolia Bldg. LOS ANGELES, CAL., 930 Van Nuys Bldg. A 
DECATUR, Passenger Station MEMPHIS, TENN., 728 Exchange Bldg. SAN FRANCISCO, CAL, 917 Monadnock Bldg. 
{ DENVER, cole, 207 Ideal Bidg. MILWAUKEBR, WISs., 1214 Majestic Bldg. SEATTLE, WASH., 561 Stuart Bldg. 
y 0 ; DES MOINES, ae Tnion Station MINNEAPOLIS, MINN., 616 Metropolitan Bldg. , 406 South Sixth St. 
e DETROIT, MICH., 1716 First National a Bldg. , MO., Passenger ion Bldg. 
‘ EAST §8T. LOUIS. ILL., 211 Arcade Bld N RLEANS, LA., 1113 Hibernia Bldg. TORONTO, ONT., 1101 Royal = Bldg. 
Ry. | FORT WAYNE, IND., Freight Station , N. Y., 815 Singer Bldg. TULSA, OKLA., 319 Kennedy B 
= -- 1909 Harney St. 
-, Passenger Station 
Feit GENERAL OFFICES: RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 
road 


wi BA ROUTE YOUR FREIGHT—CARE WABASH 
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i. and S. No. 2222—Wheat bran from and to points in W. T. L. 
territory. 


C.—Examiner a 
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April 23—Washington, D. C.—Examiner Law, Jr. 
Finance No. 3701—Excess income of the Detroit Terminal R. R. Co, 


Apeit 21—Raleigh, N. April. 24—Chicago, Ill.—Examiner Koebel: wert 
16638—Raleigh Freight Traffic Bureau vs. A. C. L. R. R. et al. * 1. Ss. 2364—Iron and steel, C. L., from Birmingham, Ala, an 
April 22—Chicago, Ill.—Examiner Koebel: and group “jo points in South Texas. 
* 1. and S. No. 2360—Absorption of switching at Racine and Racine April 24—Galesburg, Ill.—Examiner Woodrow: 
Jct., Wis. i * 16667—George Adam Schneider vs. C. M. & St. Paul Ry. 
April 22—New York, N. Y.—Examiner Griffin: April 24—New York, N. Y.—Examiner Griffin: 
* 16457—New Jersty "Lumbermen’s Committee vs. A. C. L. R. R. et al. * 16645—Harbor Coaling Corporation vs. B. & O. R. R. et al. 
April 22—Argument at Washington, D. C.: April 24—Seattle, Wash.—Examiner Gaddess: 
15321—Zap Colliery Company vs. Northern Pacific Ry. 16646—Nelson Steamship Company vs. B. A. & P. Ry. et al. 
April 23—Chicago, Ill._—Examiner Koebel: April 25—Shreveport, La.—Examiner Trezise: 
* 1. and S. No. 2359—Rates from Hoboken Manufacturing R. R. to * 16503—Standard Oil Company of Louisiana, Pipe Line Dept., et a, 
Texas via Ocean lines. vs. T. & P. Ry. et al. 
April 23—New York, N. Y.—Examiner Griffin: Gere 27—Chicago, Ill—Examiner Koebel: 
* 16537—The Texas Company vs. Santa Fe et al. * |. and S. No. 2365—Glue stock between points in Official Classifica. 
s “oo Babcock & Wilcox Company vs. Director-General, P. tion territory. 
R. R. et al. April 27—Keokuk, lowa—Examiner Woodrow: 
April Bk. +S D. C.—Examiner Turner: * 16763—Keokuk Shippers Association et al. vs. Santa Fe et al. 
inance No. 3950—Excess income of the Tionesta Valley Ry. Co. April 27—Shreveport, La.—Examiner Trezise: 
April 23—Argument at Washington, D, G: * 14323—The Cities of Marshall and Jefferson, Tex., vs. T. & P. Ry, 
14572—Board of R. R. Commissioners of the State of Montana vs. et al. (Further hearing relative to Commission’s orders of June 
B. A. & P. Ry. et al. 2 and July 25, 1924.) 
Cul 
’ TH 
FREIGHT ROUTING « A comprehensive survey of the problem of os 
* routing, by J. D. Collier. Twenty-six chapters 
full of practical information. 
DEMURR AGE T ARIFFS . Anattempt, by G. Lloyd Wilson, to clarify the 
; e subject of demurrage and to explain, in non- 

e TE 
technical language the rules which govern the 
assessment of demurrage in the United States. | - 

GI 
These practical and useful books, durably bound in boards, - 
will be sent to you postpaid, at fifty cents each. Or you 
| 
may have the two for seventy-five cents. | M 
e L 
And don’t forget Professor Huebner’s FUNDAMENTALS OF TRAFFIC, about which 
the traffic manager of the chamber of commerce of a large city wrote us: ‘“The form in C 
which it is gotten up seems to me to far exceed anything along the line that I have 
ever seen.” Three dollars a copy. (20% discount to Traffic World subscribers). ; 


THE TRAFFIC SERVICE CORPORATION ! 


Merchandise Department | 


418 So. Market St. 





Chicago, Illinois | 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN .FREIGHT BUREAU 


150 Nassau Street New York, N. Y. 
Established 16 Years 


Interstate Commerce Cases 


630-632 Transportation Building 
Washington, D. C. 


MATHER-COGSWELL CORPORATION 


General Traffic Srecialists 
402-415 Stephenson Building Department ‘“‘B’’ 
MILWAUKEE, WISCONSIN 


The Largest Organization of This Kind 
Established Thirteen Years 
Prompt end Dependable Service in Every Branch of 
Consulting and Advisory Service, 


General Freight Service Association 
Traffic and Transportation Specialists fer Shippers 
a a Gas Light Bidg., St. Louls, Mo. 


terstate Commerce cases, 
faraiabed Complete ‘traffic 
and demurrage audited. 
age Claims settled. Car tracing 
routes furnished. Reference: St. Transportation. 


CHARLES E. BELL 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
HIBITS PR 





BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and T tion Matters 
Interstate Commerce and Commission 


E. Ww HOLLINGSWORTH 


EPARED Commerce Attorney 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


Oakland 
Bank of Italy Bldg. 





Ro, 
Ala, 


et al. 


sifica. 


Ry, 
June 
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NON-SKID CUSHION 
SOLID 


“We Are Equipping 
All of Our 17 Trucks 
With Fisk Non-Skid Solids” 


That’s what the Fuller Motor Delivery 
Company decided to do after trying a pair 
of Fisk 40x12 non-skid folids. 


They say: 























“Thirteen months ago we purchased our 
first pair of 40x12 Fisk non-skid solids 
and applied them to our dump truck No. 20 
These tires have been in continuous use 
ever since and to date have delivered over 
13,000 miles and still the non-skid de- 


sign is not yet worn smooth. 


Needless to say, we are equipping all our 
17 trucks with Fisk non-skid solids as our 
other equipment wears out.” 


You will be as pleased with Fisks as this 
Company is. Next time try a pair of Fisk 
Non-Skid Solids. 

The’Fisk Tire Company, Inc. 


Chicopee Falls, Massachusetts 
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No matter where you are located you can feel assured 
that your shipments move promptly and your trade is 
pleased. At all of our warehouses we practice prompt 
action and with our unequalled facilities we actually do it 
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BROKERS WAREHOUSE 
KANSAS CITY 


SECURITY WAREHOUSI ‘ 


BP a ——<—— Ss KANSAS CITY 
ed ys ae es CHICAGO'S MOST MODERN WAREHOUSES 


a 
~ eesti eet es a er Sige * TREE A ba 





South Side Warehouse—CHICAGO—50 Car Private Switchtrack 


CHICAGO'S and KANSAS CITY’S FINEST 
MERCHANDISE WAREHOUSES 
and DISTRIBUTING STATIONS 


CROOKS TERMINAL WAREHOUSES 


CHICAGO Owned and Directly Managed by H. D. CROOKS KANSAS CITY 
NEW YORK OFFICE: WOOLWORTH BUILDING 4 
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5 
GRENVILLE 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 


VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS 1 tue EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(Te avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN ao) 
This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry 













Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 840 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 a. Spring St. Portland, Ore., 55 Third St. 

Chicago, IIl., 4 Standard Trust Bldg. Memphis, Tenn., Porter B Idg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
0 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin 2. St. Paul, Minn., 1112 Merchants National 

Chippewa Falla Wis. 918 Majestic Bldg. Bank Bldg. 

Cincinnati, O., 409 Traction ie Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 915 Union Trust Bldg. and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., $20 West Superior St. . New York, N. Y., hg gg Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Grand Rapids, Mich., 414 Linquist - Omaha, Neb., 1025 W. O. Bidg. Superior, Wis. 

Indianapolis, Ind., 522 Merch. Bank B ldg. Philadelphia, Pa., Cross Bliz. Locust St. at Waukesha, Wis. 

Kansas City, Mo., 788 Railway Ex. Bldg. 15th. Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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Two Photographs j 


of the Same 


International 
Truck ¢ « ¢ and between the 


two a world of Work and Service 


} 
} 


THE TRAFFIC WORLD 


i the picture below, the work-worn Model 63, 
once so spotless, is unloading crushed rock on 
Davis Islands, a $30,000,000 project in Tampa Bay. 
This truck had the honor, long ago, of conveying 
the first carload of rock to this celebrated develop 


ment which has risen from beneath the salt waters 
of the Bay. 


The truck is a possession of the Tampa Rock 
Company, contractors at Tampa, Florida, who have 
used a fleet of Internationals over a 3-year period 
with outstanding success. Working Internationals 
side by side with many trucks of other makes, on 
every kind of haul, this firm has found Internationals 
always leading the rest, always with an edge on their 
rivals in stamina and economy. 


The truck in these photographs runs a 6o-mile 


The Tampa Rock Company and its 
International story 










daily average. Every day finds its wheels deep in sand 
or mud, in what is described as “the worst going on 
earth.” Each day puts this truck to the severest tests, 
but it has never been driven into places that have 
proved beyond its power, loaded or empty. 


The careful and complete records kept by the Tampa 
Rock Company on the entire fleet show that its 
Internationals haul material in carload lots on an 
average route at a total running expense of 36 cents 
per ton, as compared with a general average for 
other trucks of 52 cents per ton. 


Such service commends International Trucks to 
any man who needs dependable, low-cost hauling. 


INTERNATIONAL HARVESTER COMPANY 
606 S. Michigan Ave. OF AMERICA Chicago, IIl. 


(Incorporated) 





The International line includes a Speed Truck for 2000-pound loads, and Heavy-Duty Trucks 
ranging from 3000 to 10,000 pounds, maximum capacities. It includes also Tractor Trucks and 
Industrial Tractors. Distributed through 105 Company-owned branches and many dealers. 
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Lehigh Valley Service 


me a 





For Your Trip East or West 


Using the PENNSYLVANIA STATION, 

IN THE HEART of NEW YORK CITY, 

the Lehigh Valley offers a convenient, 

interesting route to or from ITHACA, 

ROCHESTER, BUFFALO, NIAGARA 

FALLS, TORONTO, DETROIT, PORT 
| HURON, FLINT, LANSING, BATTLE 
i CREEK, CHICAGO and the West. 


Direct Route via Niagara Falls. 


& 


Lehigh Valley Railroad — 


Chhe Route of The Black Diamond 
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Alten Be Legg | Company 


Bi sete Be Brick Cgnccer 
inghamton, N. 
Central Clay ne Co 
(Distributors a Paving Brick) 
Wilkes-Barre, 
Cleveland Brick & Clay Company 
Cleveland ,Ohio 
Clydesdale Brick & Stone Co. 
Pittsburgh ,Pa 
Coffeyville Vitrified Brick & Tile Co. 
Coffey ville, Kans. 
Collinwood Shale Brick Company 
Cleveland, Ohio 
Francis Vitric ga Company 
Boynton, 
Georgia Vitrified ‘Brick & Clay Co. 
Augusta, Ga. 
Globe Brick Company 
East Liverpool, Ohio 
Hisylvania Coal Co. 
Columbus, Ohio 
Hocking Valley Brick Company 
Columbus, Ohio 
Independence Paving Brick Co. 
ndependence, Kans. 
Metropolis Paving Brick Co. 
Pittsburg, Kansas 
Metropolitan Paving Brick Co. 
anton, Ohio 
Mineral Wells Brick Co. 
Mineral Wells, Texas 
Moberly Paving Brick Company 
Moberly, Mo. 
Murphysboro Paving Brick Co. 
Murphysboro, Ill. 
Nelsonville Brick Co. 
Nelson ville, Ohio 
Peebles tee om Company 
Portsmou 
Purington Paving Botek Company 
Galesburg ,1)1. 
Southern Clay Mfg. Company 
Chattanooga ,Tenn. 
Springfield es Brick Company 
Springfield Il 
Sterling Brick Company 
lean, N . 
Streator Clay Mig. Company 
Streator, Ill. 
Thornton Fire Brick Co. 
Clarksburg, W. Va. 
Thurber Brick Company 
Ft. Worth, Texas 
Toronto Fire Clay Company 
Toronto, Ohio 
Trinidad Brick & Tile Company 
Trinidad, Colo. 
Veedersbur Paver Company 
Veeders burg, Ind. 
Western Shale Products Company 
Fort Scott, Kans 
Westport Paving Brick Company 
Baltimore, Md. 
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Potential Tonnage 
Of the Most Profitable Kind— 


O railroad man ever asked for a more satisfactory 
freight than Vitrified Paving Block. It is a freight 
that is absolutely free from “grief.” 


Yet last year’s shipments are only a sizeable fraction 
of the paving block loadings which would follow if 
vitrified paving block could be shipped greater distances 
and still compete in cost with those paving materials 
which are largely of local origin, are frequently truck- 
hauled to the job and see railroads only at grade crossings. 


Seventy-one plants in sixteen states are waiting for the 
opportunity to furnish railroads with a greater tonnage. 


VITRIFIED PAVING 











TTL 


VITRIFIED BRICK PAVEMENTS 














Apri 


eset 


OUTLAST T H E BOND § 





NATIONAL PAVING BRICK MANUFACTURERS ASSOCIATION, ENGINEERS BLDG., CLEVELAND, OHIO 
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A Dependable Service 
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The Delaware and Hudson 6“ 


is the Transportation Link connecting the 
New England States with the South and 9 
West, and Eastern Canada with All Points 
South. This service is co-ordinated with 


851 


















that of 
Canadian Pacific Railway............ } Pennsylvania......... 
Conadion Metienel Rellueys.......... ivi Rouses Point, N. Y. Lehigh Valley... } via Wilkes-Barre, Pa. 
Quebec, Montreal & Southern ........ Central R. R. of N. J.,.. 
UII, 6 cc nseceaccvenees via Mechanicville, N. Y. ae ‘a Binch N 
ID occ ss kces tases via Albany, N. Y. Lackawanna.......... via Binghamton, N. Y. 
Lehigh Valley......... via Owego, N. Y. 


And Their Connections 













The Delaware & Hudson Company, during 1924, 
developed this type of locomotive—The Horatio 
Allen. This locomotive is equipped with the M & 


do so. 


ALBANY, N. Y.—Telephone Main 3380 
J. E. Colket, Milk Agent, 
D & H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
BOSTON, MASS.—Telephone Main 1323 
F. H. Wheeler, New England Freight Agent, 
429-430 oa of Commerce Building 
— N. Y.—Telephone Seneca 853 
. W. Haas, General Agent, 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
J. A. Flanders, Jr., General Agent, 



















838-839 Transportation Building 
608 South Dearborn Street 
MONTREAL, QUE.—Telephone Main 0638 
James Fitzsimons, General Canadian Freight Agent, 
238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
Max V. Beckstedt, General Agent, 
1446-48 Woolworth Building, 
233 Broadway 


. G. Story, General Freight Agent, Albany, N. Y. 
bf EB Rolfe, Assistant General Traffic Manager, Albany, N. Y. 





DELAWARE & HUDSON SUPER-POWER 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


F. W. Nyland, Coal Freight Agent, Albany, N. Y. 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


W. J. MULLIN, GENERAL TRAFFIC MANAGER, ALBANY, N. Y. 


ey SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
‘i BETWEEN NEW YORK AND MONTREAL 


L Booster which adds approximately twenty-five 
per cent to the hauling capacity. Pressure, 350 
pounds; weight, 545,800 pounds. 


The Agency 


— N. Y¥.—Telephone 1500 
. Ackley, Division Freight Agent, 
+ Main Street 
ee a ge PA.—Telephone Rittenhouse 1271 
Ww. Chase, General Southern Freight Agent, 
Tieeae Finance Building 
1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 
8S. Y. Baldwin, General Agent, 
513-514 Bessemer Building 
H. A. DIETZ, General Traveling Coal Agent, 
513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 475, Con. 557 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Olive 1651 
J. B. Stewart, General Agent, 
1021-1022 Pierce Building 
TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Station 
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CALIFORNIA ORIENT LINE 









tz Al \ NK ix Fastest Steamers 
pi aX Between 


— ‘ <j). SAN FRANCISCO 


and the 


by 
t] i 
A TE 
Jae Puente i 


ORIENT 


via 


HONOLULU 


Usensslied Passenger Freight Service 
Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 


From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila 


. Lowest 
. S. S. President Taft sails .............. Apri] 18 
Marine S. S. President Wilson sails............. May 2 _ Insurance 
ope as S. S. President Lincoln sails............ May 16 
Classification S. S. President Cleveland sails.......... May 30 Rates 
S. S. President Pierce sails ............ June 13 


and every ] 4 days thereafter 
Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 


John Crossman, Webster Bldg., 327 So. La Salle St., Chicago, III. 


Horace W. Cross, 410 State Theatre Building, Pittsburgh, Pa. 
Southgate Forwarding & Storage Co., Southgate Terminal, Norfolk, Va. 
Norton, Lilly & Company, Equitable Building, Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 








SP Noim of tee 


piece 
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———— aiines 
United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE} AMERICAN DELTA LINE} AMERICAN DIAMOND LINES | AMERICAN DISPATCH LINE 





























































New Orleans and other Philadelphia Rotterdam 
New York to Trinidad, Gulf Ports New York to Amsterdam} GulfPorts (except New Orleans) 
the Guianas and Philadciphns” ouney Soe , to 
dhe (except Mobile) New York to Antwerp . 
Virgin Islands - Dien thee East Coast of South America 
Fortnightly Sailings Brazil and River Plate Ports rere a to Rotterdam 


A Sailing Every 3 Weeks 
Boston Antwerp 


2 Sailings a month 
BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 




























COLOMBIAN STEAMSHIP CO., (inc. 


MUNSON STEAMSHIP LINE 
17 Battery Place New York City 


67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 















Managing Operators Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 




























North Atlantic Ports to all Mediterran- | Baltimore | t Havre 
West Coast Ports a” eanPortsincluding Adriatic,Black Sea Philadelphia x Dunkirk New York to India 
o Ps Sailing weet oa Man chester} 224 Levant Ports, French Mediterran- A Sailing every 20 days 
New Or' eorortnigh : i Sailings ean, WestCoastof Italy.2SailingsaMonth | New York to siete Monthly Sailings 





North African Ports with Mediterran- 
ean or Adriatic Ports as cargo offers. 

Monthly Sailings Greek, Black Sea Ports, 
Constantinopole Monthly Sailings Malta, 










New Orleans and Texas Ports to London A Sailing every 10 days 
and Hul Philadelphia = 45 Bordeaux 


New York St. Nazaire 





Monthly Sailings 
Houston and Galveston to 


ROOSEVELT STEAMSHIP 




























- a, pecs + gp eseeny en = and Alex- A: Sailing Every 20 Days COMPANY, (Inc.) 
UNITED wat LFS. S. CO. (Inc.) THE EXPORT STEAMSHIP CORP. | COSMOPOLITAN SHIPPING CO., (Inc.) | 44 Beaver St. New York 





25 Broadway New York City 42 Broadway New York City 
Managing Operators Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE | AMERICAN PREMIER LINE 


New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 


Whitney Sc nay «. New Odean, La. 


























, Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
Baltimore te Hull Monthly Sailings Monthly Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 

2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 

, : London London, Rotterdam and Gulf Ports to Far East Cc inople, Malt 
Philadelphia to Hull Ant (China, Japan and Philippines) ——ee 
Boston . miwerp ima, Japa re North Africa, (East of Bizerta) 

Leith Monthly Sailings nf roy AND Monthly Sailings 
Fe We ATLANTIC GUL UNITED GULF S. S.CO., (Inc. 
J. H. WINCHESTER & CO.,(inc.) | THE CAROLINA COMPANY | RENTAL S. S. CO., (Inc.) am 
17 Battery Place New York City arieston, 0. \. 17 Battery Place, New York City New Orleans, La. 
Managing Operators Managing Operators Managing Operators Managing Operators 


AMERICAN REPUBLICS LINE |AMERICAN SCANTIC LINE AMERICAN AMERICAN _ 
xO al ee New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 


Monthly Sailings Baltimore 














New York 
a sang Brazil and to New York (Gulf via New York as offers) 
Jacksonville to a Plate Scandinavian and ~ to 
Savannah aaa Sailings. Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 
Philadelphia ste River Plate 2 Sailings a Month Monthly Sailings and West Africa 
Hampton —— ms ae AHB *& COMPANY, (Inc.) Monthly Sailings 
MOORE & McCORMACK CO..,(Inc.) aaa 4 A. H. BULL & COMPANY (Inc.) 

Puan amen cone, | BBrcdvar On New God'Gy | so Wenswent New York Gy | ebsites” °° How You Ci 

Managing Operators Managing Operators Managing Operators Managing Operators 








ATLANTIC GULF-WEST MISSISSIPPI VALLEY/MOBILE OCEANIC LINEJORFOLE LINES 
AUSTRALI AN LINE MEDITERRANEAN LIN 4 EUROPEAN LINE Mobile, Pensacola, ent Fortnightly Sailings 


































































Tampa, ag = a my Savannah Sleep Gulenne Gulfport . 1 oo" Formighly Selig 
arieston to 
New York to Australian} London, Rotterdam, Antwerp & Liverpool, ee "te Manchester, Avonmouth Car Ce, is 
and New Zealand Ports Monthiy = H —Ant London Havre y oenam Sailings every 10 
Monthly Sailings Portuguese and Spanish Atlantic Po regis acd . ? TP» | Boston, een ee Phil. 
Monthly Sailin 2 Sailings a Month Rotterdam, Hamburg, _ {to Glasgow. Fortnightly Sailings 
UNITED STATES & Spanish M ieee és North Bremen Baltimore, ag ry » New York to 
Cork, Dublin, Belfast, ond 

AUSTRALASIA S. S. CO African Ports (West of Bizerta.) | MISSISSIPPI SHIPPING a Monthly Saili = 

7a ° A Sailing every 20 a co (Inc.) WATERMAN S.S. CORP. Baltimore New Yorkto “ti Bellat, Dublin, 
8-10 Bridge St., New York City} TAMPA INTEROCEAN S.S CO. | New Gilsens, ta. Mobile, Ala. ‘ ‘Saili 

Managing Operators 614WhitneyCont'I Bie. New Or —_ Managing Operators Managing Operators CONSOLIDATED NAVIGATION 6, 
PAN AMERICA LINE) SOUTHERN STATES LINE/TEYy AS STAR LINE|UNITED STATES LINES YANKEE LINE 


New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Month 
New Orleans to Bremen an 














New York to a Sn New York to Southampton |Baltimore, Hampton Roads, 




















. P Hamburg. 2 Sailings a Month A Sailing every 3 Weeks Philadelphia, Boston 
Rio de Janeiro JSantos, Galveston to Bremen and Ham.-' to Slow Yosh = 
° il Month 
Montevideo and | "Yf-sston a2 oie”) Havre and Antwerp é ee. 
Buenos Ai Bremen and Rotterdam Weekly Sailing - m—ye os Semmes 
ires 2 Sailings a Month Bremen 












Houston to Bremen and Ham- 
burg. 2 Sailings a Month 


LYKES BROS.-RIPLEY S.S. 
O., (Inc.) 
925 Whitney Central Bldg., 
ew Orleans, 
Managing Operators 


2 Sailings a Month 
Fortnightly Sailings 
MUNSON STEAMSHIP LIN 
67 Wall Street New York Ci 
Managing Operators 


LYKES BROS. -RIPLEY 
S. S. CO., (Inc.) 


Houston, Texas 


Weekly Sailings 









UNITED STATES LINES ROGERS & WEBB 
45 Broadway New York City|110 State Street Boston, Mass. 


Managing Operators 


















Managing Operators Managing Operators 


UNITED STATES SHIPPING BOARD FLEET CORP. | 
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Where to reach them 


“GIVE HIM THE AIR” 


RAVEL, one of life’s greatest pleasures, 
becomes tiresome to those who make 
it a vocation. 


When your salesman makes his next trip 
through the Southwest let him break his : 
train journey and enjoy one day in the in- 3 
vigorating air of Arizona while making the 
all-motor mountain trip over the Apache 


trail between Globe and Phoenix. = i 


Close connections between trains and 
automobiles at both ends. 


For detailed infcrmation, literature and reservations 


Address ‘‘General Agent, Southern Pacific Lines”’ ® 
—The Postman Knows Him. 





